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American-Hawaiian’s blue and white 


house flag is as familiar an object as 





appears on the intercoastal scene, 
thanks to the regular, frequent sched- 
ules maintained by the ships that fly 
it. Above streams the flag of the U. S. 
Naval Reserve, a service in which a 
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The Gar That 
Carries Your Product 
Is a “Package” 


Practical experience has taught 
the modern merchant the value of 
impressions. 


He knows that the sales of many 
products have been multiplied by 
the simple expedient of enclosing 
them in a modern and efficient pack- 
age. 


Have you ever considered that the 
car in which your product is shipped 
is really a “package”—a package 
that creates a favorable or a nega- 
tive impression depending on its 
quality and condition? 


TAN K, 
ae some ule 
POULTRY 
CARS 


For more than 30 years this com- 
pany has specialized in clean, mod- 
ern, well-conditioned cars. An un- 
usually exacting system of inspec- 
tion and maintenance makes them 
the kind of cars you are proud to 
associate with your product. Let us 
tell you the complete story. 


A North 


American 
Car Lease 
Is Sound 
Business 
Economy 


World Bidg., 
TULSA, 
Oklahoma 


NORTH AMERICAN 
CAR CORPORATION 


327 South La Salle St., Chicago 
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Showing the heavy, light- 
proof curtains which enclose 
the Single Occupancy Section 
when it is occupied. Complete 
privacy is assured, whether 
you are dressing or have re- 
tired for the night. The upper 
berth is left closed above you, 
giving full headroom. Only 
the lower is used. Porter will 
arrange for complete or semi- 
darkness—as you desire. 
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PULLMAN'S 


NEW CONVERTIBLE 


ca 


WITH DRESSING SPACE 





At bedtime, the Pullman 


porter completes the prepa- 





ration of the new Convertible 
Single Occupancy Section by 
folding half the bed up out of 
the way, creating a space in 
which you may disrobe in 
comfort and privacy—sitting 
or standing. 


This new Pullman conven- 
ience is being installed through- 


out the system as rapidly as 
the cars can be equipped. 
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Curtains are purposely left open to illustrate the generous space 
created for dressing when half the bed is raised. Curtains are 
closed, of course, when the accommodation is occupied at night. 


@ The newest Pullman convenience is the Con- 
vertible Single Occupancy Section in which there 
can be made available ample room for you to dress, 
either while sitting or standing. The dressing space is 
created by a simple device which raises half the bed 
vertically, up out of the way, whenever you want to 
dress or undress, allowing you to stand up full height 
or, if you like, to sit down. When you are ready to 
retire, the bed is simply lowered again. The folding 
device does not change the generous dimensions of 
the bed nor lessen the comfort of its double mattresses. 

This improved feature of the Pullman Single Occu- 


pancy Section is a convenience which comes at the 
regular rate for this popular accommodation. .The 
Pullman cost is reasonable—just half the upper berth 
rate added to the lower berth rate for the particular 
journey you're taking. For single-passenger occu- 
pancy, no additional rail fare required. 

The Single Occupancy Section is the choice of 
thousands who know superior travel comfort at low 
cost. Ask the Pullman conductor or porter for a 
demonstration. The conductor or your ticket agent 
will quote you its cost for your next trip. Or write 
THE PULLMAN COMPANY + CHICAGO 





Pullman and Rail—The safe way to go and the sure way to get there 


Copyright 1938, The Pullman Company 
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VOLUME LXI 


Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 








FREE TRANSPORTATION 


OR years we have advocated the abolition of free 

transportation, except for railroad men traveling 
on business on their own lines. Comes now Fred W. 
Sargent, president of the Chicago and Northwestern 
Railroad, in a plan for rehabilitation of the railroads, 
containing many other good points, and says: 

“Congress should prohibit all free transportation, 
except for employes on duty.” 

Mr. Sargent thus agrees with us, not only that free 
transportation is an important expense to the railroads 
and an abuse, but that, apparently, the railroads are 
unable or unwilling to cure the evil themselves and it 
must be done for them. 
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Number 12 





We have fought a lone battle until now. Now and 
then a railroad executive has privately assured us that 
we were not far from right, but never before, so far as 
we know, has one of them taken such a stand in public. 
We do not feel nearly so lonely now. Mr. Sargent is 
good company. 


THE RAILROADS ADRIFT 


“The King of France, 
With ten thousand men, 
Marched up the hill— 
And down again.” 


We deplore, as much as anyone can, the condition 
in which the railroads find themselves and hope, as 
much as anybody can, that they will be able to reduce 
wages, but their condition with respect to wages is so 
much their own fault and their actions are so fantastic 
that it is hard to be sympathetic without smiling. 

Last summer and fall, with no reason whatever 
for doing so—except fear that, if they did not do what 
they did, they might be forced to do more—and every 
reason—including their inability to pay more and the 
fact that their men were already adequately paid—for 
not doing so, they granted wage increases amounting 
to something like $135,000,000 a year. Then they used 
this increased expense as one of their reasons for ask- 
ing a freight rate increase from the Commission. The 
Commission granted only a part of what they asked, 
and they are up against it. If the individual manage- 
ments ratify the action of the directors of the Associa- 
tion of American Railroads, they will now start pro- 
ceedings for a wage reduction. 


They have no better case now than they had last 
summer and fall. It is true that business is worse— 
though no worse than they had reason to expect—but, 
on the other hand, they did succeed in getting some- 
thing out of their request to the Commission for a rate 
increase. They have nothing to tell their employes 
except that they made a mistake in granting the wage 
increases. If they tell the truth they will say that those 
increases were frightened out of them. We do not 
know why they are not just as frightened now. Prob- 
ably they are—but their backs are against the wall 
and they have to fight. Of course, it will be more diffi- 
cult for them to cut wages now than it would have been 
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last summer and fall to refuse to increase them. Labor, 
knowing its power, will refuse to take a cut, and the 
fight will be on. 

Public sympathy ought to be with the railroads, 
though they will have to take a “kidding” for their 
jumpy tactics. We certainly wish them success. What 
is to become of them if they do not win in the matter 
of wages and do not adopt some other economies, we 
do not know, but we would give odds on government 
ownership. 

The railroads do not take kindly to advice from 
the outside and they have seldom seemed disposed to 
take ours, but we offer them another bit just the same. 
It is that, regardless of what they do about wage scales, 
they make a fight on rules governing working condi- 
tions, not only in their conferences with employe repre- 
sentatives but in the public press. One good man with 
access to the records, the ability to write the sort of 
thing that ought to be written, and the knowledge of 
how to get it published, could so flood the press with 
stories of men being paid for doing little or nothing 
that the campaign, so far as the thinking public is con- 
cerned, would be a “pushover.” Railroad management 
always fights shy of doing anything of that sort. It is 
afraid of offending labor. Bosh! The way to fight is 
to fight. 


In any case, we seem to be about to witness 
another long-drawn-out series of conferences and nego- 
tiations between railroad managers and labor leaders. 
We hope at least that, this time, they will not be con- 
ducted—as they invariably have been in the past— 
under a heavy cloak of secrecy. We do not mean that 
all of the conferences should be held in a dictaphone- 
equipped goldfish bowl. We merely suggest that, on 
the managers’ side, at least, they be placed in the hands 
of men who will not let their ideas of their own im- 
portance obscure the fact that the public—especially 
the shipping public—has an interest in what they are 
doing. The mystery with which such negotiations have 
heretofore been surrounded never fooled anyone. There 
have even been those ready to believe that the plan 
was adopted not to cover legitimate matters of extreme 
confidence, but merely to cover secret “deals.” 


RAILROAD NONSENSE 


HERE is a deal of nonsense being written and 

spoken, sometimes in high places, by persons who 
realize that there is something the matter with the 
railroads and feel it incumbent on them to diagnose 
the case and prescribe a remedy. 

" The most outstanding piece of idiocy in this con- 
nection is the constant reiteration of the charge that 
“financial buccaneering” is the trouble and that it must 
be stopped. The answer is that, while there has been 
some of this piracy, it has been largely stopped, and 
railroads that were never guilty of it are in just as 
bad case as those who were. 

The reasons for the present condition of the rail- 
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roads are, first, the business depression, which affects 
all business, whether properly run or not; second, gov- 
ernmental policies that bear hard on the railroads and 
make it easier for other forms of transportation to 
compete with them; third, their own liberality in pay- 
ing a scale of wages that is not justified; and, fourth, 
the fact that their plant is too large for the amount of 
business available for rail transport and should be cut 
down by means of consolidations and unifications. 

Naturally, in reducing the size of the plant there 
would be some reorganization of capital structure and, 
doubtless, there is room for some of it even with the 
plant now in operation; we do not, however, think that 
“putting the railroads through the wringer” offers a 
cure and, certainly, even if they were all cut down 
in their capital structures to suit those who think 
that way, they would still not be making money to pay 
operating expenses. 

This matter of an oversized plant, however, is to 
be considered with reason and with relation to some 
other things. We believe that, under almost any busi- 
ness conditions that can be reasonably imagined, the 
railroad plant is too large and cumbersome, but to 
what extent that is true depends on the fairness of the 
treatment they receive. If governmental policies with 
respect to them in relation to their competitors are to 
remain the same, especially if business does not get 
appreciably better, there is no doubt that the plant is 
much too large and is inefficiently operated. But if 
there could be an adjustment of regulatory policy that 
would embody fairness for all, then there would be 
more business for the railroads and, hence, not so much 
necessity for the kind of economy in operation we have 
been suggesting. 

It is for the railroads, it seems to us, to go to 
work on a thesis of this sort, telling in detail just 
what policies of government are unfair to them, and 
how, and demanding their reform, promising on their 
part to reform their own policies to fit conditions. 


They no longer have a monopoly on transporta- 
tion nor can they expect to have, even under conditions 
of absolute fairness. The motor trucks, for instance, 
have come to stay; everybody admits that they serve a 
useful purpose, and they have encroached greatly on 
railroad tonnage. Recent figures, for instance, showed 
that the trucks hauled 48 per cent of the live stock to 
market. Perhaps this competition would not be so 
great if the conditions under which the rivalry is con- 
ducted were more nearly fair, but the trucks, unless 
they should themselves become victims of a changing 
policy that would work unfairness to them, will always 
haul a large amount of freight that the railroads once 
controlled. One of the greatest of the many mistakes 
the railroads have made was in not realizing this fact 
early in the development of motor transportation; but 
they laughed at it and made figures to show that it did 
not amount to anything and never would. Now, instead 
of having gone into that business themselves—as does 

(Continued on page 638) 
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Current Topics in 
Washington 





An order recently issued by the 
Commission in MC 2928 may become 
a thing of value among collectors—and 
then again it may not. The order is 
one setting a hearing. It is one known 
among those who regard them as pests, 
because of their seemingly senseless verbiage, as “duly givens,” 
because “duly given” are words always used. The part of the 
order that is interesting follows: 


And Now the Com- 
mission Has Gone 
in for “Truckin” 


In the matter of the application, as amended, of E. & P. Truckin 
Service, Inc. (successor in interest to Hubert C. Elliott, individual, 
doing business as E. & P. Trucking Service), of Nort Vernon, Ind., 
for a certificate of public convenience and— 


Oh, of course the dropping of the “h” that obviously be- 
longs at the end of the combination of letters “Nort” suggests 
that it is merely an imperfect sheet of mimeographed copy 
that shows the Commission as resorting to “truckin.” But why 
spoil a smile-provoker by being so practical? 





Many government officials, pro- 
fessing to discuss the “railroad prob- 
lem,” suggest putting the carriers 
through the “wringer.” It is beside 
the point, perhaps, to say that no one, 
thus far, has indicated how railroads 
not able to earn their operating expenses would be benefited 
by being relieved of the payment of interest on fixed charges 
that are not being paid now. 

If the operation would be so beneficial for railroads, why 
wouldn’t it be beneficial for the government? It is not getting 
its operating expenses except by borrowing. It is running 
deeper into debt. 

Of course, someone might suggest that putting the govern- 
ment through the wringer would be repudiation of its obliga- 
tions. Would it be more immoral to relieve the government 


in that way than to force the railroads to repudiate their 
obligations ? 


Why Not Put the 
Government Through 
the Wringer? 





Except for the fact that it may 
be one of the events leading up to 
the next European war, it cannot 
be accurately said that official 
Washington shuddered over what 
; this week befell Austria, pitiful 
relic of a once great empire. Professional agitators “demon- 
strated” before the German embassy. Police gathered them 
in, thereby affording them the satisfaction of feeling important 
—which they were not. 


But for the fact that Europe’s playing of power politics 
always carries the possibility of exploding into war, more than 
one American could have had a hearty laugh out of the re- 
incorporation of Austria into that nebulous thing that for 
centuries had been called “Germany.” Just seventy-two years 
ago next July Austria was put out of Germany by the disso- 
lution of the Germanic Confederation and the formation of 
the North German Confederation. The Prussians whipped the 
Austrians at Sadowa. Prior to that time Austria had been the 
leading German state. Prussia wanted to be. With Italy 
helping, Prussia defeated Austria and her allies among the 
south German states. 


With Austria out of the way, the Prussians took the lead, 
and at Versailles, January 18, 1871, the King of Prussia was 
proclaimed emperor of Germany—an office the Austrian Haps- 
burgs had held for a long time. The power politics immedi- 
ately preceding the proclamation of the empire, which crashed 
when the Kaiser fled to Doorn in 1918, revolved around France 
and the south German states, particularly Bavaria and Austria. 

Absorption of Austria by Hitler, unless someone makes 
new rules for playing the game, some men believe, will make 
it hard for the French foreign office to maintain an equilibrium 
in central Europe. At the time the Austro-Hungarian combina- 
tion was reduced to a practical nullity by the 1919 treaty of 
Versailles, some of the old style diplomats, it is understood, 
believed that Clemenceau was not doing a good day’s work 
for France. Austria was made so weak then that a combina- 


Austria Thrown Out of 
Germany in 1866 and 
Pulled Back in 1938 
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tion of Austria and some of the states that had been carved out 
of the Hapsburg empire could not be maneuvered by France 
as a counter-balance even for the weakened German reich, it 
was suspected. 

As things have turned out, history-minded men can easily 
be persuaded that the peace-makers at Versailles worked 
against rather than for France when they so completely undid 
the thing the Hapsburg family had built up in centuries of 
“divide and rule.” Their work resulted in the empire that has 
now completely disappeared, in the so-called succession states 
and the incorporation of emaciated Austria in the reich her 
rival, Prussia, built up. About 200 years ago, when a historian 
wrote the word “Germany,” he meant the organization of 


-which Austria was the head. 


In the time of Frederick the Great, historians wrote about 
the war “between Germany and Prussia,” meaning Maria 
Theresa, of Austria, on the one side, and Frederick, of Prussia, 
on the other. 

And now Vienna gets orders from Berlin, written by a 
man born in Austria who served in the world war in the army 
that received its orders from Berlin. Otto von Hapsburg, head 
of his family, is an exile in a land once ruled by his ancestors, 
while Wilhelm von Hohenzollern is an exile in another land 
also once ruled by a Hapsburg. 





With funds made avail- 
able by President Roosevelt, 
the Bureau of the Census is 
to take a “sample census of 
retail and wholesale trade” 
for 1937 and the first quarter 
of this year, according to an announcement by that bureau.. 
Fred A. Gosnell, chief statistician, who was in charge of the 
1933 and 1935 censuses of business, is also in charge of this 
work. All information obtained from the establishments can- 
vassed, as is always the rule of the Bureau of the Census, is 
to be held strictly confidential and used for statistical purposes 
only. 

The value of such surveys is not always obvious to the 
layman, but business men seem to set store by them, and, at a 
time such as this, when the volume of business seems pitifully 
small, expenditures for them may be much greater help than 
make-work efforts on which billions have been spent. 


The census, as now proposed, according to Mr. Gosnell, will 
not only provide up-to-date data on sales, pay rolls, and inven- 
tories for several hundred thousand retailers and wholesalers, 
but these data will be presented in a form entirely new to census 
work. The sales and pay roll information, it is said, will be 
collected and published for each quarter of 1937 and the first 
quarter of 1938; thereby, they will provide data on these two 
subjects that will be strictly comparable and, at the same time, 
will show trends of both sales and pay rolls. 

All this information, it is pointed out, will be published 
for identical establishments. In addition to that, the bureau 
is planning the same information (that is, sales and pay rolls 
for identical establishments) for the calendar year 1935, when 
the last census was taken, and 1937, which will again show 
the trends of these two items for two entire years. 


Sample Census of Wholesale 
and Retail Trade May 
Help Limping Business 





Americans at the end of the 
eighteenth century seemed to have 
the idea in their heads that the 
way to get a good thing was to 
pool their money and pay for it. 
While they held that notion they 
spent $465,000 of their own money in building the Philadelphia 
and Lancaster turnpike, from the city of brotherly love to the 
city in or around which dwelt, even as now, many of the so- 
called Pennsylvania “Dutch.” They organized the Philadelphia 
and Lancaster Company in 1792. 

Seemingly, the idea of doing things of that sort by com- 
pelling everyone to pay a tax had not become strong, if it had 
germinated at all. That road, a little more than 62 miles long, 
according to an article written by Albert C. Rose, senior high- 
way enginees of Public Roads of the Department of Agricul- 
ture and circulated by the American Road Builders’ Associa- 
tion Features Service, was the first extensive turnpike road 
built in this country. It was also the first road in this country 
to be surfaced with crushed stone in accordance with pre- 
determined plans and specifications. 

Albert Gallatin, Secretary of the Treasury, who was to 
the Jefferson party what Alexander Hamilton had been for 
the Federalist party in the way of financial wisdom, reported 
in 1808 that the highest gross revenue the road company col- 
lected was $25,000 a year. Expenses and repairs took about 
$13,000 of that revenue, leaving practically nothing, according 
to interest standards of that day, for the stockholders. When 
the railroads came the tale became worse. The road, however, 


Right-Hand Driving, 
Conestoga Wagons, and 
the Fragrant Stogie 
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was the first link of the highway between Philadelphia and 
Pittsburgh. 


According to Mr. Rose, the Conestoga wagon, originating 
about 1750, was indigenous to the communities along the Con- 
estoga River, where Lancaster now stands. The freighters 
driving those wagons sat on the left wheel horse, leaving their 
right hands free to use their whips. Besides, they could see, 


while they were passing, whether their left wheels would clear 
each other. 

The long cheap cigar now known as the stogy or stogie, 
according to Mr. Rose, was originated by Pittsburgh manufac- 
turers. Tradition says the drivers carried them in pockets at 
the top of their jack boots. They were called Conestoga cigars, 
according to Mr. Rose. Others have given other tales as to the 
origin of the rolls of tobacco that made Pittsburgh known out- 
side of Allegheny County before iron and steel gave it fame. 

Right-hand driving, seemingly, commended itself to Ameri- 
cans other than the drivers of the freight wagons and became 
the rule of the road in this land, not only for horse drawn but 
for steam driven vehicles as well. The practice of keeping to 
the right has spread into Canada and the neighbors to the 
north have spent a good deal of money in changing from the 
English to the United States rule of the road.—A.E.H. 


RAILROAD NONSENSE 

(Continued from page 636) 
a wagon manufacturer, for instance, when he sees 
that trucks, not wagons, are demanded by the market— 
they have this giant of motor transport competition 
with which to contend. They may insist that it be regu- 
lated fairly as they themselves are regulated, but the 
fact remains that it has reduced and will continue to 
reduce their tonnage. 

Government, shippers, and what have you, are to 
blame for many things that make conditions unfair for 
the railroads, but the railroads themselves are to blame 
for not realizing that a changing day has arrived and 
that, even if they are successful in their demands for 
fair treatment, they must cut their cloth accordingly. 
They can no longer dominate the transportation field, 
moving majestically and ponderously on their way, in- 
sisting that they have no fault and that they are en- 
titled to rates that will enable them to prosper under 
“before the war” methods that are outmoded. 

We may add, however, that, if the Roosevelt idea 
that employes displaced by consolidations must be 
“taken care of,” there would be little or no real saving 
in such consolidation. If the railroads themselves were 
expected to continue to pay employes not needed, there 
would be no motive for discharging them, since the 
labor cost is the principal item of economy in a consoli- 
dation program; if the discharged employes were 
“taken care of” out of the public treasury, the expense 
would simply be transferred to the public, which would 
thus be compelled to pay for consolidation that meant 
little real economy—simply a shifting in the one who 
pays the bills. 


I. C. C. AND THE RAILROADS 


(By Thomas F. Woodlock in the Wall Street Journal) 


It cannot be said that the Interstate Commission doctors 
have exhibited any great skill or decision in dealing with the 
railroad patient. What the patient asked for was a liberal 
blood transfusion to carry it over a serious sinking spell. What 
the patient gets is but a moderate allowance—one which in 
the present state of the sufferer is manifestly insufficient to 
meet his present needs. It may keep life in him for the present; 
on the other hand, it may not. Everything depends upon the 
course of his disease, and at this writing the prognosis is un- 
favorable. The name of the disease is not important. President 
Budd calls it malnutrition; this writer calls it progressive 
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anemia. It makes no difference who is right, for, in either case, 
the result is the same in the long run, and it is the result that 
matters. 

Dropping analogy, the facts are that the Commission, in its 
treatment of the carriers’ application for a 15 per cent increase 
in freight rates, missed the main point in the whole matter 
in failing to realize the true condition of the industry. It fol- 
lowed the therapeutics of times that have gone by, probably 
never to return. It dealt with the case very much as if the 
railroads were still the semi-monopolists, to control which the 
Commission was originally created, instead of instruments of 
transportation whose business has become directly and in- 
directly highly competitive. These carriers have reached a 
point where their expenses, most of which are beyond their 
control, are simply irreducible if service is to be continued 
on its present lines, while revenues are shrinking—still—at a 
rapid rate. In the present relation of their revenues and ex- 
penses, it is obvious that no rate which will move traffic can 
be considered unjust or unreasonable in the meaning of the 
law—-that is, if the factor of cost of service has any bearing 
upon the reasonableness of a rate. 


In such a situation the logical—and, therefore, “just and 
reasonable”—course for the Commission to pursue was to free 
the carriers to experiment according to their best judgment 
with higher rates in the hope that increased revenue would 
result. The carriers proposed 15 per cent as the ceiling or limit 
of the extent of increase. The Commission should have granted 
their request sans phrase, knowing, as it must have known, 
that no railroad manager in his senses would keep “paper 
rates” in his tariffs, and knowing as it should have known, 
that rates that moved the business could not, by that very 
fact, today offend against justice or reason. The “just and 
reasonable” rate for rail-borne freight today is that rate which, 
at the traffic moving under it, produces the largest net revenue 
to the carrier. There is only one way to find that rate—trial 
and error. It is the plain right of the rail carrier to make the 
trial. The Commission’s decision denies the right—as Commis- 
sioner Mahaffie correctly points out—and it is that denial that 
is the cardinal fault in its treatment of the case. 

To tell us that increased rates are not a final answer to 
the railroad problem is to tell us something which we all know. 
We are all likewise aware that, other things being equal, a 
time of slack business is not a good time to increase rates or 
prices. The British Railway Tribunal less than a year ago had 
exactly the same problem before it as had our Commission, and 
it listened to precisely the same arguments from shippers as 
were offered to our Commission, but it brushed them aside 
with little ceremony and granted the request of the carriers 
for the increase in the amount asked—5 per cent—and told 
the shippers that was what the law required. True, the letter 
of the British law contained no weasel words, as does our 
present Section 15a, but the spirit of both laws is the same, 
and our weasel words are not controlling unless the Commis- 
sion chooses so to make them. 

The milk is spilt and that is the end of that. But the prob- 
lem remains practically as acute as ever. Commissioner East- 
man’s opinion significantly hints at “other steps” to be taken 
under consideration “elsewhere” and the sooner we get around 
to these the better. It is to be hoped that, in whatever forum 
that consideration is given, it will be concentrated upon the 
essence of the trouble. The industry per se is sick, quite apart 
from the mistakes—or worse—in the cases of individual sys- 
tems, and in dealing with the general sickness the place to study 
it is where it has not been complicated by these special cases. 
We have been conducting an elaborate clinic on these; it is 
time now to widen the inquiry to include the whole subject— 
and above all things to keep “politics” out of it, if such a thing 
be possible. 


POSTALIZING RATE BILL 


Representative Lemke, of North Dakota, has introduced 
H. R. 9896, a bill to bring about postalization of railroad fares 
and charges. 

The bill would have Congress declare a policy for the fixa- 
tion of fares and rates for railroad transportation “which shall 
be equal and uniform in all respects within the scope and limits 
of each railroad system, without regard to distance, location, 
or starting and destination points.” 

The bill would create the Railroad Postalized Fare Guaranty 
Corporation, with a capital stock of $500,000,000 to be sub- 
scribed by the Secretary of the Treasury of the United States, 
which would allot and apportion just and equitable indemni- 
fication to the railroad carriers in a test period between July 
1, 1938, and June 30, 1941, when it is proposed to have a test of 
postalized fares. 

The Commission would fix the passenger fares and make 
report as to extending the proposed system to other transporta- 
tion services. 
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Decisions of Interstate Commerce Commission 








COTTON PIECE GOODS ROUTING 


Y a vote of six to five, the Commission, on reconsideration, 

in No. 27588, Lustberg Nast & Co., Inc., vs. New York, 
New Haven & Hartford et al., has reversed the finding of 
division 3 with respect to the rate on cotton piece goods, in 
less than carloads, from North Dighton, Mass., to York, Pa. 
In the prior report, 223 I. C. C. 278, the division found inap- 
plicable a class rate of 71 cents. That rate is now found to 
have been applicable. The division found that the applicable 
rate was a commodity rate of 59.5 cents contemporaneously in 
effect from North Dighton to Rockland, Md. That rate was 
subject to an intermediate application rule. In substance the 
division found that York was intermediate between point of 
origin and Rockland and under the rule took the lower com- 
modity rate. The report was written by Commissioner 
McManamy. 

In a dissent written by Commissioner Caskie, the five 
composed of Chairman Splawn and Commissioners Aitchison, 
Porter and Miller in addition to Commissioner Caskie char- 
acterized the opinion of the majority ‘a vital repudiation of 
section 6, and if adhered to, will probably mean the abandon- 
ment of Rule 27” of Tariff Circular 27, under which railroads 
make a rate applicable at intermediate points over a given route 
or routes. 

Over the Rockland, Md., route York is an intermediate 
point. It is not intermediate over another route. 

In this proceeding the majority said it was of the opinion 
that in view of the circuity of the claimed route over the 
Trenton cut-off of the Pennsylvania through York to Rock- 
land, together with the lack of operating arrangements to 
handle freight over that route, the intermediate rule was not 
applicable. The report said that the Commission’s decisions 
with respect to the questions in this case had not been uniform. 
Therefore the report reviewed prior decisions of the Commis- 
sion and of federal courts in similar controversies at some 
length, of which there have been many. 


The report said two questions were presented for con- 
sideration, viz., was the route a reasonable and practicable one, 
over which the shipper had a right to require his shipment to 
move; and had the shipper the right to specify local routing 
over the lines of any carrier. It added that it was a well 
established general principle that the intermediate rule applied 
over a circuitous route provided that the circuity was not 
excessive. The report added that it was also an established 
principle that the intermediate rule did not apply over a route 
that was unduly circuitous or that was regarded as imprac- 
ticable, illogical, or unnatural because of other operating 
difficulties even though the routing was not in terms restricted. 

In this case the report said the routing by the shipper was 
via New Haven for Pennsylvania delivery and that that rout- 
ing was followed at the published tariff rate. Requiring the 
establishment of local routing (both the claimed and the used 
routes being locals of the Pennsylvania) for the sole purpose 
of bringing into play an intermediate rule to defeat regularly 
published tariffs, the report said, was not in the interest of 
economical or efficient operation and transferred to the shipper 
one of the functions of management which the shipper was not 
qualified to perform and management could ill afford to lose. 

Commissioner Caskie said that York was intermediate over 
the Rockland route and that if the rate over that route was 
found inapplicable it must be by reason of factors extraneous 
to the tariffs. He said the route via York was only 32 miles 
longer than the other available route which passed through 
the congested districts of Philadelphia and Baltimore and was 
only 7.5 per cent circuitous from North Dighton, the point of 
origin, and 23.7 per cent circuitous from the point of divergence 
from another route. He pointed to the fact that in granting 
fourth section relief the Commission granted relief over routes 
as much as 50 per cent circuitous when they were not more 
than 500 miles long. 

A rate published under an intermediate rule, said Com- 
missioner Caskie, was just as much a legal rate as one pub- 
lished from point to point, and when a carrier elected so to 
publish a rate without restricting it to any particular route 
or routes it was applicable over all reasonable and practical 
routes and could not be defeated by the ‘flimsy pretext” that 
the shipper did not have the right to specify local routing or 
that the carrier did not handle traffic the route over which it 
was sought to apply the intermediate clause. 

The majority, said he, discussed Rule 27 and concluded 


that it should not be construed to require carriers to specify 
local routing. This conclusion, said Mr. Caskie, seemed to be 
based on the erroneous theory that Rule 27 gave shippers the 
right to route traffic. 

“That right is conferred by section 15(8) of the interstate 
commerce act,” said Mr. Caskie, “which provides in effect that 
a shipper shall in all instances have the right to determine, 
where competing lines of railroad constitute portions of a 
through line or route, over which of said competing lines his 
traffic shall be transported. Rule 27 does not affect that 
right. It is an administrative ruling issued under authority 
conferred on us by section 6 of the act for the purpose of 
permitting the simplification of tariffs and at the same time 
assuring the clear and plain publication of charges. I see no 
excuse for dragging such an important question into this pro- 
ceeding and disposing of it in such a cavalier manner.” 


CITRUS RELIEF RATES CONTINUED 


The Commission, in a report written by Commissioner 
McManamy, in fourth section application No. 16028, citrus fruit 
from Florida to north Atlantic ports, embrcaing also Nos. 
16173 and 16717, makes provision for continuance and probable 
intensification of competition between the railroads and water 
line for citrus fruit traffic from Florida to North Atlantic ports. 
This report is on further hearing. 


Intensification of the competition, it is believed, will result 
from the fact that the permission granted by the Commission 
covers the furnishing of limited refrigeration for the traffic 
without extra charge. Hitherto the railroads have had fourth 
section relief in their competition with the water lines for 
this traffic so far as the rates themselves have been concerned 
but there has been no concession from refrigeration charges. 


The relief is granted in sixth supplemental fourth section 
order No. 12129. That order amends the one of November 
21, 1935, as amended. The relief rates are to be in effect 
every day in the week instead of only on specified days as 
was the fact when they were initially established in 1935. The 
competitive traffic in question is brought from the interior of 
Florida to the ports in trucks and thence carried to the north 
Atlantic ports by vessels. The fruit is placed in cool storage 
houses at the ports awaiting transhipment and refrigeration is 
afforded by the steamship companies as part of the transpor- 
tation service. The limited refrigeration service which the 
railroads are authorized by this report to furnish is intended 
to offset the refrigeration furnished in the port warehouses 
and by the ships. 


Applicants in this proceeding sought relief for the reasons 
originally given for the 1935 relief and in like measure plus the 
limited refrigeration service in an effort to retain the traffic. 

In the original report, 211 I. C. C. 535, the rates in con- 
nection with which relief was authorized were (1) to desig- 
nated New York, Philadelphia, and Baltimore deliveries, the 
same as the lowest charges understood by applicants, from 
the best information available to them, to be maintained from 
the same Florida origin points to those ports for service by truck 
to a Florida port and by steamship beyond; (2) to Boston and 
certain other points, 12 cents higher than the rates to New 
York; and (3) to intermediate points, except in southern ter- 
ritory, including Richmond and Lynchburg, Va., 12 cents, 
subject to the aggregate-of-intermediate rates as maxima, 
under rates prescribed by the Commission in Florida R. R. 
Commissioners vs. A. & R. R. R. Co., 144 I. C. C. 603, and to 
the excepted points, truck-competitive rates on a still lower 
basis. Rates from unnamed intermediate points north of 
Florida were to be no higher than from the next more distant 
points in Florida. The truck-competitive rates were to be sub- 
ject to a minimum of 34,560 pounds, and the remaining rates, 
to a minimum of 36,000 pounds. The relief authorized applied 
on traffic delivered to the initial carriers on the shipping days 
only, was limited to rates between the more distant points 
no lower than to yield 12 cents a car-mile, based on the mini- 
mum weight and the distance over the operating route, and 
was to expire July 31, 1936. It was subject to conditions that 
rates from, to, and between the higher-rated intermediate 
points should not exceed rates on the bases described, the 
lowest combination of rates subject to the act, nor in any 
instance a rate more than 50 per cent higher than the rate 
to the more-distant point. 

The outstanding authority, according to the report, con- 
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tinues the relief authorized in the original report modified as 
to deliveries in New York and Baltimore. 

The water lines, the report said, opposed the granting of 
any relief, particularly such as would enable the railroads to 
make the proposed changes or to continue the present relief 
to Baltimroe or Philadelphia on the bases of rates now in effect 
to those deliveries. They contended that if made available 
without charge, the refrigeration service proposed would be 
in connection with practically all shipments by rail to north 
Atlantic ports. They estimated, the report said, the cost 
thereof to applicants at approximately $400,000 a year. The 
water lines also said that the time in transit over truck-water 
routes was longer by at least one day, and that more handling 
of the fruit was necessary than when the service was by rail, 
which tended to cause breakage and decrease attractiveness of 
the packages. 

In disposing of the case the Commission said it was of 
the opinion that applicants’ proposals were not in contraven- 
tion of the law and therefore should be approved. It was 
established beyond question, said the report, that under these 
proposals the rates at intermediate points would not be un- 
reasonable. The evidence, the report said, was also convinc- 
ing that the rates to the ports would be reasonably com- 
pensatory. 

A further declaration by the Commission was its view 
that the granting of these applications was not inconsistent 
with the policy declared in section 500 of the transportation act. 
It pointed out that that provision of the law was construed 
by the Supreme Court in Mississippi Valley Barge Line Co. 
vs. United States, 292 U. S. 282. In that suit, the report said, 
a barge company sought to enjoin and set aside the Commis- 
sion’s order in Sugar Cases of 1933, 195 I. C. C. 127. The 
situation here disclosed, this report said, was analogous to 
that in the case cited and the Commission said it was of the 
opinion that the same principles were applicable. 

The relief is subject to the proviso that the rates between 
the more distant ports shall not be lower than rates which 
would yield 12 cents a car-mile based on a minimum carload 
weight of 36,000 pounds and the distance over the operating 
route over which applied; and to the proviso further, that the 
rates and refrigeration charges from, to, and between the 
higher-rated intermediate points shall not exceed rates and 
charges on the bases hereinbefore described, and that the rates 
shall not exceed the lowest combination of rates subject to 
the act, nor in any instance a rate more than 50 per cent 
higher than the rate to the more distant point. 

Commissioner Lee, concurring in part, said he concurred 
in the conclusions of the majority to the extent that what- 
ever rates were maintained should apply on all days, instead 
of on only four days a week, the so-called sailing days. 

The competition here shown to be met, said he, was that 
of unregulated water lines. It was indicated, said he, that 
approval of applicants’ proposal would force these carriers to 
reduce their rates on this traffic, and that, in the event of loss 
by the water lines of a substantial amount of tonnage, efforts 
would be made to replace such loss with vegetable traffic, of 
which there was a heavy movement by rail from Florida to 
north Atlantic ports. The carrying out of these threats, Mr. 
Lee said, would place the rail carriers in a worse position than 
at present. He dissented from the grant of authority to main- 
tain lower rates to the more distant than to intermediate 
points. He said he disagreed with the majority that the low 
level of rates was required to meet the truck-water compe- 
tition. 

Commissioner Porter noted a dissent. Chairman Splawn 
and Commissioners Eastman and Caskie, the report said, did 
not participate in the disposition of this proceeding. 


RELIEF IN PETROLEUM COKE 


With a view to enabling railroads to carry petroleum coke 
from the Chicago district to Sault Ste. Marie, Mich., in compe- 
tition with lake lines, the Commission, by division 2, in fourth 
section application No. 17106, petroleum coke to Sault Ste. 
Marie, Mich., by fourth section order No. 13058, has author- 
ized the railroads to establish a rate of $2.75 a net ton, mini- 
mum 60,000 pounds, without observing the long and short 
haul part of section 4. Relief was granted to parties to Sperry’s 
I. C. C. No. 188 

No opposition, according to the report, was shown to the 
application. The all-rail rate on this traffic from points in the 
Chicago district is $3.52. Movement of the coke, according 
to the report, is generally by water over Lake Michigan at a 
combination rate of $2.10 from part of the Chicago district, 
and $2.70 from the outer belt part of the district. There are 
approximately 250 vessels of American registry and 67 of 
Canadian registry operating from or to Lake Michigan ports 
which are equipped to transport petroleum coke, according to 
the report. Transit time by rail from Chicago to Sault Ste. 
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Marie, says the report, is 48 hours and slightly longer from 
related ports, depending on their location, as compared to one 
week by water. A chemical plant at Sault Ste. Marie, accord- 
ing to the report, received 56,700 tons of coke which moved 
by water from the origin territory under consideration. It was 
estimated that the petroleum coke amounted to about 35,000 
tons. Under the proposed adjustment, the report said, de- 
partures would occur at intermediate origins and destinations 
on direct and indirect routes. 

The railroads asked for relief throughout the year and not 
merely in the period of open navigation. Such relief, they 
said, would permit the movement of two or three carloads a 
week throughout the year, and avoid the necessity of storing 
large quantities at destination which was said to be the pres- 
ent practice in connection with shipments by water. 

The Commission found that the water competition exist- 
ing in the season of navigation affected the level of the rates 
necessary to move this traffic by the rail carriers throughout 
the entire year; that the proposed rate was not lower than 
necessary to meet such competition, was reasonably compensa- 
tory, and that the relief sought was justified throughout the 
entire year. 

The relief is subject to the condition that in no instance 
shall the rates from and to higher rated intermediate points 
be increased except to the extent authorized in General Com- 
modity Rate Increases, 1937, 223 I. C. C. 657, or exceed the 
lowest combination and shall not apply over any line or route 
that is more than fifty per cent longer than the direct line or 
route. 


CARGO INSURANCE ALLOWANCES 


The Commission, by division 5, in I. & S. No. M-10, in- 
surance allowances, has found unlawful the rules relating to 
allowances by motor carriers for shippers’ cargo insurance pub- 
lished in the schedules under suspension in this case. The pro- 
ceeding has been discontinued. 

Released rates as a substitute for insurance allowances 
are discussed in the Commission’s report. The Commission 
said that as at present advised, however, it was unable to 
determine in full the practicability of handling the matter by 
means of issuance of released rate authority to the carriers. 
But, it said, it would give sympathetic consideration to such 
applications, in view of the apparent benefits to both shippers 
and carriers that had resulted from application of the rules 
herein found unlawful. 

It might be said that the rates proposed in such applica- 
tions, said the report, should be available to shippers in addi- 
tion to those applicable where the carrier assumed full liability 
for loss and damage; that the former rates should be less than 
the latter rates only in the amount of the reasonable cost of 
shippers’ insurance, and that the lower rates should be applied 
in connection with a release of any liability of the carrier in 
excess of that covered by the Commission’s present insurance 
requirements. Of course, said the report, in the event that a 
carrier now had insurance coverage to the full value of the 
commodities hauled, there would be no occasion for application 
of such released rates on any of its traffic. 

The practice which has been condemned in this report is 
that of various motor carriers permitting shippers to deduct 
from freight charges premiums of insurance paid by the ship- 
pers to supplement the liability provided for in the Commis- 
sion’s insurance rules. 

The Commission in its report, regards the allowance ar- 
rangement as a limitation of liability on the part of the carrier 
such as is declared unlawful by section 219 of the motor carrier 
act. Under the provisions of that section any limitation of the 
liability of the carrier is declared unlawful and void except as 
the Commission may expressly authorize or require rates de- 
pendent on values declared or agreed on in writing by the 
shipper. 

By schedules contained in supplement No. 3 to tariff M. F. 
I. C. C. No. 3 of R. B. Osborn, doing business as Osborn Truck 
Lines, and Agent W. L. Myers’ tariff M. F. I. C. C. No. 88, 
filed to become effective July 25, 1936, respondents proposed, 
at their election, to permit shippers to deduct from their gross 
freight charges accruing on their shipments, the out-of-pocket 
costs of shippers’ cargo insurance with certain limitations. 
The rule in the Myers’ tariff was published for account of the 
Lawrence Trucking Co. 

The condemned practice was discontinued, according to 
this report, and the schedules canceled when an examiner’s 
proposed report condemning the practice was filed. That, how- 
ever, said the Commission, did not preclude determination of 
the lawfulness of the rules. It said it considered the issue for 
the guidance of these and other carriers in connection with 
such rules and the practices thereunder. 

Allowances made to big meat packers were brought to 
the Commission’s attention by the publication of the suspended 
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tariffs. The packers found the limits of insurance policies 
carried by common carriers under rules of the Commission to 
be too low to cover possible damage to cargoes of fresh meats 
and packing house products. The suspended schedules, the 
report said, were representative of provisions published in many 
tariffs now in effect. In view of the fact that these rules con- 
cerned a matter of broad general interest and importance, the 
report said, all parties represented at the hearing requested 
the Commission to extend the scope of the investigation to 
include a general inquiry into the lawfulness of shippers’ 
insurance allowances, and the evidence was not strictly limited 
to the question of the lawfulness of the suspended rules. It 
related, however, said the report, almost exclusively to such 
arrangements between four meat packers, namely: Wilson & 
Co., Inc., Cudahy Packing Co., Armour & Co., and Swift & Co., 
and motor carriers that transported their products. The rec- 
ord, the report said, did not inform the Commission of the 
situation with respect to others who might be vitally interested 
and who had not been heard. The Commission said it had 
therefore limited its report to the issues immediately involved. 

“Our conclusions herein are, of course, indicative of those 
which we would reach in other proceedings upon a similar 
state of facts,” said the Commission. 

According to the report, the big packers at first used only 
the services of big truckers able to provide themselves with 
insurance covering cargo liability in full. However, the big 
truckers did not always serve isolated or small communities so 
the packers began employing smaller truckers, which were, 
however, not always able to obtain insurance covering the full 
value of cargo of meats and packing house products. The 
packers then made arrangement to obtain such insurance and 
to deduct the cost thereof from the freight bills they owed the 
carriers. The packers devised and obtained a policy sufficient 
in amount to cover loss of or damage to their products from 
whatever cause, at preminums based on a percentage of the 
gross freight charges of the motor carriers. The scheme of 
shipper insurance with the cost of premiums from the freight 
bill was in effect, according to the report, before the passage 
of the motor carrier act, and continued until that statute be- 
came effective in 1935. The packers declared, said the report, 
that since that time no deduction had been made from the 
freight charges of common carriers by motor vehicles, unless 
provisions therefor was contained in their published tariffs. 


By reason of the shippers’ insurance plan, said the report, 
the packers had been enabled greatly to expand the use of 
trucks in the transportation of their products. Armour & Co., 
it said, employed about 3,000 truckers in connection with its 
business and Swift & Co. employed about 900 trucking com- 
panies and 500 individual truckers at its packing plants alone. 
The latter company, it said, shipped more than one billion 
pounds of its products, or about twenty-five per cent of the 
total by truck each year, and Wilson & Co. more than 
200,000,000 pounds, or about fifteen per cent of its total ship- 
ments. Shipments of Wilson & Co., according to the report, 
are worth from $2,500 to $6,000, and those of the other packers 
from $4,000 to $7,000 by the truck load. 


Although there is no legal requirement that a motor com- 
mon carrier provide cargo insurance beyond the limits required 
by the Commission, proponents of the shippers’ insurance plan, 
the report says, assert the carrier may voluntarily do so in 
recognition of its liability to shipper for loss or damage to cargo 
to the full extent of the loss sustained; that the packers’ in- 
surance is really the carrier’s insurance, since the policies 
provide that the insurance company shall have no right of sub- 
rogation against the carrier except for loss or damage due 
to dishonesty of it or its employes; and that an allowance to 
the shipper covering the cost of the insurance is proper where 
it is provided for in the tariffs. 


The packers, the report said, conceded that motor common 
carriers were not required by law to procure cargo insurance 
of more inclusive coverage than that which the Commission 
had prescribed, except as an obligation to do so arose from 
their published tariffs. ‘The Commission said that no such 
obligation was created by any tariff provision which had been 
brought to its attention. All such provisions merely bound the 
carrier to make allowances which might vary in amount, in 
the event it elected to avail itself of the protection afforded by 
shippers’ insurance, said the report. The packers, the report said, 
contended that that was no release of liability involved in the 
arrangement. The Commission said the fact that in some 
instances the shipper might make the deduction from the gross 
freight charges due the carrier and pay the same over to the 
insurance company only on written assignment by the carrier 
to the insurance company in no way affected what the Com- 
mission had said about the unlawful aspects of the matter. It 
was but a matter of form and in no way affected the substance 
of the arrangement, said the report. The rights and liabilities 
of the parties to the insurance contract remain the same. That 
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declaration was followed by the finding that the rules relating 
to allowances for shipper’s cargo insurance published in the 
suspended schedules were unlawful. 


S.C. ROAD MATERIAL RATES 

The Commission, by division 4, in Finance No. 11650, 
22109, rates on sand, gravel, crushed stone, etc., within the 
state of South Carolina, has authorized the Columbia, New- 
berry & Laurens io establish a rate of 30 cents a net ton on 
crushed stone and mixtures of stone, screenings and sand, from 
Columbia, S. C., to Irmo and Wesco Siding, S. C. The Com- 
mission modified prior orders in this case so as to enable the 
applicant to establish this rate on road making materials on a 
basis lower than prescribed for intrastate application in this 
proceeding. The present rate is 55 cents a ton. The 30-cent 
rate bears June 30 as expiration date. It was made on account 


of road widening work by the South Carolina Highway Com- 
mission. 


AIR MAIL RATE REVIEWS 


On review of air mail rates of compensation being paid 
to National Airways, Inc., on route No. 27, extending from 
Boston, Mass., in two sections, one to Bangor, Me., with sea- 
sonal service to Bar Harbor, Me., and the other to Burlington, 
Vt., the Commission, by division 3, in air mail docket No. 4, 
National Airways, Inc., rate review 1934-1936, has found no 
unreasonable profit to have been derived or to be accruing for 
the period June 25, 1934, to April 30, 1936. 

According to the report, the National Airways operations 
for the full audit period, giving effect to adjustments, resulted 
in a net income from on-line operations of $9,758, of which 
$2,565 was earned in an early period, June 25, 1934, to Febru- 
ary 28, 1935, when the contract rates were effective, and 
$7,193 when the rates fixed by the Commission were applied. 

On review of air mail rates of compensation being paid 
on route No. 31, between St. Petersburg and Jacksonville, Fla., 
the Commission, by division 3, in air mail docket No. 33, 
National Airlines System, rate review 1935-1936, has found no 
unreasonable profit to have been derived or to be accruing 
therefrom for the period, October 15, 1934, to June 30, 1936. 

The report said the carrier’s books showed a loss of 
$2,334 for the period prior to March 1, 1935, and a loss of 
$1,656 for the subsequent period. These amounts, according 
to the report, represent net operating loss, net loss from opera- 
tions, and net loss, there being no transactions affecting items 
in the income account below net operating loss. The report 
said the volume of traffic carried had been small and had 
remained fairly constant in the audit period. The report fur- 
ther said that it was probable that with adjustment of the 
charges to operating expenses to insurance and retirement, the 
route had been operated at a small profit. 


COMMISSION REPORTS 


Butter 


No. 27483, Great Atlantic & Pacific Tea Co. vs. Alton et al. 
By division 4. Rates charged or the rates defendants are seek- 
ing to collect, butter, in tubs and cases, carloads, from Marsh- 
field, Carthage, and Kansas City, Mo., and Wakeeney, Kan., 
stored in transit at Chicago, Ill., and reshipped to Atlanta, Ga., 
Charlotte, N. C., and Jacksonville, Fla., applicable in some 
instances and inapplicable in others. Applicable rates, the 
Commission found had not been shown to have been or to be 
unreasonable. Shipments were forwarded between March 18, 
1929, and April 12, 1932. Reparation awarded in instances 
where rates were found inapplicable. 


Grain Transit 


No. 27695, J. P. Burroughs & Sons et al. vs. Pere Mar- 
quette. By division 4. Dismissed. Rates, rules and regu- 
lations governing transit on grain at Allegan, Detroit, Flint, 
Grand Rapids, Ionia, and Portland, Mich., not unreasonable 
or otherwise unlawful. 


Machinery and Parts 

No. 27792, Straight Line Engine Co., Inc., vs. D. L. & W. 
et al. By division 3. Rate charged, one carload, machinery 
and machinery parts, Syracuse, N. Y., to North Baton Rouge, 
La., found inapplicable. Applicable rate found to have been 
$1.05. Applicable rate on all shipments not shown to have 
been unreasonable. Reparation of $71.26, with interest, 
awarded. 

Thread Wastes 


No. 27656, Miller Waste Mills, Inc., vs. C. M. St. P. & P. 
et al. By division 3. Dismissed. Applicable carload ratings 
and rates, thread wastes, Thompsonville, Conn., and Louisville, 
Ky., to Winona, Minn., determined as follows: That the 
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Thompsonville shipment consisted of waste other than sweep- 
ings on which the applicable rate was 73 cents and that that 
rate was unreasonable to the extent it exceeded 68 cents; that 
the Louisville shipment also consisted of waste other than 
sweepings and that the applicable rate was the contempora- 
neous fifth class rate of 54 cents. That applicable rate was 
held unreasonable to the extent it exceeded 50 cents. The 
report said there were outstanding undercharges on both 
shipments. 
Lumber 


Fourth section application No. 623 et al., embracing also 
fourth section application No. 16819. By division 2. On fur- 
ther hearing, original report being 198 I. C. C. 753. Carriers 
authorized in sixteenth supplemental fourth section order No. 
11425 to continue and to establish and maintain rates, lumber 
and related articles from points in southern territory to desti- 
nations in central territory, including Illinois freight territory, 
without observing the long and short haul provision of sec- 
tion 4. 


COMMISSION MOTOR REPORTS 


In MC 65897, Reliance Trucking Co., Inc., contract carrier 
application, the Commission, by division 5, has granted a cer- 
tificate to continue operation as a common carrier of distillery 
products and supplies between Louisville, Ky., and Lexington, 
Ky., over a regular route, serving Frankfort, Ky., as an inter- 
mediate point, under the grandfather clause. Application in 
all other respects, denied. 

In MC 18975, Nevin Midland Lines, common carrier ap- 
plication, the Commission, by division 5, has granted a cer- 
tificate authorizing continuance of operation as a common 
carrier of passengers and their baggage, and of express and 
newspapers in the same vehicle with passengers, over specified 
routes, between New York, N. Y., on the one hand, and Wash- 
ington, D. C., and Pittsburgh, Pa., on the other, and between 
Baltimore and Emitsburg, Md., under the grandfather clause. 
The Commission has also authorized special or charter party 
operations. 

In MC 50735, Southwest Missouri Railroad Co. (F. C. Wall- 
ower and Harrison C. Rogers, receivers), common carrier ap- 
plication, the Commission, by division 5, has granted a 
certificate authorizing operation as a common carrier of pas- 
sengers, baggage, express, and newspapers, over a specified 
route between Joplin, Mo., and Galena, Kan. 

In MC-69842, D. L. Wartena, Inc., common carrier appli- 
cation, and MC-41381, John T. Fisher Motor Co., common car- 
rier application, the Commission, by division 5, has found, in 
the first application that D. L. Wartena, Inc., is entitled to 
continue operation as a common carrier of automobiles from 
Detroit to Evansville, Vincennes and Terre Haute, Ind., and 
Peoria, Bloomington, Lincoln and Harrisburg, Ill., and other 
points in Indiana and Illinois, over specified routes, under the 
grandfather clause. A certificate has been granted and the 
application denied in all other respects. In MC 41381, the 
original applicant, Fisher Transports, Inc., amended by sub- 
stituting John T. Fisher Motor Co. therefor, and its alleged 
successor in interest, found to have failed to establish the 
right to a certificate authorizing continuance of operation as 
a common carrier of automobiles by motor vehicle from De- 
troit, Mich., and Evansville, Ind., to Memphis, Tenn., and 
certain points in Arkansas, and from Memphis to Detroit, 
Evansville, St. Louis, Mo., and various points in Illinois. Ap- 
plication denied and operations ordered discontinued. 


COMMISSION ORDERS 

No. 14880 et al., Consolidated Southwestern Cases. Order hereto- 
fore entered on December 3, 1935, as since amended, which by its 
present terms will become effective on April 20, so far as order per- 
tains to ocean-rail, rail-ocean and rail-ocean-rail commodity rates out- 
bound from the southwest and from Texas and Oklahoma differential 
territories as said territories are defined in proceedings, further 
amended so that as to said rates it shall become effective on October 
20, instead. 

MC C-34, Central States Motor Freight Bureau, Inc., vs. O. K. 
Trucking Co. et al. Order of May 18, 1937, referring proceeding to 
joint board No. 62 for hearing and for recommendation of an ap- 
propriate order thereon and assigning matter for hearing, vacated, 
and complaint dismissed on request of complainant. 

No. 27682, Tankar Gas, Inc., Alton & Southern et al. Cosden Pe- 
troleum Corporation; Brunswick Oil Co., Tyson Nichols, owner; Capital 
City Oil Co.; Community Oil Corporation; Garden City Oil Co., Ralph 
H. Renner and Philip Renner, copartners; Goodwin Brothers, E. M. 
Goodwin and D. P. Goodwin, copartners; Home Oil Co.; Home Oil and 
Gas Corporation; Hoover-Lewis Oil Co., L. Hoover and V. E. Lewis, 
copartners; Morgan Oil Co., Morris Morgan and J. W. Morgan, co- 
partners; Mendon Oil Co., C. N. Jackson, owner; Pemiscot Oil Co., 
John W. Ahern and D. B. Smith, copartners; Rockport Oil Co., J. C. 
Graf, owner; Simpson Oil Co., H. C. Simpson, owner; Tina Oil Co., 
Tarnsey Jenkins. owner; and Wholesale Oil Co., C. E. Pauley, owner, 
permitted to intervene. 
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No. 27822, Indiana Independent Petroleum Association, Inc., et al. 
vs. Alton & Southern et al. Mid-Continent Petroleum Corporation per- 
mitted to intervene. 


No. 27858, Anderson-Prichard Oil Corporation et al. Vs. Abilene & 
Southern et al. Mid-Continent Petroleum Corporation and Cosden 
Petroleum Corporation permitted to intervene. 


No. 27868, Illinois Petroleum Marketers Association et al. vs. Alton 
& Southern et al. Mid-Continent Petroleum Corporation permitted to 
intervene. 


No. 27907, Wisconsin Petroleum Association et al. vs. Alton & 
Southern et al. Mid-Continent Petroleum Corporation and Cosden 
Petroleum Corporation permitted to intervene. 


No. 27973, Producers Oil, Inc., et al. vs. Arkansas R. R. et al. 
Cosden Petroleum Corporation permitted to intervene. 


Finance No. 11662, New York, Ontario & Western reorganization. 
Petition of Village of Sidney, N. Y., for leave to intervene, denied. 
petitioner not having shown that it is an interested party within the 
meaning of section 77 of the bankruptcy act. 


No. 27472, National Mortar & Suppy Co. vs. Pennsylvania et al.; 
and three subnumbers thereunder, Same vs. Same; Ohio Hydrate & 
Supply Co. vs. Same; and Same vs. Same. Part of complainants’ peti- 
tion requesting postponement of effective date of order, denied. 

No. 27822, Sub. No. 1, Low Price Filling Station vs. Alton & South- 
ern et al. Mid-Continent Petroleum Corporation permitted to intervene. 

No. 27858, Anderson-Prichard Oil Corporation et al. vs. Abilene & 
Southern et al. Kanotex Refining Co. permitted to intervene. 


No. 27908, Milwaukee Grain and Stock Exchange vs. A. & W. et al. 
Bartlett Frazier Co. permitted to intervene. 


No. 27929, Board of Commissioners Lake Charles Harbor & Ter- 
minal District vs. Y. & M. V. et al. Alabama State Docks Commission 
and Mobile Chamber of Commerce permitted to intervene. 


No. 27973, Producers Oil, Inc., et al. vs. Arkansas R. R. et al. 
Continental Oil Co. and Atlantic Refining Co. permitted to intervene. 

MC 17673, Sub. No. 1, Charles B. Hibbs, extension of operations. 
Matter reopened for further hearing at time and place to be hereafter 
fixed by Commission. Recommended order in matter, which became 
effective March 9, and which also relates to MC 17673, Charles B. Hibbs, 
contract carrier application, vacated and set aside in so far as it 
relates to MC 17673, Sub. No. 1. 

No. 15037, Southwestern Millers’ League et al. vs. A. T. & S. F. 
et al.; No. 24799, Same vs. Abilene & Southern et al.; No. 24676, 
Minneapolis Traffic Association et al. vs. Ann Arbor et al.; and No. 
24802, Duluth Board of Trade et al. vs. Same. Order entered October 
11, 1937, as subsequently modified to become effective April 15, on 
not less than 30 days’ notice, further modified to become effective May 
15, on not less than 30 days’ notice, instead of April 15. 

MC 3828, application of Welma Gombos, dba Gombos’ Transfer, 
Rhodell, W. Va. Order of October 14, 1937, vacated and set aside. 
Proceeding reopened for further investigation. 

No. 27682, Tankar Gas, Inc., et al. vs. Alton & Southern et al.; 
and a subnumber thereunder, Penn-O-Tex Oil Co. et al. vs. Same; 
No. 27875, Home Oil & Refining Co. vs. B. A. & P. et al.; and No. 27858, 
Anderson-Prichard Oil Corporation et al. vs. Abilene & Southern et al. 
South Dakota Independent Oil Men’s Association and parties shown in 
Appendix A to petition for leave to intervene, permitted to intervene. 

No. 27665, Sub. No. 4, Haas Brothers Co. et al. vs. A. C. L. et al. 
Martin Rini’s Sons, Inc., permitted to intervene. 

MC 50302, Inland Pacific Stages, common carrier application. Pro- 
ceeding reopened for further hearing, on Commission’s own motion, 
at time and place to be fixed by Commission. 


PETITIONS FOR REHEARING, ETC. 


MC 12029, Arthur P. Jones, broker application. Applicant asks 
hearing on report and order recommended by joint board No. 108. 

MC 86204, application of Guy Hupp, W. D. Hupp and Clarence 
Hupp, dba Hupp Brothers Trucking Co. Applicants ask reopening 
and that correction be made in order. 

MC 44731, application of Ernst Kiehne, dba Kiehne Motor Freight 
Lines, Chicago, Ill. Applicant asks rehearing. 

MC 86953, Merton C. McGrew, common carrier application. Appli- 
cant asks rehearing. 

No. 26558, Midland Electric Coal Corporation vs. C. & N. W. et al., 
embracing also Nos. 26585, 26685, 26711, 26719 and 26677. Charles City 
Chamber of Commerce, Charles City, Ia.; Iowa Falls Community Club, 
Iowa Falls, Ia.; and Mason City Chamber of Commerce, Mason City, 
Ia., ask reopening, further hearing, reconsideration and reargument. 

No. 27602, Industrial Silica Corporation vs. B. & O. et al. Defend- 
ants ask modification of order entered January 29 to extent necessary 
to permit them to cancel rates from Warwick, O., to western Penn- 
sylvania, which Commission, division 2, has found unreasonable and 
unduly discriminatory, without requiring them at this time to publish 
in lieu thereof the rates prescribed in order. 

No. 27011, Gulf Refining Co. vs. C. of N. J. et al. Complainant 
asks reopening for reconsideration on present record and that, on 
reconsideration, Commission amened its findings herein. 

No. 17000, Part 8, rate structure investigation, cottonseed and its 
products and related articles; and |. & S. No. 4251, cottonseed products, 
from southwest to W. T. L. points. Southwestern carriers, defendants, 
in No. 17000, Part 8, ask further modification of orders of November 
2, 1937, and February 3, 1938, by postponing effective date thereof for 
additional period of 60 days, or until July 6. 

MC 33023, application of R. L. Surles, dba R. L. Surles Motor 
Freight Line. Applicant asks reconsideration. 

Ex Parte MC 14, motor carrier rates in middle Atlantic states. 
D. T. Waring, agent, asks reopening, reconsideration and modification 
of order. 
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Proposed Reports in I. C. C. Cases 





MIXED MERCHANDISE RATES 


66 HE defendant railroads cannot reasonably be expected to 

establish and maintain, for the transportation of mer- 
chandise freight, in mixed carloads and as part of trainloads, 
rates as high as the levels which are necessary to permit motor 
carriers to profitably handle tonnage of this character over 
the highways, one truckload or partial truckload at a time.” 

Thus, said Examiner Ciaude A. Rice in a proposed report 
in No. 27837, Middle Atlantic States Motor Carrier Conference, 
Inc., vs. Central Railroad Co. of New Jersey et al., as a reason 
for proposing dismissal of that complaint on a finding that 
railroad by-the-car rates on mixed merchandise, applying be- 
tween Jersey City, N. J., and Philadelphia, Pa., and between 
certain other eastern cities, were not unreasonable. 

The complainant, an organization of more than 500 com- 
mon carriers by motor vehicle in eastern trunk line territory, 
alleged that a so-called all-commodity railroad rate of $33 a 
car, applying between Jersey City and Newark, N. J., on the 
north, and Philadelphia, Pa., on the south; between Jersey City 
on the one hand, and Allentown, Bethlehem, and Easton, Pa., 
on the other; and an all-commodity railroad rate of $44 a 
car in effect between Reading, Pa., and Jersey City, were 
unreasonably low. It was further alleged that these rates 
caused unlawful damage and injury to complainant’s members. 


According to the examiner’s report, the assailed by-the- 
car rates apply on mixed merchandise in ordinary box cars 
from one railroad station to another, including station team 
tracks, but not from or to private sidings. Bulk freight, live 
stock, fresh fruits and vegetables, explosives and dangerous 
articles, vehicles, milk, and several other articles are specifically 
excluded. Shippers and consignees, said the examiner, bore 
the expense of pick-up and delivery service, and also the cost 
of loading and stowing into railroad cars and unloading from 
such cars. No minimum weight being attached to the rates, 
it is not necessary for the railroads to weigh the shipments. 
The transportation charge by-the-car, according to the report, 
is the same whether the car be partially filled or loaded to 
capacity. There is no occasion, says the report, for the rail 
carriers to list or classify the articles of merchandise shipped, 
and no detailed and expensive billing or accounting is involved. 


According to the examiner, the rates under attack were 
established to meet the competition of highway motor carriers, 
and with the hope that motor carriers which collected and 
delivered shipments would substitute railroad line-haul service 
for over-the-road truck service, thus aiding in coordinating 
the activities of railroad companies and trucking companies. 


Between some of the origins and destinations named in the 
complaint, railroad by-the-car rates, the examiner said, had 
been in effect more than five years. He observed that the 
rates assailed were available to all shippers of mixed mer- 
chandise, including members of the complaining conference. 
According to the examiner, the assailed rates had enabled the 
railroads to recapture only a small proportion of their lost 
less-than-carload tonnage. Since June 24, 1937, the Reading, 
the report said, had moved from Philadelphia to Jersey City 
or Newark no freight on the $33 rate, and from Reading con- 
signed to the same destination it handled only three cars on 
the $44 rate. 


Complainant announced, said the examiner, that its mem- 
bers desired to establish revised motor carrier rates higher 
than the so-called non-compensatory rates now in force, but 
that they were apprehensive that the contemplated increases 
would cause the diversion of freight to rail competitors who 
maintained the assailed by-the-car rates of $33 and $44. They 
regarded these rates, said the report, as a menace, standing as 
obstructions to the establishment of motor carrier rates con- 
structed on a sound basis. The motor complaint asked that 
the defendants be required to cancel or materially increase the 
$33 and $44 rates. The complainant contended, according to 
the report, that a railroad carload rate between Jersey City 
or Newark and Philadelphia, to be reasonable, should be no 
lower than the average of the present first class, second class, 
third class and fourth class rates. A rate so determined would 
exceed 40 cents a hundred pounds, said the examiner. It would 
earn, said he, on an average carload of 31,530 pounds, more 
than $125. 

Another objection by the complainant, the examiner said, 
related to the circumstance that the by-the-car rates were not 
subject to a minimum weight or maximum weight by the car- 





load. ‘The Commission, he said, was urged to prescribe a 
reasonable railroad rate, to be published in cents a 100 pounds 
and to fix a minimum weight by the carload. The examiner 
said it might be noted that the motor carrier commodity rates, 
which he had recited, were not subject to a minimum weight 
by the truck load. The weights named in motor carrier tariffs, 
he said, were minimum weights by the shipment. It appeared, 
said the examiner, that highway carriers might employ as 
many vehicles as desired to transport one shipment. 

“The motor carrier truckload rates, applying on mixed 
merchandise,” says the report, “are made subject to either a 
minimum weight or a maximum weight per truck load. In 
this respect they are similar to the assailed railroad per-car 
rates.” 

Car mile earnings of 32.2 to 38.2 and ton-mile earnings of 
16.4 to 22.9 mills, on traffic transported under the assailed 
rates, the examiner said, were mentioned by the railroads as 
evidence that the rates were compensatory and not unreason- 
ably low. 

Defendants’ by-the-car rates, the examiner said, were used 
by shippers who arranged for their own pick-up and delivery 
service. Apparently the complaining motor carrier companies, 
he added, had attempted to compete for this traffic by pub- 
lishing rates similar to those under attack. Their failure thus 
directly to meet the competition, the examiner said, might be 
due to the circumstance that their line-haul transportation serv- 
ice between New York and Philadelphia, and between other 
points involved, was more expensive than railroad line-haul 
service. 

Merchandise freight handled by the railroads between 
Philadelphia, on the one hand, and Jersey City or Newark, 
on the other, on the $33 rate, the examiner said, weighed on 
the average more than 30,000 pounds the carload. Between 
those points a train of 50 freight cars, each loaded with 30,000 
pounds of merchandise or other tonnage, would probably not 
be considered a heavy trainload. But a large number of motor 
trucks and truck drivers would be required to transport an 
equivalent amount of tonnage over the highways, said he. 

Assuming that the average load for a highway motor truck 
operated between New York City and Philadelphia was 10,000 
pounds (and there was no evidence in the record to indicate 
that the average load was that heavy), said the examiner, it 
would require 150 motor trucks and 150 truck drivers to trans- 
port as much merchandise freight as could readily be moved 
by one railroad train of 50 cars, manned by one crew of per- 
haps five men. 

In leading up to his declaration that the railroads could 
not reasonably be expected to make rates as high as the levels 
which were necessary to permit motor carriers profitably to 
handle tonnage, Examiner Rice said: 

In all probability it costs materially more in the aggregate to 
employ 150 truck drivers than a freight train crew of five men, to 
provide fuel for 150 truck engines than for one railroad locomotive, 
and to repair and otherwise maintain 150 trucks and their accompany- 
ing 150 engines than to maintain 50 freight cars and one locomotive. 


CUT CLASS RATES UNJUSTIFIED 


Examiner A. E. Later, in I. and S. No. M-268, rates of 
Central States Freight Service, Inc., has recommended that the 
Commission find not justified proposed reduced class rates 
between Chicago, Ill., Colorado Springs, Colo., Grand Island 
and Lincoln, Neb., and new proportional rates from Chicago, 
to Coffeyville, Hutchinson and Wichita, Kan., Grand Island 
and Lincoln, Neb., and Colorado Springs. He has recommended 
that the suspended schedules be ordered to be cancelled and 
the proceeding discontinued. Served March 15. 

According to the report, by a tariff filed to become effective 
December 27, 1937, the respondent proposed to _ establish 
reduced class rates among the points mentioned, and new 
proportional rates applying on shipments destined to or origi- 
nating at points beyond Chicago moving in connection with 
carriers with whom respondent did not participate in joint 
rates. On protest of the Union Transfer Co. and the On-Time 
Transfer Co., both of Omaha, Neb., the tariff, supplement 2 
to M. F. I. C. C. 2, was suspended in its entirety. 

Examiner Later said the respondent did not appear at 
the time and place for the hearing. There was no evidence 
for or against the lawfulness of the proposed tariff schedules, 
he said. The mere filing of reduced or of new rates, when 
suspended and an investigation commenced, the examiner said, 
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did not carry an import of lawfulness. Respondent, he said, 
as the proponent of the suspended rates, had the burden of 
establishing their lawfulness, and that it had failed to sustain 
that burden. 


RATES NOT UNREMUNERATIVE 

Joint board No. 59 has recommended the dismissal of 
MC C-29, Central States Motor Freight Bureau, Inc., vs. 
Wilson Motor Lines, Inc., on a finding that rates on various 
commodities over defendant’s line between points in Ohio 
and Pennsylvania have not been shown to be unreasonable or 
otherwise unlawful. Report served March 15. The gravamen 
of the complaint, the report said, was that the rates charged 
by the defendant were unremunerative and produced less rev- 
enue than was necessary to foster sound, economic conditions 
in the public interest, promote adequate, economical, and effli- 
cient service by motor carriers, and prevent unfair and 
discriminatory practices. The rates assailed applied on a long 
list of commodities, including among others, aluminum shot 
and ingots; electric ironers, mangles, refrigerators, vacuum 
cleaners, and washing machines; electrical machinery; candy; 
iron or steel castings; clothing; batteries and articles of brass, 
bronze, and other metals between Cleveland, O., and various 
points in Pennsylvania. The complainant’s members, the re- 
port said, had found it necessary to establish rates similar to 
those maintained by defendant and other competing carriers, 
until the rates of the latter carriers were saitsfactorily ad- 
justed. 

Complainant compared rates, which it contended were rea- 
sonable, with those of the defendant. The rates compared, for 
instance, were the complainant’s rate of 43 cents on aluminum 
shot, L. T. L. and a rate of 32 cents maintained by the de- 
fendant. Another comparison was a complainant’s rate of 29 
cents on 20,000 pounds of aluminum shot with a rate of 22 
cents maintained by the defendant, all being between Cleveland, 
O., and Bessemer, Pa. 


FRIT PACKED IN BAGS 


Examiner A. F. Borroughs has recommended the dismissal 
of MC C-60, W. A. Barrows Porcelain Enamel Co. vs. Cush- 
man Motor Delivery Co. et al. The complaint assailed the 
application of a third class rating to frit, a glazing compound, 
when in bags, and alleged that class 52 rating applicable to 
the same article when shipped in containers, in barrels, boxes 
or crates, should have been applied. Complainant asserted 
that by the application of the former rating it received unduly 
prejudicial and discriminatory treatment in violation of sec- 
tion 216(d). Reasonable rates for the future and reparation 
were asked. The report was served March 15. 

The examiner said it was well settled practice that a 
carrier might be justified in prescribing a higher rating for 
articles packed in a less than in more secure package. It 
necessarily followed, said the examiner, that complainant’s 
contentions were not sustained and the complaint should there- 
fore be dismissed. 


PROPOSED REPORTS 
Linseed Oil 


No. 27813, Archer-Daniels-Midland Co. vs. New York, Sus- 
quehanna & Western et al. By Examiner Carl A. Schlager. 
Dismissal proposed. Rates, mixed carloads, linseed oil in bar- 
rels (drums) in bulk and in tin cans in boxes, Edgewater, N. 
J., to destinations in Alabama, Tennessee, Florida and Arkan- 
sas, shipped between August 22, 1935, and October 2, 1936, not 
unreasonable. 

Chestnut Tanning Extract 


No. 27787, International Shoe Co. vs. C. & O. et al., em- 
bracing also a sub-number thereunder, Middleburg Tanning 
Corp. vs. Same, and No. 27838, Proctor Ellison Co. vs. Same. 
By Examiner T. Leo Haden. Rates, liquid chestnut tanning 
extract, in tank cars, Lynchburg, Va., to Bridesburg and Mid- 
dleburg, Pa., and from Buena Vista, Va., to Elkland, Pa., pro- 
posed to be found unreasonable to the extent they exceeded or 
may exceed 25 cents from Lynchburg to Bridesburg, 27 cents 
from Lynchburg to Middleburg, and 30 cents from Buena 
Vista to Elkland. New rates and reparation proposed. 


Table Sauce 


No. 27923, A. E. Staley Manufacturing Co. vs. Wabash. By 
Examiner Claude A. Rice. Dismissal proposed. Rate, table 
sauce, N. O. I. B. N., in tank-car loads, Decatur, IIl., to Detroit, 
oe not shown to have been unreasonable or otherwise un- 
awful. 


Copper Glass Setting Bars 


No. 27852, Brasco Manufacturing Co. vs. Chesapeake & 
Ohio et al. By Examiner Carl Schlager. Dismissal proposed. 
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Rate, $1.21 plus emergency charge; two less than carload 
shipments of copper glass setting bars, Richmond, Va., to 
Harvey, Ill., found applicable. 


Sodium-Aluminum Sulphate 
No. 27841, Griffin Grocery Co. vs. Missouri Pacific et al. 
By Examiner Carl A. Schlager. Dismissal proposed. Rates 
charged, fifth-class of 65 cents, minimum 40,000 pounds, prior 
to April 9, 1937, and 58 cents on and after that date, sodium- 
aluminum sulphate, St. Louis, Mo., and East St. Louis, Ill., to 
Muskogee, Okla., not shown to have been unreasonable. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission.) 


MC 88300, Brooks-Gillespie Motors, Inc., common carrier 
application. By Examiner Richard Yardley. Served March 11. 
Certificate to operate as a common carrier of automobiles and 
trucks from points in Indiana and Michigan to points in Georgia 
and Florida over irregular routes, denied. 

MC 94576, John Kirkland, common carrier application. By 
joint board No. 172. Served March 11. Certificate granted 
authorizing operation as a common carrier of wool and live 
stock between points in Baker County, Ore., over irregular 
routes. Exceptions, if any, must be filed within 25 days from 
date of service. 

MC 91821, E. M. Travis, terminal operation application. 
By joint board No. 92. Served March 11. Applicant’s opera- 
tion found to be that of a common carrier in performing pick- 
up and delivery service within Des Moines, Ia., conducting a 
motor terminal business for the motor carriers and the ship- 
ping public; shipments move in intrastate and interstate com- 
merce. Certificate granted authorizing continuance of operation 
as a common carrier of general commodities within Des Moines. 

MC 88322, Frank W. Wheeler, common carrier application. 
By Examiner Paul R. Naefe. Served March 11. Certificate 
granted authorizing operations as a common carrier of farm 
products and fish, including shell fish, from Portsmouth, R. L., 
to Boston, Mass., and farm and fishermen’s supplies from Bos- 
ton to Portsmouth; also a seasonal operation from March to 
January, inclusive, of fertilizer in truckloads from East Hart- 
ford, Conn., to Portsmouth, including intermediate points be- 
tween Fall River and Portsmouth. 

MC 88237, Philip Harold Golden, common carrier applica- 
tion. By joint board No. 33. Served March 11. Certificate 
granted authorizing operations as a common carrier of oil 
field machinery and supplies between all points in New Mexico 
and all points in Texas west of U. S. highway 277 over irregular 
routes. 

MC 88152, Falce Trucking Co., Inc., common carrier appli- 
cation. By Examiner H. L. Hanback. Served March 11. Cer- 
tificate to operate as a common carrier of general commodities 
between New York, N. Y., and Newark, N. J., denied for want 
of prosecution. 


MC 88140, Buen Amigo Tours, common carrier application. 
By joint board No. 16. Served March 11. Certificate granted 
authorizing operations as a common carrier of passengers, as 
a group of tourists, and their baggage in the same vehicle, from 
Norman, Okla., to points in Mexico, and return, without author- 
ity to pick up or discharge passengers at intermediate points 
in the United States. 

MC 88138, Don Smith, common carrier application. By 
joint board No. 39. Served March 11. Certificate granted 
authorizing operations as a common carrier of ground feed, 
including cottonseed cake, between Hominy, Okla., and points 
and places in Kansas, and farm machinery between Hominy 
and Wichita, Kan., over irregular routes. 


MC 88042, Virgil Jones, common carrier application. By 
joint board No. 91. Served March 11. Certificate granted 
authorizing operations as a common carrier of live stock from 
Flippin, Yellville, and Pyatt, Ark., to Springfield, Mo., and of 
groceries, hardware, and general merchandise, including canned 
goods, from Springfield to Flippin, Yellville, and Pyatt, over 
a regular route. 

MC 86918, Dan Dye, common carrier application. By 
joint board No. 39. March 11. Certificate to operate as a 
common carrier of general commodities between points in Kan- 
sas and Oklahoma, over irregular routes, denied for want of 
prosecution. 

MC 86825, William J. Callaghan, contract carrier applica- 
tion. By joint board No. 36. Served March 11. Application for 
a permit authorizing operation as a contract carrier of bakery 
goods between points in Kansas and Missouri, over specified 
routes, dismissed at request of applicant. 

MC 86818, Paul D. Fraley, contract carrier application. 
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By Examiner J. L. Bradford. Served March 11. Permit to 
operate as a contract carrier of groceries in truck loads from 
Terre Haute, Ind., Cincinnati, O., East Radford, Va., and 
Knoxville, Tenr., to Harlan, Ky., over specified routes, denied. 

MC 86415, Joe Anderson, common carrier application. By 
joint board No. 138. Served March 11. Certificate to operate 
as a common carrier of general commodities, with exceptions, 
between points in Nebraska and Iowa, denied for want of 
prosecution. 

MC 86095, Oscar H. Carlson, common carrier application. 
By joint board No. 138. Served March 11. Certificate to 
operate as a common carrier of general commodities, with 
exceptions, between points in Nebraska and Iowa, denied for 
want of prosecution. 

MC 83440, M. L. Peterson, common carrier application. By 
Examiner Alfred W. Booth. Served March 11. Applicant found 
to have failed to establish the right to a certificate as a com- 
mon carrier of general commodities between points in Texas, 
Oklahoma, Kansas, and Missouri, over regular and irregular 
routes, under the grandfather clause. Application denied. 

MC 74392, M. G. Barber, common carrier application. By 
Examiner W. R. Tyers. Served March 11. Certificate granted 
under the grandfather clause, authorizing continuance of opera- 
tion as a common carrier of canned goods, in truckloads, from 
St. Louis, Mo., to specified points in Kansas and Oklahoma, 
over irregular routes; such authority to apply only to shipments 
es beyond St. Louis. Application in all other respects 

enied. 

MC 59238, Sub No. 3, Virginia Stage Lines, Inc., extension 
of operations. By joint board No. 108. Served March 11. Cer- 
tificate granted authorizing operation as a common carrier of 
passengers and their baggage, and of express, mail, and news- 
papers, over a specified route between Richmond and Fred- 
ericksburg, Va. 

MC 59238, Virginia Stage Lines, Inc., common carrier ap- 
plication. By joint board No. 104. Served March 11. Certifi- 
cate granted authorizing continuance of operations as a com- 
mon carrier of passengers, baggage, express, and newspapers 
between Washington, D. C., and points in Virginia and North 
Carolina, over specified routes, under the grandfather clause. 
Transportation by applicant of mail in the same vehicle with 
passengers authorized. Certificate to operate as a common Car- 
rier of passengers, baggage, express, mail, and newspapers over 
regular routes between points in Virginia, under the grand- 
father clause, denied. 

MC 50802, Harry B. Korman, Inc., contract carrier applica- 
tion. By joint board No. 73. Served March 11. Permit granted 
authorizing operations as a contract carrier of roofing and 
building material manufactured by the Ruberoid Co. of Joliet, 
Ill., from Joliet, Ill., to Detroit, Mich. 

MC 48580, Sub No. 1, John C. Dixon, extension of opera- 
tions. By joint board No. 172. Served March 11. Certificate to 
operate as a common carrier of logs and rough lumber be- 
tween points in Coos, Curry, and Douglas counties, Ore., over 
irregular routes, denied for want of prosecution. Exceptions, 
if any, must be filed within 25 days from date of service. 

MC 30231, J. S. Futch, common carrier application. By 
Examiner Alfred W. Booth. Served March 11. Certificate to 
operate as a common carrier of general commodities, between 
points in Texas, Oklahoma, Kansas, and Missouri, over irregular 
routes, under the grandfather clause, denied. 

MC 23976, Sub. No. 1, William Jossy and H. L. Livingston, 
extension of operations. By joint board No. 172. Served 
March 11. Certificate granted authorizing operations as a 
common carrier of general commodities between Bend and 
Klamath Falls, Ore., and all intermediate points, over U. S. 
highway 97. Exceptions, if any, must be filed within 25 days 
from date of service. 

MC 4157, Sub. No. 1, Felix Thomas Wright, extension of 
operations. By joint board No. 172. Served March 11. Cer- 
tificate granted authorizing operations as a common carrier of 
general commodities between Salem and Indanha, Ore.. over 
Oregon state highway 222. Exceptions, if any, must be filed 
within 25 days from date of service. 

MC 1502, Sub. No. 2, Pennsylvania Greyhound Lines, Inc.. 
extension of operations. By joint board No. 60. Served March 
11. Certificate granted authorizing operation as a common car- 
rier of passengers and their baggage, and of light express, mail, 
and newspapers in the same vehicle with passengers, over 
specified routes, between Cadiz and Cambridge, O., and be- 
tween Brandt, O., and junction of U. S. highways 35 and 40, 
in Indiana. 

MC 18, Sub. No. 1, John Robbins Barnes, extension of 
operation. By joint board No. 239. Served March 11. Per- 
mit granted authorizing operation as a contract carrier of 
acetylene and oxygen gases in steel cylinders, calcium carbide 
in drums, and empty steel cylinders between Chattanooga, 
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Tenn., on the one hand, and Atlanta, Ga., and Birmingham, 
Ala., on the other. 

MC 60748, Merchants Trucking Co., contract carrier ap- 
plication. By joint board No. 130. Served March 11. Appli- 
cation for a permit to operate as a contract carrier of general 
commodities between points in South Carolina, North Carolina 
and Georgia, over irregular routes, denied for want of prose- 
cution. 

MC 93319, William H. Francis, common carrier applica- 
tion. By joint board No. 154. Served March 12. Certificate 
to operate as a common carrier of special commodities between 
points in Connecticut, Massachusetts and Rhode Island, over 
irregular routes, denied for want of prosecution. Operations 
ordered discontinued. 

MC 90986, Charles H Green, broker, application. By Ex- 
aminer Paul R. Naefe. Served March 12. Applicant’s opera- 
tion to the extent that it may consist of the sale, offering for 
sale, provision of, furnishing, and contracting or arranging 
for the transportation of passengers and their baggage in 
interstate or foreign commerce, found to be that of a broker. 
License granted to operate as a broker in selling or offering 
for sale transportation, between Lynn and Boston, Mass., 
Providence, R. I., and New York, N. Y., on the one hand, and 
all points in the United States, on the other. Application in 
ali other respects, denied. 

MC 90738, James J. McGuigan, common carrier applica- 
tion. By Examiner H. L. Hanback. Served March 12. Cer- 
tificate or permit to operate as a common or contract carrier 
of general commodities in New York, Connecticut, Rhode Is- 
land, New Jersey and Pennsylvania, over specified routes, dis- 
missed at request of applicant. 

MC 86974, Transcontinental Contract Carriers, contract 
carrier application. By joint board No. 11. Served March 
12. Permit granted to operate as a contract carrier of dairy 
products from North Bend, Marshfield, Coquille, Bandon and 
Langlois, Ore., on the one hand, to Oakland and San Francisco, 
Calif., on the other. Exceptions, if any, must be filed within 
25 days from date of service. 

MC 86910, Erwin H. Meilander, contract carrier applica- 
tion. By Examiner F. D. Binkley. Served March 12. Permit 
granted to operate as a contract carrier of fertilizer, from 
Cleveland, O., to points in Pennsylvania, and of farm ma- 
chinery and parts thereof, from Berea, O., to points in In- 
diana, Michigan and Pennsylvania, over irregular routes. Ap- 
plication in all other respects, denied. 

MC 86759, Thomas W. Dryden, common carrier applica- 
tion. By Examiner Paul A. Colvin, Served March 12. Cer- 
tificate granted authorizing operation as a common carrier of 
live stock from Payne, Ia., and vicinity, to Nebraska City and 
Omaha, Neb., and of live stock, farm machinery and lumber 
from Omaha.to Payne and the vicinity, over regular. routes. 
Application in all other respects, denied. 

MC 86724, R. H. Swisher, common carrier application. By 
Examiner F. D. Binkley. Served March 12. Operation in the 
transportation of raw materials used in the manufacture of 
woolen cloth, from Milford, Del., to‘-Parsons, W. Va., and broom 
handles, from Parsons to Baltimore, Md., and Pittsburgh, Pa., 
over specified routes, found to be that of a contract carrier. 
Permit granted authorizing continuance of that operation. 

MC 86681, Samuel J. Castranova, contract carrier appli- 
cation. By joint board No. 67. Served March 12. Permit to 
operate as a contract carrier of groceries, between Trenton, 
N. J., and Philadelphia and Lansdowne, Pa., and Camden, N. J., 
denied. 

MC 86662, Sam Johnston, common carrier application. By 
joint board No. 77. Served March 12. Certificate to operate as 
a common carrier of special commodities between points in 
Texas, denied for want of prosecution. 


MC 86569, Ralph Harold Cooper, common carrier applica- 
tion. By joint board No. 135. Served March 12. Certificate to 
operate as a common carrier of general commodities, between 
points in Illinois and Missouri, denied for want of prosecution, 
and operations ordered discontinued. 

MC 77150, Pittsburgh Warehouse & Van Co., Inc., com- 
mon carrier application. By Examiner A. F. Borroughs. Served 
March 12. Certificate granted authorizing continuance of opera- 
tion as a common carrier of household goods and office furni- 
ture, between Pittsburgh, Pa., and points within a fifty-mile 
radius thereof, on the one hand, and points in Ohio, Indiana, 
Illinois, Kentucky, Tennessee, North Carolina, Georgia, Florida, 
Connecticut, Massachusetts, New Hampshire, Missouri, Vir- 
ginia, Pennsylvania, Michigan, West Virginia, New Jersey, New 
York, Maryland, and the District of Columbia, over irregular 
routes, under the grandfather clause. Application in all other 
respects denied. 

MC 77068, Sub No. 2, Page-Way Stage Lines, Inc., common 
carrier application. By joint board No. 87. Served March 12. 
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Application for a certificate to operate as a common carrier of 
passengers and their baggage and of express and mail in the 
same vehicle with passengers, between points in New Mexico, 
dismissed at request of applicant because service covered in 
another application. 

MC 67158, Lon D. Disher, common carrier application. By 
Examiner Alfred W. Booth. Served March 12. Applicant found 
to have failed to establish the right to a certificate as a com- 
mon carrier of general commodities between San Antonio and 
Houston, Tex., over irregular routes under the grandfather 
clause. Application denied. 

MC 64449, Fitzgerald’s Express, common carrier applica- 
tion, and MC 64449, Fitzgerald’s Express, extension of opera- 
tions. By Examiner P. R. Naefe. Served March 12. Certifi- 
cate granted authorizing continuance of operation as a com- 
mon carrier of household goods, over irregular routes, between 
points in Connecticut, Massachusetts, New York, and Rhode 
Island, on the one hand, and points in Connecticut, Maine, 
Maryland, Massachusetts, New Jersey, New York, Pennsyl- 
vania, Rhode Island, and the District of Columbia, on the 
other, and as a common carrier of general commodities within 
a radius of 12 miles of Newport, R. I., under the grandfather 
clause. Application in all other respects, denied. Authority to 
extend operation as a common carrier of general commodities 
over regular routes between Providence, R. I., and Miami, Fla., 
dismissed on motion of applicant. 

MC 38363, Sub. No. 1, Hannah Skarbina, extension of 
operations. By Examiner R. J. Olentine. Served March 12. 
Certificate to operate as a common carrier of household goods, 
over irregular routes in Idaho, Washington, Oregon, and Mon- 
tana, between Lewiston, Idaho and Clarkston, Wash., and 
points in Oregon and Montana, denied. Exceptions, if any, must 
be filed within 25 days from date of service. 

MC 36371, W. M. Moore, broker application. By Exam- 
iner W. W. McCaslin. Served March 12. Application for a 
license to operate as a broker to arrange transportation of 
general commodities, in interstate or foreign commerce, denied 
for want of prosecution. 

MC 18632, Edward Thomas Owens, common carrier appli- 
cation. By Examiner A. W. Booth. Served March 12. Appli- 
cation for a certificate to operate as a common carrier of 
general commodities, with exceptions, between points in Texas, 
denied for want of prosecution. 

MC 18462, Charles Webster Brown, broker application. 
By Examiner T. B. Johnston. Served March 12. Application 
for a license authorizing operation as a broker at New York, 
N. Y., to arrange transportation of property denied for want 
of prosecution. 

MC 13300, Sub. No. 1, Carolina Coach Co., extension of 
operations. By joint board No. 103. Served March 12. Cer- 
tificate granted authorizing operation as a common carrier of 
passengers and their baggage and of mail and newspapers be- 
tween points in North Carolina over specified routes. 

MC 10391, Sub No. 1, R. H. Sterett, Inc., extension of 
operation, and MC 10391, Sub. No. 2, R. H. Sterett, Inc., ex- 
tension of operation. By joint board No. 1. Served March 12. 
Permit granted authorizing operation as a contract carrier of 
clay products, from Cannelton, Ind., to all points in Illinois, 
Indiana and Kentucky, and of gasoline from Evansville, Ind., to 
Hartford, Hawesville, Lewisport and Owensboro, Ky., over 
irregular routes. Application in all other respects denied. 

MC 2778, C. E. Newbold, common carrier application. By 
joint board No. 105. Served March 12. Certificate granted 
authorizing continuance of operation as a common carrier of 
general commodities, with exceptions, between Owensboro, Ky., 
—~ Island, Ky., over state highway 75, under the grandfather 
clause. 

MC 716, Harry L. Sloan, contract carrier application. By 
joint board No. 36. Served March 12. Applicant found to 
have failed to establish the right to a certificate as a common 
carrier or a permit as a contract carrier of live stock from 
Parsons, Kan., and points within a radius of 50 miles thereof 
to Kansas City, Mo., and of machinery, roofing, wire, and 
household goods from Kansas City to Parsons and points with- 
in a radius of 50 miles thereof, over irregular routes, under 
the grandfather clauses. Application denied. 

MC 716, Harry L. Sloan, extension of operations. By 
joint board No. 180. Served March 12. Applicant’s proposed 
operations found to be those of a common carrier. Public con- 
venience and necessity found not to require operation as a 
common carrier over irregular routes of live stock from Par- 
sons, Kan., and points within 30 miles thereof to Kansas City 
and Joplin, Mo., and Miami and Tulsa, Okla., and of machinery, 
parts, roofing, wire, and household goods on return trips to 
— and points within 30 miles thereof. Application de- 
nied. 

MC 340, J. L. Querner, common carrier application. By 
Examiner Alfred W. Booth. Served March 12. Applicant 
found to have failed to establish the right to a certificate as a 
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common carrier of general commodities, with exceptions, in 
Illinois, Indiana, Kansas, Missouri, New York, Oklahoma, Ohio, 
Pennsylvania, Texas, and West Virginia, over regular and 
= routes under the grandfather clause. Application 
enied. 

MC F-466, Germann Brothers’ Motor Transportation, Inc., 
purchase, Ashland Transfer Co. (Ira N. Morgan, receiver). By 
joint board No. 62. Served March 12. Purchase by Germann 
Bros.’ Motor Transportation, Inc., of operating rights and cer- 
tain property of Ashland Transfer Co., for $5,000, approved 
and authorized. 

MC F-412, Bowen Motor Coaches, purchase, H. L. Burt. 
By joint board No. 77. Served March 12. Purchase by Bowen 
Motor Coaches of operating rights of H. L. Burt, for $6,000, 
approved and authorized. 

MC 34553, A. V. Chesnut, common carrier application, and 
MC 34553, Sub. No. 1, A. V. Chesnut, common carrier applica- 
tion. By joint board No. 170. Served March 12. Certificate 
issued authorizing operation as a common carrier of petroleum 
products, in bulk, between points in Oklahoma and Texas, over 
irregular routes. 

MC 88428, J. A. McQuail, contract carrier application. By 
joint board No. 263. Served March 15. Permit granted au- 
thorizing operations as a contract carrier of explosives over 
irregular routes between points in Virginia, West Virginia and 
Kentucky. 

MC 86841, John M. Cochran, contract carrier application. 
By joint board No. 27. Served March 15. Permit granted 
authorizing operation as a contract carrier of bricks, tile and 
related materials from Erie, Pa., to points in Ohio and New 
York within a fifty mile radius of Erie, over irregular routes. 

MC 86780, Roger S. Williams, common carrier application. 
By joint board No. 67. Served March 15. Certificate to oper- 
ate as a common carrier of specified commodities, between 
points in New Jersey, New York and Pennsylvania, denied for 
want of prosecution. 

MC 86771, Louis Gillota, contract carrier application. By 
joint board No. 27. Served March 15. Permit granted au- 
thorizing operation as a contract carrier of sawdust, scrap rub- 
ber, paper boxes and bags, between Cleveland, O., and Buffalo 
and North Tonawanda, N. Y., over irregular routes. 

MC 86766, Herman Sietsema, common carrier application. 
By joint board No. 54. Served March 15. Certificate granted 
authorizing operation as a common carrier of live stock from 
Wellsburg, Ia., and the vicinity, to Forest Park and Chicago, 
Ill., and, in the opposite direction between the same points, 
of live stock, milled feed, twine, implements and implement 
parts, fencing material, and structural steel, over a regular 
route. 

MC 86544, Glen R. Phillips, common carrier application. 
By Examiner T. B. Johnston. Served March 15. Certificate 
to operate as a common carrier of geeral commodities, with 
exceptions, between points in New York and Pennsylvania, 
denied for want of prosecution. 

MC 86480, Mrs. Eleanor Gramlich, common carrier appli- 
cation. By Examiner T. B. Johnston. Served March 15. Cer- 
tificate to operate as a common carrier of automobiles between 
points in Pennsylvania, Ohio, New York, New Jersey, and 
Michigan, denied for want of prosecution. 

MC 86464, Main Street Garage Corporation, contract car- 
rier application. By joint board No. 114. Served March 15. 
Permit granted authorizing operations as a contract carrier of 
lumber and forest products, from points in Coos and Carroll 
counties, N. H., to Biddeford, Me., over irregular routes. 

MC 86443, Elmer Hultgren, common carrier application. 
By joint board No. 92. Served March 15. Certificate to op- 
erate as a common carrier of general commodities between 
Garnavillo, Arlington, Clayton, Elkader, Guttenburg, Fayette, 
Marquette, McGregor, Monona, and West Union, Ia., and many 
other points in Iowa, over irregular routes, denied for want 
of prosecution. 

MC 86171, Clarence Wachter, contract carrier application. 
By joint board No. 54. Served March 15. Permit to operate 
as a contract carrier of general commodities between Iowa 
Falls, Sioux City, Mason City, Ames, and Des Moines, Ia., on 
the one hand, and Chicago, Ill., on the other, over regular 
routes, denied for want of prosecution. 

MC 81454, Sub. No. 1, John Raymond Fry, contract car- 
rier application. By joint board No. 135. Served March 15. 
Permit to operate as a contract carrier of general commodities 
between points in Illinois and Missouri, denied for want of 
prosecution, and operations ordered discontinued. 

MC 81454, John Raymond Fry, common carrier applica- 
tion. By joint board No. 160. Served March 15. Application 
for authority to continue to operate as a common or contract 
carrier in the transportation of general commodities, between 
points in Missouri, Illinois, and Indiana, denied for want of 
prosecution, and operations ordered discontinued. 

MC 66579, E. F. Pickell, Jr., common carrier application, 
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By joint board No. 119. Served March 15. Certificate to 
operate as a common carrier of general commodities, over 
regular and irregular routes between points in New Jersey, 
denied for want of prosecution. 

MC 50761, John A. Fritsch, common carrier application. 
By Examiner T. B. Johnston. Served March 15. Certificate 
to operate as a common carrier of automobiles between points 
in New York, Pennsylvania, Ohio, and Michigan, denied for 
want of prosecution. 

MC 50664, George W. Drew, common carrier application. 
By joint board No. 138. Served March 15. Certificate to 
operate as a common carrier of general commodities, with ex- 
ceptions, between points in Nebraska and Iowa, denied for want 
of prosecution. 

MC 50296, Howard T. Bean, common carrier application. 
By Examiner F. D. Binkley. Served March 15. Application 
to operate as a common carrier of .property between points in 
New York, Ohio, Pennsylvania, and West Virginia, denied. 

MC 50241, John L. Foley, common carrier application. By 
Examiner T. B. Johnston. Served March 15. Certificate to 
operate as a common carrier of automobiles between points 
in New York, Michigan, Ohio, Pennsylvania, New Jersey, Dela- 
ware, Maryland, Massachusetts, Connecticut, and the District 
of Columbia, denied for want of prosecution. 

MC 36112, Sub. No. 1, Southeastern Greyhound Lines, Inc., 
extension of operations. By joint board No. 100. Served 
March 15. Certificate granted authorizing operations as a 
common carrier of passengers and their baggage, and of ex- 
press and newspapers in the same vehicle with passengers, 
between points in Alabama. 

MC 30603, Cardinal Stage Lines Co., extension of opera- 
tions. By joint board No. 43. Served March 15. Certificate 
granted authorizing continuance of operation as a common 
carrier of passengers, express, mail, and newspapers, over 
specified routes, between Osborne, Kan., and Denver, Colo., 
and between Wheeler and Goodland, Kan. 

MC 1503, Sub. No. 3, Central Greyhound Lines, Inc., ex- 
tension of operations. By joint board No. 27. Served March 
15. Certificate granted authorizing operation as a common 
carrier of passengers, baggage, express, mail, and newspapers, 
over a specified route, between Cleveland, O., and Corry, Pa. 

MC 164, Hendrick Truck Lines, common carrier applica- 
tion. By joint board No. 87. Served March 15. Certificate 
to operate as a common carrier of general commodities between 
Albuquerque, Clovis, and Tucumcari, N. M., over designated 
highways, denied. Exceptions, if any, must be filed within 
25 days from date of service in this case. 


MC 88445, Hiram Moyer, contract carrier application. By 
Examiner Reece Harrison. Served March 15. Permit granted 
authorizing operation as a contract carrier of non-intoxicating 
beverages from Pittsburgh, Pa., to points in Ohio, West Vir- 
ginia, and New York and the return of empty containers. This 
case has been handled under a modified procedure, under which 
no hearing has been held. Interested parties may file excep- 
tions to this report, in which case the applications will be de- 
termined on the basis of the facts before the Commission. Any 
such parties may also request formal hearing on the matters 
considered herein, stating their interest in this proceeding in 
such request, but exceptions to the recommended order need 
not include a request for hearing, if none is deemed necessary. 


MC 86904, Pipe Hauling Corporation, contract carrier ap- 
plication. By Examiner H. L. Hanback. Served March 16. 
Permit granted authorizing operation as a contract carrier of 
concrete pipe, and forms, moulds, and other commodities used 
in manufacturing concrete pipe, from White Plains, N. Y., to 
points in New York and Connecticut, and from Hartford, Conn., 
to White Plains, over irregular routes. 


MC 86898, Victor Swanson, contract carrier application. 
By joint board No. 36. Served March 16. Permit to operate 
as a contract carrier of live stock, mill feeds, lubricating oils 
and greases, empty containers, chemicals, and salt, between 
Kansas City, Mo., and points in Kansas, over irregular routes, 
denied. Operations ordered discontinued. 


MC 86778, D. W. Rose, contract carrier application. By 
joint board No. 226. Served March 16. Permit to operate as 
a contract carrier of gasoline between Covington, Va., and 
Baltimore, Md., denied for want of prosecution. 


MC 86715, James Ferrara, common carrier application. 
By Examiner T. B. Johnston. Served March 16. Certificate 
to operate as a common carrier of general commodities between 
points in Pennsylvania, New York, New Jersey, Massachusetts, 
Maryland, District of Columbia, Delaware, Connecticut, and 
Virginia, dismissed at request of applicant. 

MC 86688, Joe Fred Wellman, common carrier application. 
By Examiner W. T. Croft. Served March 16. Certificate to 
operate as a common carrier of special commodities, particu- 
larly case goods, dried fruits, machinery, lumber, and _ nails, 
between points in California, denied for want of prosecution. 
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Exceptions, if any, must be filed within 25 days from date of 
service. 

MC 86075, Archie Wing, common carrier application. By 
joint board No. 54. Served March 16. Certificate granted 
authorizing operation as a common carrier of live stock from 
Maquoketa, Ia., and the area within a 15-mile radius thereof, 
to Chicago, Ill., and of farm machinery, feeds, oil in containers, 
twine, and automobile and implement parts, in the opposite 
direction between the same points, over a regular route. 

MC 82230, Sub. No. 1, East Alabama Coach Line, exten- 
sion of operations. By joint board No. 157. Served March 
16. Certificate granted authorizing operation as a common 
carrier of passengers and their baggage, and of express, mail, 
and newspapers in the same vehicle with passengers between 
Lafayette, Ala., and Columbus, Ga., over described routes. 

MC 80948, Paul T. Boillot, common carrier application, 
and sub-number 1 thereunder, extension of operations. By 
joint board No. 179. Served March 16. Application, under the 
grandfather clause, to continue operation as a common carrier 
of general commodities, between Monett and Joplin, Mo., over 
a specified route, dismissed on formal abandonment thereof by 
applicant. Certificate to continue operation as a common car- 
rier of general commodities, with exceptions, between Monett 
and Joplin, Mo., over a specified route with service to and 
from certain off-route points in Missouri, denied. Operations 
ordered discontinued. 

MC 70169, King-Perkins Bag Co., common carrier appli- 
cation. By Examiner Alfred W. Booth. Served March 16. 
Operation by applicant found to be that of a private carrier. 
No authority required for continuance of such operation. Ap- 
plication denied. 

69004, Sub. No. 1, Post Road Transportation, common 
carrier application. By Examiner H. L. Hanback. Served 
March 16. Certificate to operate as a common carrier of gen- 
eral commodities, with exceptions, between New York, N. Y., 
and Norwalk, Conn., denied for want of prosecution. 

MC 67605, V. C. Bill Hale, broker application. By joint 
board No. 77. Served March 16. License to operate as a 
broker of transportation of passengers, denied. 

MC 63146, Caro Richard Kelly, contract carrier application. 
By joint board No. 175. Served March 16. Permit to operate 
as a contract carrier of farm and dairy products from Los 
Angeles and San Francisco, Cal., to Boise and Pocatello, Ida., 
over specified routes, denied for want of prosecution. Excep- 
tions, if any, must be filed within 25 days from date of service. 

MC 61118, Sub. No. 1, Paul L. Snowden, extension of oper- 
ations. By joint board No. 108. Served March 16. Certificate 
to operate as a common carrier of general commodities, over 
, —* route, between Fredericksburg and Kilmarnock, Va., 

enied. 

MC 60766, Sub. No. 1, John S. Wright, extension of opera- 
tions. By Examiner A. F. Borroughs. Served March 16. Per- 
mit granted authorizing operation as a contract carrier of clay 
products between points in Ohio, on the one hand, and points 
in Michigan, Maryland and New York, on the other, and from 
points in Pennsylvania and West Virginia to points in Ohio, 
over irregular routes. 

MC 50630, F. J. Riedesel & Sons, common carrier applica- 
tion. By joint board No. 43. Served March 16. Certificate 
to operate as a common carrier of salt, grain and live stock, 
between points in Colorado and Kansas, over irregular routes, 
dismissed at request of applicant. 

MC 50465, Gilbert Luett, contract carrier application. By 
joint board No. 54. Served March 16. Permit to operate as a 
contract carrier of live stock, farm machinery, feed and coal, 
between Waterloo, Baldwin, Cedar Rapids, Davenport and 
Dubuque, Ia., and Coal Valley, Ill., on the one hand, and Chi- 
cago, Ill., on the other, and between Baldwin and Coal Valley, 
over regular routes, denied for want of prosecution. 

MC 48294, Sub. No. 1, Ernest U. Falen, extension of opera- 
tions. By joint board No. 79. Served March 16. Certificate 
granted authorizing operation as a common carrier of general 
commodities between points and places in Washington, Idaho 
and Montana, over irregular routes. Exceptions, if any, must 
be filed within 25 days from date of service. 

MC 30600, Santa Fe Trail Transportation Co., common 
carrier application. By Examiner C. E. Simmons. Served 
March 16. Certificate granted authorizing continuance of oper- 
ations as a common carrier of passengers, baggage of passen- 
gers, and in the same vehicle with passengers, light express and 
newspapers, over specified routes between points in Arkansas, 
Colorado, Kansas, Missouri and Oklahoma, under the grand- 
father clause. Certificate granted authorizing applicant, as 
successor in interest to Crown Coach Co. and Central Kansas 
Bus Lines, to continue operations as a common carrier of pas- 
sengers, baggage of passengers, light express and newspapers 
between points in Arkansas, Kansas and Missouri over certain 
routes, under the grandfather clause. Authority granted to 
conduct special or charter operations from points on its routes 
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of operation to points in the United States. Transportation of 
mail in same vehicle with passengers over certain routes au- 
thorized. Limitations imposed in respect of a route between 
Muskogee, Okla., and Joplin, Mo. 

MC 88039, Roy Ingram, contract carrier application. By 
joint board No. 165. Served March 16. Permit granted author- 
izing operation as a contract carrier of sugar mill machinery, 
castings, structural iron, wood patterns and foundry products 
between points in Alabama, Mississippi and Louisiana, over 
irregular routes. 

MC 88155, Lester Earl Gray, contract carrier application. 
By joint board No. 131. Served March 16. Permit to operate 
as a contract carrier of oils, greases and roofing products, from 
Charleston, S. C., to Statesboro, Swainsboro, Mollen and Vida- 
lia, Ga., over regular routes, denied. 

MC 3282, G. R. Wood, Inc., extension of operations. By 
joint board No. 119. Served March 16. Certificate granted 
authorizing continuance of operation as a common carrier of 
passengers, baggage, express and newspapers over a specified 
route, between Pitman and Wenonah, N. J., via Mantua Town- 
ship and Sewell, N. J. 

MC 5942, Grizzle Brothers, common carrier application. 
By Examiner G. P. Werner. Served March 16. Certificate to 
operate as a common carrier of general commodities between 
points in Missouri, Ohio, Indiana, Illinois, Kansas and Okla- 
homa, over irregular routes, denied for lack of prosecution. 
Operation ordered discontinued. 

MC 29957, Sub. No. 4, Tri-State Transit Co. of Louisiana, 
Inc., extension of operations. By joint board No. 164. Served 
March 16. Certificate granted authorizing operations as a 
common carrier of passengers and their baggage, and of ex- 
press and newspapers in the same vehicle with passengers, 
between Dixie Inn, La., and the Arkansas-Louisiana line, and 
between Loggy Bayou and Jonesboro, La. 


MC 40005, Hillier Storage Co., common carrier applica- 
tion, and MC 40005, Hillier Storage Co., extension of opera- 
tions. By Examiner F. D. Binkley. Served March 16. 
Certificate granted authorizing continuance of operations as a 
common carrier of general commodities within the limits of 
Springfield, Ill., and of the adjacent Harvard Park District, 
when such commodities move under common control, manage- 
ment, or arrangement for continuous carriage from or to a 
point beyond such limits, and of household goods and office 
furniture over irregular routes between points in the District 
of Columbia, Illinois, Indiana, Iowa, Maryland, Missouri, Ohio, 
Pennsylvania, West Virginia and Wisconsin, under the grand- 
father clause; and of household goods and office furniture, 
hetween points in Connecticut, Delaware, Kansas, Kentucky, 
Massachusetts, Michigan, Minnesota, Nebraska, New Jersey, 
New York, Rhode Island, Tennessee, Virginia and Wyoming, 
over irregular routes. Applications in all other respects denied. 

MC 224, Sub. No. 4, North Coast Transportation Co., 
change in route. By joint board No. 80. Served March 16. 
Public convenience and necessity found to require a change in 
the route used by applicant as a common carrier of passengers 
and their baggage, light express, mail and newspapers, between 
Olympia, Wash., and the southern boundary of Fort Lewis, 
Wash. Application granted. This case has beeu handled un- 
der a modified procedure, under which no hearing has been 
held. A hearing may be held on request of interested parties, 
if they deem it necessary. Exceptions, if any, must be filed 
within 25 days from date of service. 


MC 88562, Robert Bower Skiles, common carrier applica- 
tion. By joint board No. 172. Served March 16. Certificate 
granted authorizing operation as a common carrier of general 
commodities, including ore, concentrates and certain mining 
supplies and equipment, between points located within a radius 
of 50 miles of Sumpter, Ore. This case has been handled 
under a modified procedure, under which no hearing has been 
held. A hearing may be held on request of interested parties, 
if they deem it necessary. Exceptions, if any, must be filed 
within 25 days from date of service. 


MC 88546, Byron Daggett, common carrier application. 
By joint board No. 172. Served March 16. Certificate granted 
authorizing operation as a common carrier of commodities 
generally, including express and mail, between Enterprise, Ore., 
and points in Wallowa county, Ore. Application in all other 
respects denied. This case has been randled under a modified 
procedure, under which no hearing has been held. A hearing 
may be held on request of interested parties, if they deem it 
necessary. Exceptions, if any, must be filed within 25 days 
from date of service. 

MC 44434, Sub. No. 1, Nick Doering, common carrier ap- 
plication. By joint board No. 80. Served March 16. Certifi- 
cate granted authorizing operation as a common carrier of 
paper, paper mill products and supplies and equipment used 
in the manufacturing of such products, between the plant of 
the Everett Pulp and Paper Co., near Steilacoom, Wash., and 
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the terminals of other carriers located within the municipalities 
of Steilacoom and Tacoma, Wash. This case has been handled 
under a modified procedure, under which no hearing has been 
held. A hearing may be held on request of interested parties, 
if they deem it necessary. Exceptions, if any, must be filed 
within 25 days from date of service. 

MC 18, John Robbins Barnes, contract carrier application. 
By joint board No. 238. Served March 17. Application for a 
permit to operate as a contract carrier of oxygen cylinders, 
between Chattanooga, Tenn., and Atlanta, Ga., dismissed at 
request of applicant. 

MC 86667, Frank S. Swotkewicz, common carrier appli- 

cation. By Examiner H. L. Hanback. Served March 17. Ap- 
plication for a certificate to operate as a common carrier of 
general commodities, over regular and irregular routes, in 
New Jersey, New York, Massachusetts, Rhode Island, and Con- 
necticut, dismissed at request of applicant. 
MC 86615, Central Express Co., contract carrier applica- 
tion. By Examiner H. L. Hanback. Served March 17. Per- 
mit granted authorizing operation as a contract carrier of 
velvet in the raw, and finished velvets, and sticks, frames, cor- 
rugated cartons, boxes, and packages and other appliances and 
accessories used in manufacturing and transporting velvets in 
the raw and finished velvets, between Lodi, N. J., and New 
York, N. Y., over a designated route. 

MC 86509, Nathan I. Snyder, common carrier application. 
By Examiner Ernest H. Oliver. Served March 17. Certifi- 
cate granted authorizing operation as a common carrier of 
household goods, over regular routes, between Baltimore, Md., 
on the one hand, and Washington, D. C., Richmond, Va., Phila- 
delphia, Pa., and Harrisburg, Pa., on the other. Application in 
all other respects denied. 

MC 80948, Paul T. Boillet, extension of operations. By 
joint board No. 91. Served March 17. Certificate to operate 
as a common carrier of general commodities, between Joplin, 
Mo., and Rogers, Ark., denied. 

MC 74722, Sub. No. 1, Alabama Coaches Co., Inc., exten- 
sion of operations. By joint board No. 100. Served March 17. 
Application for a certificate to operate as a common carrier 
of passengers and their baggage, and of express and newspapers 
in the same vehicle with passengers, between Childersburg and 
Anniston, Ala., dismissed at request of applicant. 

67308, Sub. No. 1, Monroeville Bus Co., extension of 
operations. By joint board No. 100. Served March 17. Cer- 
tificate granted authorizing operation as a common carrier of 
passengers and their baggage, and of express, mail, and news- 
papers in the same vehicle with passengers, between Monroe- 
ville and Montgomery, Ala., over designated routes. 

MC 62398, John Zupcoe, common carrier application. By 
joint board No. 67. Certificate to operate as a common Car- 
rier of coal, between points in Pennsylvania and New Jersey, 
— for want of prosecution. Operations ordered discon- 
tinued. 

MC 50253, William Winston Ford, contract carrier applica- 
tion. By joint board No. 62. Served March 17. Permit to 
operate as a contract carrier of general commodities, between 
points in Kentucky, Ohio, and West Virginia, denied. 

MC 39386, Sub. No. 2, Parker & Thomas, extension of 
operations. By joint board No. 123. Served March 17. Per- 
mit to operate as a contract carrier of crude oil from the 
Sunshine Oil Field, near Meteeste, Wyo., to Billings, Mont., 
and deisel oil from Billings to the Sunshine Oil Field, denied. 
Exceptions, if any, must be filed within 25 days from date of 
service. 

MC 39386, Sub. No. 1, Parker & Thomas, extension of 
operations. By joint board No. 123. Served March 17. Per- 
mit granted authorizing operation as a contract carrier of 
crude oil, from the Spring Creek Oil Field, near Meeteeste, 
Wyo., to Billings, Mont. Exceptions, if any, must be filed 
within 25 days from date of service. 

MC 38433, Independent Motor Carriers, Inc., operations. 
By joint board No. 82. Served March 17. Applicant found to 
have failed to establish the right to a certificate as a common 
carrier or to a permit as a contract carrier of general com- 
modities from and between points in Montana over regular and 
irregular routes, under the grandfather clauses. Application 
for a certificate or permit denied. Exceptions, if any, must 
be filed within 25 days from date of service. 

MC 29957, Sub. No. 5, Tri-State Transit Co. of Louisiana, 
Inc., extension of operations. By joint board No. 97. Served 
March 17. Certificate granted authorizing operation as a com- 
mon carrier of passengers and their baggage and, in the same 
vehicle with passengers, light express, mail and newspapers, 
between Jackson and Waynesboro, Miss., over designated routes. 
MC 29679, Sub. No. 1, Fred Parrish, extension of opera- 
tions. By joint board No. 87. Served March 17. Certificate 
granted authorizing operation as a common carrier of passen- 
gers and their baggage, and of express, mail and newspapers, 
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in the same vehicle with passengers, between Lordsburg and 
Hot Springs, N. M., over designated routes. 

MC 19198, Sub. No. 2, Interurban Transportation Co., Inc., 
extension of operations. By joint board No. 164. Served 
March 17. Certificate granted authorizing operation as a com- 
mon carrier of passengers and their baggage, and of express 
and newspapers in the same vehicle with passengers, between 
points in Louisiana, over described routes. 

MC 17940, Sub. No. 1, Hoyt Berryman, extension of opera- 
tions. By joint board No. 77. Served March 17. Application 
for a permit to extend operations as a contract carrier of 
special commodities, between points in Texas, denied for want 
of prosecution. 

MC 17785, Flathead Transportation Co., Inc., operations. 
By joint board No. 82. Served March 17. Applicant found to 
have failed to establish the right to a certificate as a common 
carrier or to a permit as a contract carrier of general com- 
modities between Whitefish and Missoula, Mont., under the 
grandfather clauses. Application for a certificate or permit 
denied. Exceptions, if any, must be filed within 25 days from 
date of service. 

MC 9541, Sub. No. 1, William G. Osborne, contract carrier 
application. By joint board No. 36. Served March 17. Permit 
to operate as a contract carrier of general commodities between 
points in Kansas and St. Joseph and Kansas City, Mo., over 
irregular routes, denied for want of prosecution. 

MC 4589, Sub. No. 1, C. K. Thomas, extension of operations. 
By joint board No. 57. Served March 17. Application to 
extend operation to include service as a common carrier of 
general commodities, over specified routes, between Jackson 
and Grand Rapids, Mich., and between Kalamazoo, Mich., and 
Grand Rapids, denied. 

MC 4412, Sub. No. 1, Al’s Transportation Co., common car- 
rier application. By Examiner M. Myers. Served March 17. 
Certificate to operate as a common carrier of beer, over irregu- 
lar routes, between points in New York, Vermont, New Hamp- 
shire and Maine, denied for want of prosecution. 

MC 1770, Niagara Freight Lines, Inc., common carrier 
application. By Examiner T. B. Johnston. Served March 17. 
Certificate granted authorizing continuance of operation as a 
common carrier of general commodities, between points in 
New York, over regular routes, under the grandfather clause. 

MC 1507, Sub. No. 1, Teche Lines, Inc., extension of opera~ 
tions. By joint board No. 28. Served March 17. Certificate 
granted authorizing operation as a common carrier of passen- 
gers, their baggage, express, mail and newspapers, over a 
specified route between Scotlandville, La., and Woodville, Miss., 
granted. Application denied in all other respects. 

MC 1214, Sub. No. 1, System Transfer & Storage Co., com- 
mon carrier application. By joint board No. 45. Served March 
17. Certificate granted authorizing extension of operation as 
a common carrier of household goods to include service over 
irregular routes between points in King county, Wash., on the 
one hand, and points in Oregon, on the other. This case has 
been handled under a modified procedure, under which no hear- 
ing has been held. A hearing may be held on request of 
interested parties, if they deem it necessary. Exceptions, if 
any, must be filed within 25 days from date of service. 


MC 224, Sub. No. 3, North Coast Transportation Co., 
change in route. By joint board No. 80. Served March 17. 
Application requiring change in the route used by applicant 
as a common carrier of passengers and their baggage, light ex- 
press, mail and newspapers, between Conway, Wash., and 
Island, Wash., granted. This case has been handled under a 
modified procedure, under which no hearing has been held. A 
hearing may be held on request of interested parties if they 
deem it necessary. Exceptions, if any, must be filed within 25 
days from date of service. 

MC 1036, C. E. Newbold, common carrier application. By 
Examiner J. L. Bradford. Served March 17. Certificate 
granted authorizing continuance of operation as a common car- 
rier of general commodities between Evansville, Ind., and 
Cloverport, Ky., and between Owensboro, Ky., and Louisville, 
Ky., over specified routes, under the grandfather clause; con- 
tinuance of operation as a common carrier of household goods 
between Owensboro, on the one hand, and points in Illinois, 
Indiana, Kentucky, Ohio, Tennessee, that part of Michigan east 
of Lake Michigan, and St Louis, Mo., on the other, over irregu- 
lar routes, under the grandfather clause; operation as both 
common and contract carrier of new furniture from Owensboro 
to points in the territory of Illinois, Indiana, Kentucky, Tennes- 
see and St. Louis, Mo., and of materials and supplies used or 
useful in the manufacture of furniture from points in that 
territory to Owensboro; and continuance of operation as a com- 
mon carrier of new furniture from Owensboro to points in the 
territory of Illinois, Indiana, Kentucky, Tennessee and St. 
Louis, Mo., and of materials and supplies used or useful in the 
manufacture of furniture from points in that territory to 
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Owensboro, over irregular routes, under the grandfather clause. 
Application in all other respects denied. 


RAIL INTEREST IN BUS LINE 


In MC F-119, Richmond Greyhound Lines, Inc., control, 
Peninsula Transit Corp., the Commission, by division 5, has 
denied the application of the Richmond Greyhound Lines, Inc., 
to acquire control of the Peninsula Transit Corp. through pur- 
chase of capital stock for $320,000. The applicant proposed 
immediately thereafter to dissolve the Peninsula corporation. 

The applicant’s stock is owned 51 per cent by the Grey- 
hound Corporation and 49 per cent by the Richmond, Freder- 
icksburg & Potomac Railroad Co. It is a unit in the Greyhound 
system of motor bus transportation. 

Operations of the applicant and the Peninsula, the report 
said, are competitive between Washington, D. C., and Rich- 
mond, Va., between Washington and Petersburg, Va., and 
Washington and Norfolk, Va., although the applicant carries 
through traffic principally, and the operations are not entirely 
over the same highway. 

The report said the relationship of the applicant to the 
railroad was such as to make desirable an examination of its 
status to determine whether or not it was affiliated with the 
railroad within the meaning of section 5(8) of Part I of the 
interstate commerce act. In addition to ownership by the rail- 
road of 49 per cent of applicant’s stock, the report said, three 
of applicant’s seven directors, who were also its vice-president, 
assistant traffic manager and auditor, were president and direc- 
tor, general traffic manager and general auditor, respectively, 
of the railroad. 

The report pointed out that when the corporation and the 
railroad acquired their interest in the applicant, the Greyhound 
Corporation agreed it “would not enter into or purchase lines 
in the territory” of applicant without the consent of the rail- 
road. Since that time the corporation has acquired, with the 
railroad’s approval, says the report, control of Great Eastern 
System, which operates between Washington and Richmond 
over the same highway as applicant and between Richmond 
and Norfolk over the highway used by Peninsula. In the event 
of approval herein, abandonment of these operations by Great 
Eastern is contemplated, says the report. 

The applicant, according to the report, confined its testi- 
mony to an attempt to show that the transaction would be con- 
sistent with the public interest. Hence the record failed, said 
the Commission, to indicate how the acquisition would pro- 
mote the public interest by enabling the railroad to use Penin- 
sula’s service by motor vehicle to public advantage in its 
operations. Moreover, in view of the statutory requirement 
that the Commission find, when the proviso was applicable, 
that competition would not be unduly restrained, the conten- 
tion that approval of the proposed transaction would result in 
a monopoly of motor bus operation in the territory, and deprive 
protestants of interchange traffic, had increased significance. 


TRUCK LINE MERGER 


The Commission, by division 5, in MC F-87, Hancock Truck 
Lines, Inc. (Joseph H. Iglehart, trustee), purchase, Motor 
Freight Corporation, embracing also MC F-413, Major A. 
Riddle, control, Monark Motor Freight System, Inc., and MC 
F-456, Major A. Riddle, control, Hancock Truck Lines, Inc., 
has approved and authorized the acquisitions indicated subject 
to conditions intended to eliminate railroad affiliations if any 
there be in the transaction. 

The report shows that the applicant, Riddle, and a member 
of his family together own 51 per cent of the outstanding stock 
of the Globe Cartage Co., Inc., of which the applicant is presi- 
dent and directs the operation. The remainder of the stock, 
according to the report, is owned by the United States Freight 
Co., a holding company. The report said that while the record 
contained no evidence in regard to control of the latter, the 
Commission had been put on notice by evidence before it in 
No. 27365, Freight Forwarding Investigation, that there was 
reason to believe that such control was, directly or indirectly, 
in the hands of the New York Central Railroad. : 

The report referred to that set of facts as a complication 
existing in connection with Nos. MC F-413 and MC F-456. 
After mentioning the possibility of control in the hands of the 
New York Central, the report said, it was possible, therefore, 
that a chain of circumstances existed leading to the conclusion 
that Riddle was affiliated with a railroad company within the 
meaning of section 5(8) of part I. If so, the report said, then 
no evidence was before the Commission sufficient to support 
such a finding as was required by the proviso of section 213 
(a)(1). In view of those possible circumstances, the Com- 
mission said, it regarded it as necessary in its findings and 
order to attach conditions which would enable it to take such 
later steps as might be necessary to prevent the motor carriers, 
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whose stock Riddle sought to acquire from becoming or con- 
tinuing to be affiliated with the railroad company. 

The Commission found that purchase by Hancock Truck 
Lines, Inc., of operating rights of Motor Freight Corporation, 
between St. Louis and Louisville, via Vincennes and Shoals, 
including the right to operate pending determination of ven- 
dor’s “grandfather” application would be consistent with the 
public interest. an ; 

The Commission further found that acquisition by Major A. 
Riddle of control of Monark Motor Freight System, Inc., and 
Hancock Truck Lines, Inc., would also be consistent with the 
public interest, on condition that if the authority granted in 
connection with MC F Nos. 413 and 456 was exercised, Riddle 
should within 30 days from the exercise of such authority, 
unless in the meantime he should have furnished evidence satis- 
factory that he and his family had become divested of any 
and all interest in Globe Cartage Co., Inc., or had acquired 
a 100 per cent interest in that company, transfer his holdings 
in Monark and Hancock Truck Lines to a trustee approved by 
the Commission, under a declaration of trust which should pro- 
vide that the trustees should hold and vote the stock inde- 
pendent of applicant until the Commission should find that 
applicant was not affiliated with any carrier other than a motor 
carrier within the meaning of section 5(8) of part I; and should 
further provide that if, after further hearing, the Commission 
should find that applicant was so affiliated, the stock should 
be disposed of by the trustee to the person or persons having 
no such affiliation, unless evidence submitted at the further 
hearing enabled the Commission to make the finding required 
by the proviso of section 213(a) (1). ; 

The Hancock Truck Lines, Inc., has been authorized to 
purchase the operating rights of Motor Freight Corporation, for 
$500; and Major A. Riddle to control Monark Motor Freight 
System, Inc., and Hancock Truck Lines, Inc., by purchase of 
the former’s capital stock for $33,500, and of the latter, by 
aquisition of its capital stock in exchange for considerations 
aggregating approximately $82,000. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 11953, Atlantic Coast Line Railroad 
Company bonds, granting authority to procure the authentication and 
delivery of not exceeding $1,406,000 of general unified mortgage 50-year 
series A 41% per cent gold bonds to reimburse the treasury for ex- 
penditures made in retiring a like amount of first mortgage 4 per cent 
bonds of the Brunswick & Western Railroad Company, approved. 

Report and order in F. D. No. 11903, Syracuse, Binghamton & New 
York Railroad Company note, (1) granting authority to the Syracuse, 
Binghamton & New York Railroad Company to issue a promissory note 
in the face amount of not exceeding $1,462,516.26, to be delivered at 
par to the Delaware, Lackawanna & Western Railroad Company to 
evidence a like amount of indebtedness for advances from that com- 
pany for additions and betterments; and (2) also granting authority 
to the Delaware, Lackawanna & Western Railroad Company to assume 
obligation and liability, as endorser, in respect of such note and to 
pledge and repledge it from time to time to and including June 30, 
1940, as collateral security for its note in the face amount of $1,000,000 
issued under the provisions of section 20a(9) of the interstate commerce 
act, and for any renewals thereof, approved. 


FINANCE APPLICATIONS 


Finance No. 11970. Texas & New Orleans Railroad Co. asks au- 
thority to create an issue of its first and refunding bonds and to issue, 
and sell or exchange, $60,607,000 of those bonds. Of the proposed issue 
$27,246,000 are to be issued to reimburse the applicant for money 
expended from income or from moneys borrowed from Southern 
Pacific Co. and not yet capitalized. The remainder of the issue. $33,- 
361,000 is to be issued in exchange for prior bonds now outstanding 
heretofore issued or assumed by the applicant. The issues are those 
of subsidiaries. 

The application says that the applicant has issued or assumed 
liability in respect to eighteen separate issues of mortgage bonds 
now outstanding of an aggregate principal amount of $72,754,000. Of 
these issues, eleven have matured, said the applicant, and are owned 
‘by the Southern Pacific Co. or affiliated companies and are held alive 
pending refunding under this mortgage. The remaining issues, says the 
application, mature on various dates in the near future, the principal 
maturity being of the San Antonio Aransas Pass Railway Co. first 
mortgage 4 per cent gold bonds, due January 1, 1943, outstanding in 
the amount of $20,244,000, and the latest maturity being the Iberia & 
Vermilion Railroad Co. first mortgage 5 per cent gold bonds, due 
August 1, 1943, outstanding in the amount of $322,000. The most im- 
mediate maturity, says the application, is of the Texas Midland Rail- 
road first mortgage 4 per cent thirty-year refunding bonds, due Au- 
gust 1, 1938, outstanding in the amount of $2,000,000. The application 
said that it was apparent that some medium must be provided for 
refunding the bonds which were purchased at maturity or otherwise 
acquired by the Southern Pacific Co. and held alive pending refunding 
and for meeting the early maturities of the applicant. This may be 
accomplished, says the application, by the creation of a new first and 
refunding mortgage under which new bonds can be issued. 

Finance No. 11973. H. E. Salzberg Co., Inc., asks authority to 
acquire control of the Hoosac Tunnel & Wilmington Railroad; South- 
ern New Jersey Railroad; Williamsport & North Branch Railway; 
and the Unadilla Valley Railway Co. The applicant says it is not a 
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carrier by railroad subject to the interstate commerce act but is sub- 
ject to section 5 (4) (5) with respect to the subject matter of the 
application. The applicant says it has acquired and holds shares of 
stock of the railroads mentioned. It says it does not propose a con- 
solidation or merger of any of the properties mentioned. It says one 
of its major activities is the purchase of abandoned railroads for the 
purpose of dismantling and selling them. The applicant asks that the 
Commission issue an order and certificate authorizing it to hold the 
securities mentioned in the application. 

Finance No. 11975. Chicago & North Western, by its trustee, asks 
authority to abandon a part of the branch line known as the Kenosha 
division in Kenosha and Walworth Counties and McHenry County, II1., 
approximately 39.4 miles in length. Continued operation and main- 
tenance of the branch line the application says, would burden the 
applicant financially and would impair his ability to continue opera- 
tion and maintenance of the Chicago & North Western system as a 
whole. 

MC F-533. H. H. Lawler, dba Alamo Freight Lines, San Antonio, 
Tex., asks authority to purchase the operations of Edwards Truck Line. 

Finance No. 11977. Wabash Railroad Company (Ohio), asks for 
a certificate of convenience and necessity for the acquisition and 
operation of all the railroads (including all the lines of railroad 
operated under contract, lease or agreement), properties and assets 
of the Wabash Railway Co. (Indiana), under section 1, paragraph (18) 
to (20), inclusive. It asks authority under section 5 for approval and 
authorization of the acquisition of control of other common carriers 
in the Wabash system through stock purchase. It asks authority 
under section 20(a) to issue securities and to assume obligations or 
liabilities with respect to the securities of others and under section 
5b (3) of the Reconstruction Finance Corporation act for approval of 
a proposed compromise and adjustment by the RFC of its claims 
against the Wabash Railway Co. (Indiana) and the receivers thereof 
which are evidenced by the certificates of the receivers held by the 
RFC. These applications for authority are made so as to enable the 
new corporation Wabash Railroad Co. (Ohio), to carry out the plan 
of reorganization under receivership of the Wabash Railway Co. (In- 
diana), agreed on by those interested in the rehabilitation of the 
Wabash, recently announced in New York. The plan of reorganization 
provides for the immediate inclusion by consolidation or otherwise 
of the properties of the Ann Arbor, although the plan contemplates 
the continuance of the Ann Arbor Railroad Co. as a subsidiary. If 
and when the Ann Arbor is definitely assigned to the Wabash system, 
says the application, securities of the reorganized company will be 
available on terms then to be agreed on for exchange for outstanding 
first mortgage bonds of the Ann Arbor. Under the plan, a new first 
mortgage becomes the primary vehicle of future financing. Of these 
bonds $40,512,500 are to be issued, $38,735,000 in exchange at par for 
$33,891,000 of first mortgage bonds, $1,844,000 of Detroit and Chicago 
Extension first mortgage bonds and $3,000,000 of Toledo and Chicago 
Division first mortgage bonds of the Wabash Railroad Co. All of 
these are secured by first and paramount liens on mileage, the earning 
power of which, the application says, is established by such a margin 
by the traffic density charts as to entitle these bonds to receive 100 
per cent of their principal amount in a prime new first mortgage bond 
of the character provided in the plan; the balance of $1,777,500 is 
allocated for 50 per cent of the $3,555,000 of first lien terminal bonds, 
an allocation which, according to the application, is supported by an 
independent appraisal of terminal properties securing the bonds. The 
application is for authority actually to issue the following securities: 
$40,512,500 of 30 year first mortgage 4 per cent bonds; $23,788,379 of 
40 year second mortgage 4 per cent bonds; $4,491,411 of 10 year secured 
serial 2% per cent notes; $6,795,000 of 10 year equipment trust serial 
3 per cent certificates; $26,065,604 of 50 year income mortgage 4 per 
cent bonds Series A; $27,928,556 of 60 year income mortgage 414 per 
cent Series B bonds; 500,732 share of 5 preferred stock also marked 
as having no par value; and 926,921 shares of common stock of no 
par value. The application asks for authority conditionally to issue 
the following securities: $4,575,000 of 10 year secured 2% per cent 
notes; to assume the obligations of Wabash Railway Co. and the re- 
ceivers thereof as guarantors of the following securities: $2,187,000 
of Wabash-St Charles Bridge Co., first mortgage 4 per cent serial 
bonds; and $350,000 of Wabash-Hannibal Bridge Co., first mortgage 
3% per cent serial notes. 

Finance No. 11978. Trustees of the St. Louis-San Francisco ask 
authority to abandon operations over that part of the Empire branch 
in Walker County, Ala., extending from the Warrior River to the 
northern end of the branch, a distance of approximately 1.95 miles. 

Finance No. 11979. Bangor & Aroostook asks authority to assume 
obligation and liability in respect of $1,500,000 of 2%4 per cent serial 
equipment trust certificates series L, 1938. The proceeds are to be 
used in the acquisition of equipment estimated to cost $1,956,600 con- 
sisting of 500 steel box cars; 100 steel hopper cars; 50 rack cars; and 
1 baggage-mail car. 


SEATRAIN ROUTES AND RATES 


The Commission, at the request of the defendants, has post- 
poned the effective date of its order establishing through 
routes and joint rates in No. 25727, Seatrain Lines, Inc., vs. 
Akron, Canton & Youngstown et al., to June 15, in so far as 
the order requires the establishment of through routes and 
joint rates. The railroads said that they were not able to 
complete their work of checking routes and rates required to be 
filed without an allowance of more time. The order, dated 
January 28, in other respects is to be made effective not later 
than April 15, on not less than 15 days’ filing. The part of 
the order to be effective not later than April 15 pertains to 
the removal of undue prejudice and the issuance of through 
bills of lading. 
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SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. 4469, the Commission has suspended from 
March 11 until October 11 schedules in Railway Express 
Agency’s tariff, I. C. C. 2975. The suspended schedules pro- 
pose to restrict express rates on mixed packages of avocados 
and citrus fruits applying from points in Arizona and California 
to points throughout the United States so that the rates will 
apply only when avocados do not exceed 25 per cent of the 
gross weight of any one package, which would result in in- 
creased charges on mixed packages in which avocados exceed 
25 per cent of the gross weight. 

In I. and S. M-318, the Commission has suspended from 
March 14 until June 12, the operation of certain schedules as 
published in supplement 2 to Tariff MF-I. C. C. 2 of Morris 
Shulman, doing business as Shulman & Sons Express. The 
suspended schedules propose to establish reduced commodity 
rates on electrical supplies, porcelain or earthenware, and 
wood-turned products between New York, N. Y., and vicinity 
on the one hand and points in New Jersey and Pennsylvania 
on the other hand. The following is illustrative: 


Porcelain or earthenware, from Trenton, N. J., to Brooklyn, N. Y., 
less truckload, present 35, proposed 28; minimum weight 4,000 pounds, 
present 35, proposed 19; minimum weight 5,000 pounds, present 33, 
proposed 18. Rates in cents a 100 pounds. 

In I. and S. M-319, the Commission has suspended from 
March 15 until June 13, the operation of certain schedules as 
published in supplements 88, 89 and 91 to Tariff MF-I. C. C. 
75 of W. M. Miller, agent. The suspended schedules propose 
to establish new proportional commodity rates on canned goods, 
etc., from Mobile, Ala., to points in Alabama. The following 
is illustrative: canned goods, etc., in cents a 100 pounds; from 
Mobile, Ala., to Birmingham, Ala., present 40, minimum weight 
36,000 pounds; proposed 21, minimum weight 15,000 pounds. 

In I. and S. M-320, the Commission has suspended from 
March 15 until June 13, the operation of certain schedules as 
published in supplements 88, 89 and 91 to Agent W. M. Miller’s 
Tariff MF-I. C. C. 75. The suspended schedules propose re- 
duced commodity rates on roofing and asphalt, minimum weight 
15,000 pounds, from Mobile, Ala., to points in Georgia. The 
following is illustrative: 


Roofing, minimum weight 15,000 pounds, from Mobile, Ala., to 
Atlanta, Ga., present 40, proposed 38%; La Grange, Ga., present 38, 
proposed 34%. 


In I. and S. No. M-317, the Commission has suspended 
from March 17 until June 15 the operation of all schedules as 
published in supplement No. 11 to MF I. C. C. No. 1 of Chas. 
Burnett Trucking Co., Inc. The suspended schedules propose 
to add Needham’s Motor Service, Inc., as a participating car- 
rier and establish class rates for the first time between Gibbs- 
boro, N. J., on the one hand, and New York, N. Y., and Phila- 
delphia, Pa., on the other hand. 

In I. and S. No. 4470, the Commission has suspended from 
March 17 until October 17, schedules in supplement 66 to the 
Pennsylvania I. C. C. 248. The suspended schedules propose to 
increase the rates on cast iron pipe and fittings, carloads, from 
Florence and Burlington, N. J., to certain destinations on the 
New York, Ontario & Western Railway in New York and New 
Jersey. The following is illustrative: 


Rates in cents a 100 pounds from Burlington, N. J., to Kingston, 
N. Y., present rate 20.5, proposed rate 23.5; rates in cents a 100 pounds 
from Florence, N. J., to Kingston, N. Y., present rate 20.5; proposed 
rate 23.5. 


LOANS TO RAILROADS 


The Southern Pacific Co., in Finance No. 11976, asks ap- 
proval by the Commission of an RFC loan to it of $14,000,000, 
with interest at 4 per cent, from the date of each advance, 
such loans to be repaid on or before three years after date. 
In its application the Southern Pacific says it has bank loans 
outstanding of $17,000,000, payable November 1, 1938. In 
addition to those loans that are outstanding, the Southern 
Pacific said it had made arrangements to borrow from banks 
an additional $3,000,000, also to mature November 1, 1938. 
The applicant says that with the loans made and to be made, 
its banking credit has been utilized to its full extent. The 
Southern Pacific says its cash requirements to and including 
August 1, 1939, after allowing for loans arranged for, amount 
to $7,815,000. In addition, it says, it needs $1,185,000 as a 
working balance in New York City, making the requirements 
of its New York office $9,000,000. 

The Southern Pacific application says that as a result of 
recent storms and floods of unprecedented severity in Pacific 
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coast states, it has been confronted with emergency cash re- 
quirements for extraordinary and extensive repairs to and 
replacements of roadbed and structures damaged or destroyed. 
Such emergency work, it says, has already reduced available 
cash at San Francisco below the minimum ordinarily required 
for normal working funds. To reestablish such working funds 
to a reasonable minimum and to meet present and future ex- 
penditures incident to the rehabilitation of the properties, the 
Southern Pacific says it needs $5,000,000 or $14,000,000 in all. 

As security for the loan the Southern Pacific offers its 
promissory note or notes secured by the pledge of $8,900,000 
of El Paso & Southwestern first and refunding mortgage 50- 
year 5 per cent bonds; $2,557,000 of Southern Pacific Co. 
Oregon Lines’ first mortgage 4% per cent bonds, and $6,630,000 
of Southern Pacific Railroad Co. first and refunding mortgage 
4 per cent bonds. 

The Wichita Falls & Southern in Finance No. 11974, asks 
the Commission to approve a loan to it by the RFC of $374,000 
to mature January 1, 1945. The loan is desired to refinance 
the applicant’s indebtedness to the RFC maturing July 1, 1938, 
for $300,000; to pay a note of $50,000 due the First National 
Bank of Dallas, Tex., and a note of $24,000 maturing July 1, 
1938, due the City National Bank of Wichita Falls, Tex. 

The Commission, by division 4, in Finance No. 11934, West- 
ern Pacific trustees’ reconstruction loan, has approved a loan 
of not exceeding $3,600,000, with interest at not to exceed 4 
per cent to the trustees of the Western Pacific by the RFC. 
The loan is desired to carry out a program of rehabilitation. 
The principal items on the program are: Relaying 34.26 miles 
of main track with 100 and 112-pound rail at a cost of $1,896,- 
284; extending shop facilities at Sacramento, Calif., $360,000; 
repairing, renewing, and improving bridges, trestles, culverts, 
water-supply systems, structures, and equipment and miscel- 
laneous requirements, $611,000; reballasting 89.20 miles of 
track with crushed rock and gravel, $411,586; construction of 
living quarters for section forces on North California exten- 
sion, $143,769; and tools and appliances for Sacramento shops, 
$100,000. 

The trueees are to issue their certificates for delivery to 
the RFC as evidence of and as security for the loan. The 
Commission concluded that an immediate advance of $1,000,000 
should be made and that further advances should be made in 
the amount of $1,000,000 each, or in such lesser sum as may 
have been authorized but not advanced, provided that such 
further advances should be made only on the filing by the 
trustees with the RFC and with the Commission of a verified 
statement showing in detail the disposition of previous advances 
and certifying that the additional advances requested were 
necessary for purposes herein authorized. 

In Finance No. 11947, Denver & Rio Grande Western 
trustees’ reconstruction loan, the Commission, by division 4, 
has approved a RFC loan not exceeding $1,800,000: to the 
trustees of that railroad for a period ending not later than 
February 2, 1939. The trustees are to give their certificates 
as security for the loan. The trustees ask that the interest 
rate be not more than four per cent. The proceeds of the loan 
are to be used for purposes as follows: Rail-and track material, 
$1,245,527; roadway machinery and tools, $59,865; shop ma- 
chinery and tools, $263,989; work equipment, $9,383; miscel- 
laneous equipment, $1,036; and improvements to existing equip- 
ment, $312,642, the estimated cost of the projects being 
$92,442 greater than the amount of the loan. 


C. & N. W. REORGANIZATION 


One of the principal reasons for the Chicago & North 
Western’s losses in revenue is the extent of the motor truck 
competition, it is declared in the memorandum prepared by 
examiners in the Commission’s Bureau of Finance No. 10881, 
Chicago & North Western reorganization. (See Traffic World, 
March 12.) 

The memorandum is a summary of the testimony prepared 
by the examiners, in accordance with an announcement made 
at the hearing, it is pointed out in a letter signed by Commis- 
sioner Meyer transmitting the memorandum to the parties, for 
such help as it may be to them. 

A savings bank committee estimated such losses at $15,- 
790,000 in the normal prospective year used in that proceeding 
for comparison purposes, compared with 1929, in respect to 
commodities particularly susceptible to motor truck compe- 
tition. 

The debtor’s president, also according to the memoran- 
dum, estimated a permanent probable loss to motor trucks of 
$15,000,000 to $19,000,000. The debtor’s comptroller estimated 
$18,921,617 as the debtor’s proportion of truck revenue in the 
territory served by the debtor in 1935. 

George W. Hand, for years assistant to the president of 
the Chicago & North Western, a witness in the proceeding, in 
commenting on the savings banks committee’s estimate, ac- 
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cording to the memorandum, stated that the committee’s esti- 
mate was probably more accurate than one of $13,000,000 loss 
from the 1926 revenues he had made some time ago. 

Among the losses listed in support of the savings banks 
committee’s estimate are: Less-than-carload traffic, $6,157,000; 
sand and gravel, $2,933,000; hogs, $1,916,000; manufactures and 
miscellaneous, $1,106,000, and cattle and calves, $1,057,000. 

The figures herein shown are from that part of the memo- 
randum relating to direct and indirect losses of the Chicago & 
North Western due to competition, and rate reductions made 
to meet that competition. Along that line the memorandum 
further says: 


An analysis of exhibits of record discloses that reduction of rates, 
to meet competition from other forms of transportation or otherwise 
has played a large part in reducing the debtor’s ton-mile rate of revenue 
since 1930. For example, reductions were made in rates on California 
citrus fruits, to meet Florida competition and to prevent loss to Panama 
Canal route; certain rates on lumber, to meet Panama Canal competi- 
tion; certain rates on seeds, sugar beets, cattle and calves, sheep and 
goats, hogs, poultry, eggs, butter and cheese, brick and artificial stone, 
paper and products, to meet motor truck competition; certain rates on 
canned food products, to meet motor truck and Panama Canal compe- 
tition; certain rates on automobiles, trucks, and tires to meet truck 
and drive-away competition. In many instances the reductions de- 
creased the revenue per ton-mile 25 per cent or more. 

The record does not contain any computation as to the losses at- 
tributable to these rate reductions, but the savings banks committee's 
estimate hereinbefore described contains an item estimating loss of 
$7,113,000 in revenue for a normal year, as compared with 1929 result- 
ing from changes in average revenue per ton, including reductions 
caused by truck competition and other factors. 

The debtor’s president offered no definite estimate of his own con- 
cerning future earnings, stating that he depended upon his organiza- 
tion to do that. He did make certain statements in regard to the vol- 
ume of traffic. He stated: ‘‘** * * We will get back into a volume of 
business at least commensurate with what it was in 1930 in volume, 
and I believe more.’’ As hereinbefore stated, the 1930 freight volume 
was 48,614,398 tons. He also stated: ‘‘When we get back to a period of 
normal rainfall * * * there is no reason why we should not have the 
volume of traffic that we always had in the twenties, with the excep- 
tion of such as we may have permanently lost to other forms of com- 
petition.’”’ The yearly average volume of freight traffic in the period 
1921-30 was 53,711,170 tons. As previously stated, the debtor’s presi- 
dent also estimated that the debtor had permanently lost to motor 
trucks from $15,000,000 to $19,000,000 a year in revenue. From other 
evidence of record it is believed that this loss in revenue to trucks 
would represent roughly the loss of about 7,000,000 tons of freight a 
year. Deducting this amount from the above average of 53,711,170 leaves 
46,711,170 tons of freight traffic, which is within reasonably close range 
of the 1930 volume and of the volume of traffic predicted in the other 
estimates. 


The Chicago & North Western, according to the memo- 
randum, at the request of parties submitted a traffic study but 
in submitting it the debtor took the position that it was im- 
possible to make a dependable forecast of future traffic by a 
detailed study of traffic handled in the past; “that political 
control over agriculture, regulatory control over rates, legisla- 
tive control over expenses in the nature of additional ‘make 
work’ legislation, etc., combined with demands of labor and 
increased cost of materials and supplies, create some of the 
uncertainties making for unreliability in a study and forecast 
of this character.” 


The conclusions stated in the memorandum pertain almost 
exclusivedy to the financial aspect of the matter. The total 
amount of the debtor’s obligations outstanding in the hands of 
the public as of December 31, 1937, according to the memo- 
randum, was $421,120,895. The capitalizable assets, according 
to the books of the debtor, approximate $597,449,127; the cost 
of reproduction, less depreciation, plus land value and working 
capital, as of December 31, 1935, was $590,514,094. These 
sums, the memorandum says, are respectively $176,328,232 and 
$169,393,199 higher than the total debt as of December 31, 1937. 

“The substantial properties of the debtor, its diversity of 
traffic, its long record of good earnings, and its long range 
possibilities of earnings justify,” says the memorandum, “a 
finding that the present stockholders have an equity in the 
property, which can and shall be recognized in shaping a new 
capital structure for the reorganization of the debtor.” 

Consideration of existing capitalization, investment, etc., 
leads, says the memorandum, to the view that the total capi- 
talization which the Commission should find permissable in 
the reorganization is approximately $468,000,000. It says that 
the fixed-interest securities should be in such amount that the 
yearly interest charges and sinking fund requirements would 
not exceed $3,500,000. The sum of approximately $87,500,000 
produced by capitalizing that $3,500,000 at 4 per cent, the mem- 
orandum says, should represent the maximum principal amount 
of fixed-interest obligations to be issued or assumed. The 
present interest charges on the North Western’s outstanding 
ae according to the memorandum, is approximately 
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The memorandum says a maximum of $1,750,000 a year 
should be accrued as a fund for capital expenditures, with an 
appropriate limitation to be provided in the plan as to the 
total amount of unexpended funds to be accumulated. This 
yearly sum, says the memorandum, should be accrued out of 
available earnings after payment of interest on fixed-interest 
obligations and their sinking fund requirements. 

Securities with fixed maturity, paying interest at 4% per 
cent a year if earned, and cumulative to the extent earned, says 
the memorandum, should be issued in the principal amount not 
exceeding $76,000,000, with provision for a sinking fund of 
approximately $750,000 a year, for the purpose of retiring 
ng we _ fixed interest or the contingent interest obligations, 
or both. 

The remaining equity in the property, says the memoran- 
dum, should be represented by preferred and common stock to 
be issued in approximately equal amounts but having a com- 
bined par value not exceeding $304,500,000. The preferred 
stock, according to the memorandum, should provide dividends 
at the rate of 4% per cent after interest on the fixed and con- 
tingent interest securities and accruals for the capital expendi- 
ture and sinking funds. 

The memorandum says that if the parties desire, the com- 
mon stock may be issued without par provided that for pur- 
poses of exchange for existing claims the no-par stock be 
treated as having a value of $100 a share. Another suggestion 
in the memorandum is that not less than one share of new 
common stock be issued for each five shares of existing pre- 
ferred stock and not less than one share of new common stock 
be issued for each ten shares of existing common stock, in 
recognition of the existing equity of the holders of those classes 
of stock in the property. 

The Commission, by division 4, in a supplemental report 
and order, in Finance No. 10881, Chicago & North Western 
Railway Co. reorganization, has approved the application of 
L. J. Schuster as an additional member of a protective com- 
mittee for shareholders of common stock of the debtor. Prior 
report, 221 I. C. C. 475. 


MEATS, ST. JOSEPH TO THE EAST 


Witnesses for Swift & Company and Armour & Company, 
appearing at the hearing in Docket 27851, Armour & Company 
et al. vs. Akron, Canton & Youngstown et al., at Chicago, 
March 17, alleged that the combination rates assessed on 
straight and mixed carloads of fresh meats, packing house 
products, hides and other commodities, from St. Joseph and 
Kansas City to destinations in New York, Pennsylvania, West 
Virginia, Virginia, Maryland, Delaware, New Jersey and the 
New England states were unlawful under section 6 because they 
exceeded the sum of published arbitraries between St. Joseph 
and Mississippi River crossings and the proportionals beyond. 

The St. Joseph-Mississippi River arbitraries, it was testified, 
were published in August, 1935, on a class basis. Typical for 
the haul was an arbitrary of 15 cents third class, and one of 
8 cents fifth class, which the complaining witnesses said should 
have been applied on fresh meats and packing house products, 
respectively. The result of the application of the combinations, 
it was testified, was typified by assessments of $1.15 on fresh 
meats from St. Joseph to New York City, made up of 28 cents 
to Dubuque and 87 cents beyond. Adding the third class arbi- 
trary to the 87-cent proportional, they said, produced a rate of 
$1.02. They asked the Commission to order the railroads to 
assess rates in the future on the latter basis and to order 
repayment of overcharges on shipments made since August 20, 
1935. The rates from Kansas City, it was asserted, should have 
been made up of a local from that point to St. Joseph, the 
arbitrary to Dubuque and the proportional beyond. Reparation 
of about $30,000 was involved. 

Railroad witnesses said that, as published, the class arbi- 
traries between St. Joseph and the crossings were not applicable 
on the traffic involved. Aside entirely from what they called 
the logical interpretation of the class arbitrary tariff, they said, 
it was apparent that the arbitraries were not meant to be so 
applied, since to do so would result in numerous fourth section 
violations. 


MAINE CENTRAL BONDS 

The Commission, by division 4, in Finance No. 11174, Maine 
Central Railroad Co. bonds, has further modified its orders 
so as to permit the Maine Central to pledge and repledge from 
time to time to and including June 30, 1940, as collateral 
security for not exceeding $1,000,000 of notes which it may 
issue, all or any part of not exceeding $1,000,000 of Maine 
Central Railroad Co. and European & North American Rail- 
way 5 per cent first mortgage gold bonds, dated January 2, 
1933, and payable January 1, 1958, and $1,054,000 of Portland 
& Ogdensburg Railway 4% per cent first mortgage gold bonds, 
dated November 1, 1928, and payable November 1, 1953. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Minnesota.) The state may fix mini- 
mum rates for contract carriers by motor vehicle by virtue 
of state’s power to conserve the highways and make them 
safe for public travel. Laws 1933, c. 170. (Johnston vs. L. B. 
Hartz Stores, 277 N. W. Rep. 414). 

A contract carrier by motor vehicle was entitled to recover 
the difference between rates received pursuant to contract with 
shipper and minimum rates prescribed by the Railroad and 
Warehouse Commission under statute, as against contention of 
ga that parties were in pari delicto. Laws 1933, c. 170.— 
Ibid. 

That contract carrier by motor vehicle, who was seeking 
to recover the difference between rates received pursuant to 
contract between shipper and minimum rates prescribed by 
the Railroad and Warehouse Commission under the statute, 
had not complied with the rules of the commission requiring 
the filing of reports and the use of bills of lading was no 
defense to carrier’s recovery. Laws 1933, c. 170. 

(Court of Appeals of Georgia, Division No. 2.) Whether 
railroad should have sooner exercised right given in bill of 
lading to sell watermelon shipment, for its own protection 
and to reduce amount shipper would have to pay in event that 
consignee did not pay freight charges, held for jury. (Sowega 
Melon Growers’ Assn. vs. Pere Marquette Ry. Co., 194 S. E. 
Rep. 917.) 

As regards right to recover freight charges, a railroad 
was under no obligation to seek further instructions from ship- 
per with regard to watermelon shipment, although consignee 
examined shipment and made no effort to accept it, in absence 
of express refusal of shipment by consignee.—Ibid. 

Evidence sustained finding that damage to watermelon 
shipment was not caused by unreasonable delay of railroad 
in transporting shipment.—Ibid. 

Where petition for freight charges alleged, and answer 
thereto admitted, that plaintiff railway was the delivering car- 
rier, no evidence that plaintiff railway participated in trans- 
portation of shipment in question was required.—lIbid. 

A special ground for new trial that juror made prejudicial 
statement in jury room was properly overruled, where ground 
was supported only by affidavits of jurors, since juror can 
never be heard to impeach his own verdict.—Ibid. 


COAL TO ILLINOIS AND WISCONSIN 


In hearings at Chicago, which lasted practically the entire 
week of March 14, producers and dealers reconsidered the en- 
tire structure of differentials in the rates on bituminous coal 
from mines in Indiana and Illinois to destinations in Illinois 
and Wisconsin. The case under consideration was I. and S. 
4368, coal to Illinois and Wisconsin. Sitting with Examiner 
Disque were W. C. Taylor and F. B. McElroy, of the Illinois 
commission, tariffs naming the intrastate rates in Illinois also 
having been suspended by the Illinois commission. 

According to testimony by railroad witnesses, the sus- 
pended rates, which were characterized by one witness as an 
attempt to “harmonize the rates in the destination territory 
involved with existing rates to the surrounding territory,” 
were an outgrowth of expressions by the Commission in its 
decisions in Docket 23130, intrastate rates on bituminous coal 
to points in Illinois, referred to as the Illinois thirteenth section 
case. In that case, according to the testimony, the Commission 
said, among other things, that what were alleged to be inequali- 
ties in the relative rates to Illinois destinations from Indiana 
mines on the one hand and Illinois mines on the other ought 
not to be removed by lowering the Illinois rates to the depressed 
Indiana level. The tariffs suspended in the proceedings under 
hearing were, it was testified, filed to bring the Indiana rates 
into proper relation with the Illinois rates. In the process, a 
goodly number of Illinois rates were also raised, and some of 
them lowered, the whole, it was testified, being an attempt to 
set up something like a logical rate structure into the consum- 
ing territory. ; 

Typical of the suspended increases from the southern IIli- 
nois producing group were those ranging from 5 to 25 cents a 
ton to such destinations as De Kalb, Forreston, Rockford and 
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Harvard, Ill., and Beloit, Wis., the increases, generally speak- 
ing, being greater to the more distant points. Rate witnesses 
said that, even as increased, the suspended rates were reason- 
ably low. That was true not only judged as mileage rates, when 
viewed as percentages of the Holmes and Hallowell scale, but 
also when judged by the ton-mile and car-mile earnings they 
would yield. Traffic witnesses said they did not think the in- 
crease sufficient to make any difference in the amount of coal 
moved by rail. Where other types of fuel had replaced coal 
in the consuming territory involved, they said, it was either 
because of their superior convenience in use, in which case a 
few cents a ton increase in the transportation cost of coal 
would not have any effect; or because producers of the substi- 
tute fuels had made prices so low to find markets that the 
market was lost anyway. 

While producers were unanimously opposed to the increases 
as such, because, they contended, it would make their markets 
narrower and their selling jobs harder, most of them took the 
opportunity not only to complain about alleged deformities in 
the intricate differential structure that would result from their 
application, but also to point out what they thought was wrong 
with the differential structure as it existed. For the most part, 
representatives of the lower-rated groups thought the rate 
spread between themselves and their competitors located at 
greater distances from the consuming territory ought to be 
increased, while those in the higher-rate groups introduced 
testimony intended to show that the differentials they bore 
were out of proportion to the extra haul their product had to 
take to the markets involved. 

Testimony of coal dealers in the destination territory was 
to the effect that the rates generally were already too high. 
Their view was that, if there was to be a change in the differ- 
entials, it ought to be in a downward direction in the higher 


rates. That, they said, would open more competitive producing 
points to them. 


COPPER RANGE REORGANIZATION 

The Commission, by division 4, in Finance No. 10810, Cop- 
per Range Railroad Co. reorganization, has set a hearing before 
Examiner Homer H. Kirby, in Washington, March 21, in the 
matter of compensation to be paid to George H. Westcott, as 
trustee, and fees and expenses to be allowed to others in that 
reorganization. July 9, 1936, the Commission fixed a maximum 
compensation for Mr. Westcott, at the rate of $4,000 a year. 
In a petition, Mr. Westcott has asked for greater compensation. 

Assigned for hearing with the application of Mr. West- 
cott’s are petitions of H. C. Schulte for fees and expenses as 
attorney for the debtor prior to his appointment as attorney 
for the trustee, May 16, 1936, and for fees and expenses as 
attorney for the trustee commencing May 16, 1936; and similar 
petitions filed by the First National Bank of Boston, Mass., 
successor trustee under the debtor’s mortgage indenture dated 
November 13, 1899, and indentures supplemental thereto; and 
by Burnham, Bingham, Pillsbury, Dana and Gould, attorneys 
for the First National Bank of Boston. 


ILLINOIS CENTRAL ABANDONMENT 


The Commission, by division 4, in Finance No. 11898, 
Illinois Central abandonment and operation, has authorized the 
applicant to abandon operation of its passenger trains over the 
railroad and bridge of the Union Pacific, from a point in 
Council Bluffs, Ia., to the connection with the tracks serving 
the Union Pacific’s union pasSenger station in Omaha, Neb., 
a distance of approximately 3.85 miles. In the same decision, 
the Commission authorized the Illinois Central to operate pas- 
senger trains under trackage rights over the Union Pacific line 
extending from Carter Lake, Ia., to the connection with tracks 
of the Union passenger station in the vicinity of Eighteenth 
Street, Omaha, a distance of approximately 3 miles. The 
Illinois Central estimated that the proposed change in opera- 
tion of its trains would result in a saving to it of $13,570 a 
year. 





MILWAUKEE ABANDONMENT 

Examiner Jerome K. Lyle, in Finance No. 11746, Chicago, 
Milwaukee, St. Paul & Pacific trustees’ abandonment, has 
recommended that the Commission permit the trustees to aban- 
don a branch line extending from Wauzeka to La Farge, Wis., 
approximately 52 miles long. The examiner said the branch 
was paralleled by fairly good highways. The trustees pro- 
posed to substitute a trucking service in lieu of railroad trans- 
portation. That proposal, the examiner said, was actively 
opposed by most of the shippers at the hearing. Those who 
did not oppose it, Examiner Lyle said, indicated that they 
had no interest in the proposal whatever. Several shippers, 
he said, stated that they already were negotiating for trackage 
space at cross-country stations on other railroad lines and 
would do their own trucking from such points. Such testimony 
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obviously precluded a finding, said the examiner, that there 
was a public need for the proposed trucking service. He said 
it was not believed that the Commission would be warranted 
in requiring the applicants to establish truck service as a con- 
dition precedent to abandoning the branch in such circum- 
stances. To insert a condition of that nature, he said, would 
amount to requiring the applicant to spend $34,000 for equip- 
ment to be used in an apparently hopeless undertaking. The 
system loss on the branch in 1936, the examiner estimated at 
$16,236. 


Cc. M. ST. P. & P. REORGANIZATION 

The Commission, by division 4, in Finance No. 10882, Chi- 
cago, Milwaukee, St. Paul & Pacific reorganization, has denied 
the petition of the Guaranty Trust Co. of New York and Mer- 
rel P. Callaway, trustees under the Milwaukee’s 50-year mort- 
gage, securing five per cent gold bonds, due February 1, 1975, 
requesting that the further hearing before the Commission 
assigned on March 21, be adjourned to May 23. 


A. C. & Y. AND N. 0. REORGANIZATION 
The Commission, by division 4, in Finance No. 9923, Akron, 
Canton & Youngstown Railway Co. and Northern Ohio Rail- 
way Co. reorganization, has approved $12,000 a year as rea- 
sonable maximum compensation to be paid to H. B. Stewart, 
Jr., as substitute trustee of the properties. 





D. S. S. & A. REORGANIZATION 
In Finance No. 11484, Duluth, South Shore & Atlantic 
Railway Co. reorganization, the Commission, by division 4, has 
directed its Bureau of Accounts to file a report, which it has 
prepared, in this proceeding, of its investigation of the income 
a of the debtor for the calendar years 1932 to 1936, 
inclusive. 


N. Y. C. CONSTRUCTION 


The Commission, in a ninth supplemental report, in No. 
application of the New York Central and the C. C. C. & St. L. 
for authority to construct and operate a line in Saline and 
Williamson counties, Ill., has dismissed that application on 
request of the applicants. No reason was given in the request 
for withdrawal of the application for that action. 


SIGNAL SYSTEMS 

The Chicago & North Western; Missouri Pacific; Wabash; 
New York, Chicago & St. Louis; Southern; St. Louis-San Fran- 
cisco; and Chicago, Burlington & Quincy have filed applications 
with the Commission for approval of proposed modification 
of signal systems or devices under paragraph (b) section 26 
of the interstate commerce act. Any interested party desiring 
hearing should advise the Commission in writing within 15 
days from March 17. 


FT. D. D. M. & S. REORGANIZATION 

In Finance No. 11971, John L. Hugg, Philadelphia, Pa.; E. 
McLain Watters, Philadelphia, Pa.; Walter E. Kennedy, Balti- 
more, Md.; and Hepburn & Norris, Philadelphia, Pa., have asked 
the Commission for authority to solicit, use, and act under 
authorization to represent the holders of first mortgage 5 per 
cent gold bonds of the Fort Dodge, Des Moines & Southern 
Railroad Co. as provided in section 77, sub-section (p) of the 
bankruptcy act, in connection with the receivership proceedings 
before a state court in Iowa, or in connection with proceed- 
ings, if instituted, under section 77 of the bankruptcy act. 


A. T. & N. REORGANIZATION 


The Commission, by division 4, in Finance No. 10714, 
Alabama, Tennessee & Northern Railroad Corporation reorgani- 
zation, has ratified the appointment of John T. Cochrane, Jr., 
as a substitute trustee and fixed $9,700 a year, from February 
2, 1938, as maximum compensation for him. It also approved 
$416.33 a month as reasonable compensation to be paid to 
the law firm of Armbrecht, Twitty & Jackson, Mobile, Ala., 
counsel for the trustee. 


G. C. & S. F. ABANDONMENT 


Examiner R. Romero, in Finance No. 11794, Gulf, Colorado 
& Santa Fe abandonment, has recommended that that carrier 
be authorized to abandon a branch line in Fannin County, Tex., 
extending from Ladonia to Honey Grove, a distance of 11.70 
miles. The branch was constructed in 1886 to serve an agri- 
cultural district north and northeast of Dallas, Tex. It con- 
nects at Honey Grove with the Texas & Pacific. The salvage 
value of the branch is estimated at $17,746. The examiner said 
the branch had been operated at a substantial loss for the past 
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five years and there was no reasonable prospect of an increase 
in traffic. 


MOUNT CARMEL LEASE 

The Commission, by division 4, in Finance No. 11910, Mount 
Carmel Railroad Co. lease, has approved and authorized a 
lease by the Reading Co. of the railroad properties of the 
Mount Carmel Railroad Co. for a period of 10 years, from 
October 1, 1937. The Reading Co., or its predecessor, the 
Philadelphia & Reading Railway Co., has been leasing the prop- 
erty for the past 30 years, under 10 year lease agreements, 
according to the report. The lease covers the entire railroad 
of the Mount Carmel, extending from a connection with a 
line of the applicant at Mount Carmel Junction to a breaker 
of the Colonial Collieries Co., a distance of approximately 5.86 
miles, said the report. It said that there were 1.29 miles of 
industrial track and 0.26 mile of yard track and sidings, all 
in Northumberland County, Pa. The only difference between 
the terms and conditions of this lease and the lease of Octo- 
ber 1, 1927, said the report, is that the applicant agrees to pay 
to the Mount Carmel 7.5 cents a gross ton, instead of 8 cents, 
on anthracite coal. 


NEW YORK AIR EXPRESS INCREASE 
Air express shipments out of New York City in February, 
1938, numbered 25,205, which was 6 per cent more than those 
shipped from that city in February, 1937, according to an an- 
nouncement by the Railway Express Agency. 


AIR TRANSPORT REGULATION 
The Traffic World Washington Bureau 


Hearings on the Lea aviation bill, H. R. 9738, may be re- 
sumed by the House committee on interstate and foreign com- 
merce in the week beginning March 21, it was said after 
Thomas Beesley, executive director of the National Council of 
Business Mail Users, Inc., and Representative Mead, of New 
York, had appeared in support of air legislation (see Traffic 
World, March 12). 

Senator McCarran, of Nevada, has introduced S. 3659, a 
draft of his bill which is along the lines of the Lea bill. 

J. T. Trippe, president and general manager of the Pan 
American Airways System, in an address March 11 before the 
national aeronautic meeting held under the auspices of the 
Society of Automotive Engineers, made a plea for enactment of 
federal legislation dealing with aviation. He referred to the 
proposed legislation pending in Congress. 

“Our national air transport industry has come of age,” 
said he. “By its record, by its achievement, by its unique 
value to the nation, it deserves consideration. Yet, today in 
America, alone of all nations, air transport is an orphan child. 
We have no permanent air legislation. To date, our government 
has passed it by. 

“While economic regulation for rail and highway trans- 
portation and for our communications industry, both domestic 
and foreign, have all been achieved, there are no federal laws 
that guard against destructive competition by parallel air 
services. Today, the public is not protected from destructive 
rate cutting, on the one hand, nor the charging of exorbitant 
tariffs on the other. Today, the air lines, both domestic and 
foreign, are not regulated. They have no assurance of continu- 
ity of service, such as would be provided through the issuance 
of certificates of public convenience and necessity on the routes 
that have been pioneered. 

“However, I am glad to be able to say that federal economic 
legislation to correct this situation is pending. . . . Our entire 
industry hopes—and expects—action at this session of Congress 
—action that will permit our industry to attract to it the addi- 
tional capital so urgently required, so that it can go forward. 
That decision and the full responsibility now lie with our gov- 
ernment.” 


CHANGES IN DOCKET 


Hearing in MC 4124, assigned for March 15, at Charlotte, N. C., 
was canceled. 

Hearing in MC 4589, assigned for March 15, at Cleveland, O., was 
postponed to a date to be fixed. 

Hearing in fourth section application 17155, assigned for March 
15, at Washington, D. C., before Examiner Cheseldine, was postponed 
to a date to be fixed. 

Hearing in I. & S. M-273, assigned for March 16, at Atlanta, Ga., 
was canceled and reassigned for April 15, at the Henry Grady Hotel, 
Atlanta, Ga., before Examiner Yardley. 

Hearing in MC 2869, Sub. 1, assigned for March 18, at Atlanta, Ga., 
was postponed to April 12, at the Henry Grady Hotel, Atlanta, Ga., 
before Joint Board 101. 

Hearing in Finance 11915, assigned for March 18, at Washington, 
D. C., was postponed and reassigned for March 29, at Washington, D. 
C., before Examiners Boyden and Brinkley. 








March 19, 1938 


RAILROAD INVESTIGATION 


The Traffic World Washington Bureau 


The hope that the government would never subsidize the 
railroads was expressed by Chairman Wheeler, of the Senate 
interstate commerce committee, at the hearing in the investiga- 
tion of railroads, when John W. Stedman, of the Prudential 
Life Insurance Company, suggested that government subsidy for 
railroads might have to come to equalize competition with 
other agencies of transport. 

The senator said a railroad subsidy should come only as a 
last resort, expressing the opinion that if there was one there 
would be more scandal than there was in the shipping industry. 
Mr. Stedman said he disliked subsidies but if the competitors 
of the railroads were to be subsidized then the railroads 
should be. 

Chairman Wheeler expressed disapproval of RFC loans 
to railroads, contending it would be better if the railroads need- 
ing such aid were put through the “wringer.” Mr. Stedman 
said the “wringer” should not be applied only on investors and 
the senator said all would have to make sacrifices. 

The Wabash reorganization plan was under scrutiny at 
the hearings. The modified debtor’s plan in the Missouri Pacific 
reorganization also was discussed. The senator said it seemed 
to him that both the Wabash and Missouri Pacific plans were 
based on some fond hope for better earnings in the indefinite 
future—that they seemed to present a speculative gamble. 

Mr. Stedman said that, at present, even the railroad indus- 
try itself was a speculation—that the future depended on 
whether the railroads were going to have a chance. The sena- 
tor said the railroads ought not to think they were going back 
to the earnings of a decade ago—that such a hope was too 
slender on which to base a reorganization. Mr. Stedman said 
the plans under discussion were not based on such a hope but 
the senator believed reorganization plans were not facing the 
facts. Agreeing that the tax on undistributed profits was unfair 
to the railroads, the senator said he thought perhaps it would 
be repealed. 

At an afternoon session, March 11, at which Senator Tru- 
man presided, there was discussion of the relative merits of 
reorganization procedure under section 77 of the federal bank- 
ruptcy act and under equity. The hearing was adjourned subject 
to the call of the chairman. 


Inquiry into A. A. R. 


Using the Chicago & North Western and the Chicago Great 
Western to direct attention to the question of whether the 
Association of American Railroads should concern itself with 
settling division disputes among carriers, the railroad investi- 
gating subcommittee of the Senate interstate commerce com- 
mittee began March 16 to inquire into the affairs of the railroad 
association. Senator Truman presided. 


In the course of the hearing Fred W. Sargent, president 
of the Chicago & North Western, recommended measures to 
help the railroads, including permanent government financing 
of the railroads and consolidation of all railroads into a few 
transcontinental railroad systems. 


Those present, in addition to Mr. Sargent, included J. J. 
Pelley, president of the Association of American Railroads; 
R. V. Fletcher, vice-president and general counsel of the asso- 
ciation; Patrick H. Joyce, trustee and president of the Chicago 
Great Western; Luther M. Walter, trustee of the C. G. W., 
and Oscar Townsend, vice-president of the C. G. W. 


Lawrence Brown, of the committee staff, developed that a 
part of the business of both the C. & N. W. and the C. G. W. 
was transcontinental freight and that on through freight the 
C. G. W. and the C. & N. W. received 16.5 per cent of the rate 
on transcontinental freight terminating at Chicago and 11 per 
cent plus of the through rate on freight going east of Chi- 
cago. 

The prominent Mississippi Valley or western trunk line 
railroads, with the exception of the Illinois Central and the 
Burlington, it was developed, were in receivership or trustee- 
ship. In this connection it was stated that the Union Pacific 
had 31 per cent of the voting stock of the Illinois Central and 
that the Burlington was owned by the Great Northern and 
Northern Pacific. 

Both Mr. Sargent and Mr. Joyce thought that the per- 
centage of 16.5 per cent was not sufficient, the former point- 
ing out that the C. & N. W. had to absorb out of its share 
enormous terminal charges in Chicago. 

Admitting that the divisions situation was a factor in the 
condition of the W. T. L. lines, Mr. Sargent did not think 
that increased divisions would have saved them from receiver- 
ship, though Mr. Joyce believed that receivership might have 
been avoided if there had been in effect a more favorable ad- 
justment over a period of years. 

It was conceded that the U. P. interest in the I. C. and 
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the interest of the two northern roads in the Burlington had 
something to do with the divisions situation in W. T. L. ter- 
ritory, and also that those roads were better off probably 
because of the interest held in the I. C. and Burlington. 

Mr. Brown asked whether the A. A. R. had anything to 
do with divisions, having referred to the fact that the asso- 
ciation was set up to improve the condition of the railroads. 
Mr. Sargent did not think the association was in a position 
to participate in division cases as that involved controversy 
between or among members. Mr. Brown referred to the pro- 
vision for arbitration between or among association members 
but it was developed his had never been invoked with respect 
to divisions, though Mr. Fletcher thought there was no bar 
to that. Mr. Sargent said in effect bringing up a divisions 
issue to the board of directors of the association would not 
get anywhere because on the board were the heads of the large 
eastern and western roads directly concerned—and he was not 
criticizing them for holding on to their revenues. 

Mr. Joyce said the matter of divisions had been taken up 
with the board of directors but that the “people on the board 
were looking out of the widow and adjourned the meeting in 
our faces when we wanted to take it up.” 

A copy of an address Mr. Joyce made before the Western 
Association of Railway Executives October 1, 1937, in which 
he said in effect that the small road members of the A. A. R. 
“don’t have anything to say,” was put in the record. Mr. 
Joyce commented the little roads had a lot to say but nobody 
paid any attention to them. He referred to one effort of the 
D. T. & I. to bring something up at a meeting and Mr. Pelley 
had left the platform and Mr. Clement had made a motion 
to adjourn. He objected to the rule of the association basing 
the right to vote on mileage. 

“T have felt that the Commission should take up and re- 
view the whole question of divisions,” said Mr. Sargent, re- 
ferring particularly to the W. T. L. lines. 


Sargent’s Proposals 


Mr. Sargent’s proposals for dealing with the railroad prob- 
lem were set forth by him as follows: 


I have been asked to appear here to give my opinion as to the 
measures that should be taken to help the railroads in their present 
critical condition. I believe the following measures should be adopted 
at once: 

1. Congress should invest the Interstate Commerce Commission 
with power, or, if it desired, create a separate board and invest it 
with power to require coordination and pooling where the same will 
produce efficiency and economies and not injure the public service, 
and should also clothe the Commission or such board with power to 
revise working schedules with the brotherhood organizations to the 
end that many of the costly changes made in recent years by decisions 
of the adjustment boards may be corrected. It is estimated that as 
a result of the inability of the railroads to obtain eight hours work 
for eight hours pay, 25 per cent of their wage bill is non-productive. 

2. Congress should prohibit all free transportation, except to 
employes actually on duty or going to or from work. 


3. Congress should make possible the financing of railroads from 
this time forward, both for purposes of reorganization and for present 
and future capital requirements, by an agency of the federal govern- 
ment, such as the Reconstruction Finance Corporation, at rates of in- 
terest no greater than the government itself has to pay, plus a rea- 
sonable charge for administrative purposes. 


4. Congress should by resolution direct the Interstate Commerce 
Commission to reexamine the subject of divisions of through joint 
rates with a view of relief to those regions in greatest financial dis- 
tress. 


5. Congress should repeal the requirements for reductions in rates 
because of land grant provisions. 


6. The motor vehicle act should be amended so as to enable rail- 
roads to engage in the motor vehicle business without the restrictions 
now imposed under the decision of the Commission in the so-called 
Barker Case. 

7. The Interstate Commerce Commission on its own motion should 
reexamine mileage rates paid for use of private cars, which we 
believe would result in a reduction in these rates and material savings 
to the carriers. 

8. It should be provided that hereafter contracts between carriers 
for divisions of through joint rates can only be made after first securing 
the approval of the Commission to the terms of such contracts, and, 
likewise, it should be provided that contracts for the use of special 
equipment, including sleeping cars, parlor cars, etc., should not 
become effective except upon approval of the Commission. 


Long-Range Program 


The foregoing should be made effective as early as possible, but 
this program should be followed by a long-range program which would 
involve the following principles: 

1. A board should be created that would have power to bring 
about the consolidation of all railroads in the country into a few 
transcontinental systems; this in the interest of national defense as 
well as the national public welfare. 

2. A permanent and firm rate-making policy should be established, 
taking as the guiding principle that it is the duty of the government, 
since it has assumed the power to regulate, that it do so in a manner 
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that will enable the railroads to support the required capital structure 
looking to the proper maintenance and operation of the properties. 

3. A permanent labor policy should be declared, in which the 
following principles should be embodied: 

That service for a common carrier is service for the public, and 
that when such service is accepted the right to strike against the 
public welfare is left behind, and in lieu thereof the government 
should create a permanent and impartial board that will have full 
power to fix working rules and conditions and rates of pay, the 
board to be permanent in character, serving during good behavior, with 
the positive duty to keep and make complete records of every case 
coming before it, and rendering opinions with reasons therefor, all 
of which should be made permanent records of the board relating 
to its conclusions in all controversial matters, and in this manner 
to also have a continuity of opinions and decisions. 

4. A permanent policy whereby the government would do the 
financing for the railroads on the ground that they are a permanent 
instrumentality for the preservation of order and peace and the na- 
tional defense, such financing to be done at rates not to exceed the 
cost which the government has to pay for money, plus a reasonable 
rate to cover administrative costs and other incidental expenses and 
losses, this provision not to apply where financing can be accomplished 
by the issuance and sale of stock. 

5. The government should provide for federal incorporation of 
railroads, especially those undergoing reorganization, and should invest 
the Interstate Commerce Commission with the duty of bringing about 
consolidations where two or more companies are being reorganized, 
when such consolidations would improve the value of the securities 
and help establish a sounder capital structure, and at the same time 
render efficient service to the public. 

6. Congress should withdraw from the states the power to fix 
rates affecting carriers engaged in interstate commerce. 


Conclusions 


Having suggested the foregoing as remedial measures, it is never- 
theless necessary to state that all of said measures combined will not 
act promptly enough to tide many of the carriers over the present 
crisis with which they are now confronted. It was established beyond 
peradventure in the advance rate case that it would require a 15 per 
cent increase in freight rates to meet just and only the increased 
costs and expenses imposed upon the carriers during the past year. 
I understand it to be the general public policy of the government to 
frown upon any reduction in wage rates. Since the government is 
against allowing any further increases in freight rates, as evidenced 
by the recent decision of the Commission, and since most of the rail- 
roads have exhausted their reserves and many are without funds to 
meet the increased costs of operation and maintenance during the 
present emergency, which we hope, at least, is temporary, it, therefore, 
seems appropriate at this time that Congress should immediately em- 
power and direct the Reconstruction Finance Corporation to make 
loans to railroads upon their promissory notes and without security, 
at low rates of interest, in those cases and under circumstances where 
it can be shown that such loans are necessary to the proper main- 
tenance of way, structures and equipment, all in the interest of the 
public service, the transportation of the mails, the preservation of 
order and peace, and for the national defense. 


Pelley interrogated 


Mr. Brown asked Mr. Pelley whether it was not one of 
the purposes of the railroads in setting up the Association of 
American Railroads to handle railroad problems within the 
industry. 

“That was the sole purpose,” said Mr. Pelley. 

As he recalled the publicity at the time the association 
was organized, asked Mr. Brown, was it not stated that the 
railroads themselves in the association could do a better job 
with many problems that the industry was dealing with? 

“I do not know it was stated it could do a better job, but 
we could do it perhaps in a better way, generally speaking,” 
said Mr. Pelley. 

The association head agreed that apportionment of rev- 
enues among railroads was an important matter but he said 
the association’s concern “is more with matters that save 
money for the industry.” 

“And this thing you are talking about (divisions), it just 
pene money from one railroad and gives it to another,” said 

e. 

“What are you trying to get at?” asked Mr. Pelley. “If 
I knew what you are trying to get at, perhaps I could be a 
little more helpful.” 

“We are trying to find out if a fair division of freight 
rates would not benefit railroads now in receivership,” said 
Senator Truman, “and if the mileage of some railroads is con- 
sidered.” 

“Have you reached the conclusion there is not a fair divi- 
sion?” asked Mr. Pelley. 

“We are listening to the contentions of these two gentle- 
eel said the senator, referring to Mr. Sargent and Mr. 
oyce. 

“And we are complaining it is not,” interjected Mr. Joyce, 
referring to divisions. 

“And you have the opinion of a couple of railroad men 
who are particularly interested,” said Mr. Pelley. 

“And I am interested because my section has a number of 
railroads in receivership,” commented Senator Truman. 

Mr. Brown said Mr. Joyce and Mr. Sargent said the divi- 
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sions were not fair and that the association did not give them 
a forum to bring a formal complaint. 

Mr. Pelley said he was not expressing an opinion as to 
the fairness of the divisions. He said Mr. Sargent and Mr. 
Joyce might feel from their knowledge of the situation that 
it was rather hopeless to expect action through the associa 
tion as the matter was one that ultimately would require an 
order from the Commission. Mr. Sargent doubted that Mr. 
Pelley was in a position to “help us.” He believed an order 
from the I. C. C. was necessary. 

Mr. Pelley said the association was interested primarily 
in doing something for the railroads as a group and not for 
one railroad against another. 

“Suppose you rearranged these divisions,” said he. “You 
have not helped the railroad industry as a whole at all. You 
have not put any more revenue into the railroads’ treasury.” 

“You do not think it helps the railroad industry that the 
poor roads get more money and the rich roads do not get any 
more than they get now?” asked Mr. Brown. “You do not 
think that helps the railroad industry as a whole?” 

“Oh, yes,” said Mr. Pelley. “But you cannot fix that. 
Some railroads are just so situated so that they are going to 
be rich and others are going to be poor.” 

“You do not think it is a rather striking fact that there 
are only two railroads in western trunk line territory that are 
not bankrupt?” asked Mr. Brown, referring to the larger rail- 
rods in financial difficulties in that territory. 

Mr. Pelley did not think the divisions had brought that 
about and referred to Mr. Sargent’s previous statement about 
that. Mr. Sargent said he wished to supplement his statement 
to say that if some other things were fixed up an increase in 
divisions “would help us out a lot.” 

“Do you think the poverty of a group of railroads—the 
distribution of the total railroad revenue among railroads—is 
a problem of importance to the industry as a whole and to the 
national welfare?” asked Mr. Brown. 

“Yes,” said Mr. Pelley. “We have all sorts of machinery 
and have had ever since the railroads started to adjust these 
matters. That was not one of the primary objects of the Asso- 
ciation of American Railroads.” 

Referring to a memorandum in which Mr. Joyce spoke of 
“steam-rolling” things at A. A. R. meetings, Mr. Pelley said 
he did not understand “this steam-roller talk.” Before he 
adjourned meetings he said he always asked if anyone had any 
business to bring up. Mr. Joyce indicated that there had been 
an improvement with respect to procedure he had in mind 
when he wrote the memorandum. 

Mr. Joyce said many railroads could not pay their bills 
now because of lack of business. Max Lowenthal, committee 
counsel, asked if that was true as to roads such as the Union 
Pacific. If lack of business kept up for a couple of months 
more, said Mr. Joyce, such roads would be pigeon-holing their 
bills, too. 

Pooling, Etc. 


Mr. Walter brought the question of pooling to the atten- 
tion of the committee. He said there was need for a change 
in the law so that the Commission could divide any increase in 
rates without the assent of all carriers involved as was now 
required. He referred to his pooling suggestions in Ex Parte 
123 and submitted his brief on that subject. 

“This sounds like common sense to me,” said Senator 
Truman. 

Mr. Walter agreed and submitted what the Commission 
said about pooling in Ex Parte 123. 

Mr. Walter also criticized the railroad labor adjustment 
board set-up as provided by the railway labor act, citing in- 
stances of what he said were unjust burdens imposed on rail- 
roads as the result of the system. He said provision should be 
made for control over labor expenses and that the same body 
should have control over that as controlled the revenues of 
the carriers. 

Charges paid by railroads for the use of private refrigera- 
tor and tank cars were discussed. The hearing was adjourned 
subject to the call of the chairman. 


PASSENGER FARE CONSIDERATION 


It is understood that the Commission this week began 
giving formal consideration to the passenger fare phase of 
Ex Parte 123, presented by the eastern carriers in the form 
of an application for permission to raise the coach fares from 
two to two and one-half cents a mile and reserved by it for 
disposition after the decision on the freight phase of the case. 

Speculation is to the effect that a decision may be ex- 
pected the latter part of March. Speculation as to what the 
decision may be ranges from a denial of any increase to a 
grant of the increase in full. There is some thought also that 
the decision will show a “splitting of the difference,” that is, 
authorization of 2.25 cents a mile as the basic fare in coaches. 
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The Commission, by sixth section permission No. 167170, 
relating to rail rates, and No. 1040, relating to rail-motor rates, 
has given the carriers relief from the provisions of the statute 
and tariff circular No. 20 so as to enable them to publish in- 
creases permitted by its decision in Ex Parte 123, effective 
March 28. Action was taken by the entire Commission March 
12 on an application by B. T. Jones, their tariff publishing 
agent. 

Increases are to be accomplished by the publication of 
what is known as a master tariff, on 10 days’ notice, but not 
before March 28, and connecting link tariffs, joining the master 
tariff to existing publications. Connecting link tariffs may not 
be made effective before March 28. 

In the case of connecting link tariffs making simple can- 
cellation of obstacles caused by increases under Ex Parte 115, 
such tariffs may be made effective on 5 days’ notice, not, how- 
ever, before March 28. 

In instances, however, where something more than a sim- 
ple cancellation of Ex Parte 115 increase is necessary, the 
connecting link tariff will have to be filed on 10 days’ notice. 
That: longer notice was required by the Commission so as to 
enable those interested to check complex proposals and point 
out infirmities therein, if they think such infirmities exist; or 
where it is believed the connecting link supplement would be 
in violation of the permission granted. 

The carriers, in their sixth section application, filed the 
rule for disposing of fractions that they had put into the 
record of hearings in Ex Parte 123. The master tariff was 
attached to the petition as exhibit “A.” The master tariff is 
a conversion table to be used in ascertaining the rates that are 
to become effective under the permission granted in Ex Parte 
123. A connecting link tariff is attached to the application as 
exhibit “B.” 

Rates that are to be increased 10 per cent are shown in 
table No. 1, and those that are to be increased 5 per cent are 
shown in table No. 2. 

On account of the provision that complex publications de- 
signed to get rid of obstacles existing by reason of increases 
made under ExParte 115 were to be filed on 10 days’ notice, 
it was thought at the time the special permission was issued, 
that some of the connecting link supplements might not be 
filed in time to make the increases effective on March 28. It 
was believed, however, that broadly speaking, the increases 
would become operative March 28. 

The carriers in their petition asked that connecting link 
supplements be permitted to become effective on one day’s 
notice. The carriers asked the privilege of making the con- 
necting link supplements effective on one day’s notice so as to 
have all their publications become effective on the same day. 
They figured that they would be able to prepare even the com- 
plex connecting link tariffs in time to get them to the files of 
the Commission one day before the effective date of the master 
tariff. The petition as filed follows: 


(a) By the publication and filing of a master tariff on ten days’ no- 
tice and connecting link supplements to one or more tariffs on one 
day’s notice substantially as shown in Exhibits ‘‘A’’ and ‘‘B’’ attached 
hereto and made a part hereof. 

(b) By the publication and filing on ten days’ notice of special 
supplements to one or more tariffs, which special supplements shall 
state in specific form or by use of conversion tables part of the in- 
creases provided in exhibit ‘‘A’’ and refer to the master tariff for 
the remainder, cancelling supplements providing for increases under 
i. €. C. Be Parte 15. 

(c) By the publication and filing on one day’s notice of special 
supplements to one or more tariffs, which special supplements shall 
cancel in whole or in part supplements providing for increases under 
I. C. C. Ex Parte 115 and at the same time shall provide for applica- 
tion of master tariff. 

(d) By the publication and filing of supplements or tariffs pub- 
lishing such increases in specific form on ten days’ notice. 

(e) By the publication and filing on ten days’ notice of special sup- 
plements providing for increases pursuant to the Commission’s de- 
cision in Ex Parte 123 by the use of conversion tables. 

(f) By the publication and filing on ten days’ notice of special sup- 
plements providing for increases pursuant to the Commission’s decision 
in Ex Parte 123 by statement that all rates named in tariff, and as 
amended, are increased by a specified amount in cents per ton of 2,000 
pounds or its approximate equivalent per ton of 2,240 pounds. 

(g) By the publication and filing on one day’s notice of supple- 
ments restoring prior exceptions to classification ratings where neces- 
sary to eliminate Ex Parte 115 increases. 

(h) By the publication and filing on one day’s notice of special 
supplements providing for the ascertainment of increased rates, first by 
deducting increases under I. C. C. Ex Parte 115 and then providing 
for application of the master tariff to the resulting rates. 

In providing for increased rates on bananas and coconuts it is pro- 
posed to apply increase applicable to tropical fruits for the reason that 
bananas and coconuts are essentially tropical fruits although not listed 
under the heading ‘‘Fruits, Fresh, Tropical, N. O. S.”" R. A. O. A. 128 
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in the commodity classification 1928 edition used by the petitioners in 
their annual reports to the Commission. 

In providing for increased class or column rates related to first 
class rates by percentage it is proposed to apply in the first instance 
the provisions of the master tariff and later to publish specific rates 
which will reflect the same percentage of the increased first class rates, 
except on commodities listed in Note 2 of the master tariff. 

In view of the fact that all of the increased rates cannot be made 
effective on the contemplated effective date of the master tariff it is de- 
sired the special permission herein requested omit provision that all of 
the increases must be made effective on the same date. 

The permission sought by this application is necessary to enable 
the establishment and application of increased rates and charges pur- 
suant to the Commission’s decision in I. C. C. Ex Parte 123 at the 
earliest possible date. 


The California Redwood Association, an intervener in Ex 
Parte 123, has asked that any order which may be issued in- 
creasing lumber rates in Ex Parte 123 be so framed that 
increases will not become effective on lumber shipments origi- 
nating on the Northwestern Pacific or its feeder connections 
until an existing emergency on that line caused by terrific 
storms, slides and floods in the last two months has been 
relieved for a period of at least thirty days. The association 
said that the major portion of redwood lumber production was 
at mills at Scotia, Eureka and Samoa, Cal., from which rail 
service was via the Northwestern Pacific. The association said 
that the storms and floods had closed that railroad to traffic 
for nearly six weeks with the prospect that the line could not 
be reopened until April 1. Mills at the points mentioned, the 
association said, had orders on file for lumber for shipment 
late in February and early in March of a total exceeding 
3,000,000 board feet. Closing of the road, the association said, 
prevented these shipments. It said that conditions meant that 
the shipments could not move for a period of thirty days after 
the road was reopened. 


Motor Truck Increases 


Arrangements were made this week on petition of the 
American Trucking Associations, Inc., for increasing motor car- 
rier rates on ten days’ notice so far as the master tariff was 
concerned and on five days’ notice so far as connecting link 
supplements were concerned. The permission to make the in- 
creases by simplified tariff publication method is given under 
section 217 of the interstate commerce act. The section 217 
permissions were given on application for the entire motor 
industry filed by the association mentioned. The permissions 
are directed to all tariff publishing agents acting for associa- 
tions or individuals in the motor industry. 

No effective date for the tariffs to be published under the 
section 217 permissions is shown in those permissions. It was 
the expectation of tariff men of the Commission that both the 
railroads and the motor vehicle tariff publishing agents would 
be able to file their master tariffs in time to be effective not 
later than March 28. 

Filing of motor tariffs making increases similar to those 
the railroads were authorized to make was regarded as a sim- 
ple matter for the reason that there were no such outstanding 
orders affecting motor rates as the orders issued by the Com- 
mission with respect to railroad rates in Ex Parte 115. 


The Commission in its report in Ex Parte 123 pointed out 
that while these motor carriers were subject to the provisions 
of part II no legal reason was apparent why they could not 
attempt to increase their charges to the extent they might 
deem necessary by filing new tariff schedules. The Commis- 
sion said they had recently been brought under regulation and 
their rates were not held by any outstanding orders. 


It is pointed out that the tariffs that will be filed by the 
trucks will be subject to suspension while the rail tariffs car- 
rying rates authorized in Ex Parte 123 will not be. However, 
as a general proposition, it is not expected that the Commis- 
sion will suspend the motor tariffs filed to make increases in 
truck rates corresponding to increases made in rail rates under 
Ex Parte 123. 

The two section 217 permissions issued on the application 
of the motor industry are Nos. M-11380 and R-M No. 1041. 
The first mentioned pertains to motor rates exclusively. The 
second pertains to rates in which the motor carrier uses rail- 
road facilities for part of its operation. 

In its application for permission to make increases in rates 
without following the whole routine of tariff publication, the 
American Trucking Associations called attention to the fact 
that it had intervened in Ex Parte 123 to submit evidence to 
the effect that, due to increased operating costs, common car- 
riers of property by motor vehicle needed similar increases in 
their rates to maintain sound economic conditions in the indus- 
try and to maintain substantially the same relative competi- 
tive conditions. 

The petitioner association showed that the motor carrier 
industry was composed of thousands of individual firms and 
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corporations and that it would be impracticable, if not impos- 
sible, for each of the individuals, firms or corporations to file 
with the Commission an application for permission such as 
was here requested for the industry as a whole. The associa- 
tion said there was no practicable way to accomplish the 
increases in rates than by special permission such as the asso- 
ciation was requesting. 

The master tariff to be used by the trucking industry was 
filed with the Commission March 18, effective on 10 days’ notice, 
on March 28, which is also the effective date of railroad tariffs. 
Under the permission granted by the Commission, connecting 
link supplements joining existing tariffs with the master tariff 
and thereby bringing into effect increased rates may be filed 
on 5 days’ notice, effective, however, not before March 28. 


State Commission Recommendations 


Members of the cooperating committee, representing state 
commissions, recommended to the federal commission that in 
Ex Parte 123 it deny increases on products of agriculture, 
including grain and grain products, live stock and meat prod- 
ucts, fruits and vegetables, cotton and tobacco, products of 
mines and products of forests. As to manufactured products 
and miscellaneous commodities, they recommended that the 
proposed increased rates be granted and that the higher rate 
level be tested by experience. 

Views of the members of that committee, composed of 
John J. Murphy, Homer Hoch, John J. D. Preston, H. W. Scott, 
Ray C. Wakefield and Robert E. Webb, were given to the fed- 
eral regulating body on February 10, the day after the con- 
clusion of arguments. The views then expressed are being 
circulated by Clyde S. Bailey, secretary of the National Asso- 
ciation of Railroad and Utilities Commissioners. Recommenda- 
tions made by the state commissions follow: 


(1)—We recommend that the application be denied for increases 
on products of agriculture, including grain and grain products, live 
stock and meat products, fruits and vegetables, cotton and tobacco, 
products of mines, and products of forests. 

(2) As to manufactured products and miscellaneous commodities, 
including L. C. L. shipments, we entertain serious doubt whether the 
carriers’ estimate of additional revenues would be realized. This 
doubt arises from the prospect of diversion of traffic from the rails 
to other transportation agencies. The carriers, however, assert their 
belief that the diversion will be inconsiderable and that the increased 
rates will produce the added revenue. We recommend that the pro- 
posed increases on this class of commodities be granted, and the 
higher rate level be tested by experience. We do not believe, however, 
that a permanently higher level should be established at this time and 
the burden of corrective procedure thereby put on the public for an 
indefinite period. We suggest an expiration date be fixed with a period 
sufficient to give a fair trial and review after the test of experience. 

(3) We recommend that the proposed increase in passenger fares 
in eastern territory be denied. 


(4) We recommend that as far as practicable existing competitive 
relationships within territories and between territories be preserved 
by fixing maximum increases or by other means. 


, (5) We recommend that no fourth section departures be authorized 
in this proceeding, except to protect any that may now be in effect. 


The New Tariffs 


The railroad master tariff, dated to be effective March 28, 
reached the Commission March 16. It would have been in 
ample time had it come two days later, the Commission’s spe- 
= permission authorizing it to go into effect on ten days’ 
notice. 

_ At the time that master tariff came to hand tariff publish- 
ing agents throughout the country had expressed themselves 
to the traffic men of the Association of American Railroads 
and of the Commission as feeling certain that the great bulk 
of the connecting link supplements would reach the files of the 
Commission in time to become effective March 28. Three or 
four days prior thereto they had been decidedly gloomy on 
that point, believing that they would be unable to get a con- 
siderable percentage of the connecting link supplements to the 
Commission in time for them to become operative March 28. 

It was admitted that some of the connecting link supple- 
ments would be knotty problems, a considerable number of 
which might not be solved until weeks after the master tariff 
and most of the connecting link supplements had become opera- 
tive. Many questions had to be decided by Director Hardie 
and the members of the Commission’s staff in the Bureau of 
Traffic before the tariff publishing agents could go ahead with 
the more complex supplements. 

The master tariff is a conversion table showing what a 
$1.10 rate, for illustration, will become when it has been in- 
creased by the percentage allowed in the Commission’s de- 
cision in Ex Parte 123. 

A connecting link supplement refers to a tariff carrying 
rates on commodities which are affected by the decision in 
Ex Parte 123 and has the effect of displacing the old rates 
named in the publication showing commodities and rates in 
effect prior to their displacement by Ex Parte 123 rates. By 
use of the master tariff, the shipper seeking his new rate, finds 


The Traffic World 





Vol. LXI, No. 12 


what he will have to pay on the commodity in which he is 
— by reason of the Commission’s decision in Ex Parte 

By the master tariff and connecting link supplement de- 
vice the railroads are enabled to put into operation the new 
rates without having to incur the enormous cost of republish- 
ing tariffs and supplements carrying commodities the rates on 
which the Commission’s decision in Ex Parte 123 permits the 
railroads to increase. 

All changes in tariff publishing rules necessary to enable 
carriers subject to the Commission’s jurisdiction to put Ex 
Parte 123 rates into effect March 28 were completed March 18. 
The last changes permitted the railroads to change their rule 
for disposition of fractions and the trucking industry to make 
changes in joint motor-water rates, the water carriers involved 
being those not railroad-owned or controlled. 

When the time comes for reissuing tariffs or supplements 
thereto, the master tariff and the connecting link supplement 
will be replaced by tariffs showing the new rates in the regular 
form prescribed by the Commission’s rules. 


Chamber of Commerce Comment 


Commenting on the Commission’s decision in Ex Parte 
123, the Chamber of Commerce of the United States said: 


The rail freight decision, granting the carriers less than half 
the increase asked for, leaves early improvement in the railroad situa- 
tion largely dependent upon increase in traffic volume through recovery 
of general business activities. 

The much-talked-of possibilities of economies through consolida- 
tions, reorganizations and related measures are uncertain in amount 
and will necessarily be slow of realization. 

The fact that the railroads were compelled by circumstances to 
ask and the Commission to grant rate increases at a time when the 
country is suffering from a new depression, again emphasizes the need 
for a long-range policy, as advocated by the chamber, to give the 
railroads ‘‘reasonable average return that will permit in time of 
general business activity reasonable reduction of indebtedness and 
accumulation of adequate reserves.”’ 


Bases of Money Estimates 


The method of compiling the estimated increase of $175,- 
000,000 in Ex Parte 123, made public by President Pelley of 
the Association of American Railroads, was explained as fol- 
lows by Dr. J. H. Parmelee, director of the Bureau of Railway 
Economics: 


1. Eliminate emergency surcharges Ex Parte 115 from revenues for 
year 1936. 

2. Apply the authorized percentage increases to the respective com- 
modities or commodity group. 

3. The flat rate per ton increase authorized on anthracite coal was 
applied to a constructed tonnage, to exclude movement of unprepared 
coal moving to breakers. 

4. The estimated switching and accessorial charges under the 15 
per cent proposal (As shown in Parmelee Exhibit No. 54) was reduced 
by one-third to reflect the 10 per cent increase authorized. 

These steps produced a gross increase of $215,029,000 for the 
United States from which should be deducted the estimated increases 
authorized during 1937 and made a part of the decision in Ex Parte 
123. 

These estimated increases are shown in Parmelee Exhibit No. 140— 
Sheet 7 as follows: 


Ex Parte 115 Increases: 


i NE eich suas beke<ases babe kestecassaree $ 2,500,000 
ee He ED pt kccn cbs bs eeenoneweewss se 47,500,000 
NOC: IR Me oS Se a awe pele bi ie 19,121,000 

RE mela eae ee eee ee ae ES $69,121,000 


Included in this estimate of $69,121,000 were $29,467,000 represent- 
ing estimated increases on the following commodities: 


SS RS ee eer ne eee $26,882,000 
PP Secs SOCceE tL CUE ES SEK CRSASN GA OR SEES & ORR 937,000 
DIRE So pn are Cee Se ieee ee ee 1,648,000 

EEE eo eg eny ce ee eee eee ae ene $29,467,000 


In following steps 1 to 4 no increases were estimated for these 
three commodities, therefore, the only deduction from the estimated 
gross increase of $215,029,000 should be the difference between the figure 
of $69,121,000 and $29,467,000 or $39,654,000, making an estimated net 
increase of $175,375,000 from the Commission’s decision of March 8, 
in Ex Parte 123. 

Dr. Parmelee also prepared the following table showing estimated 
net increased revenue to be derived from 123 when applied to traffic 
handled in 1936: 


ESTIMATED NET INCREASED REVENUE TO BE DERIVED FROM 
EX PARTE 123 WHEN APPLIED TO TRAFFIC HANDLED 
DURING THE CALENDAR YEAR 1936 


Authorized United 

Item Increase States 
III te) oc bere ii ee Oe Sere 5% $ 1,967,000 
TN on. then shakin eta ns haeane keen 10% 1,413,000 
All other products of agriculture ............. 5% 17,110,000 


Total products of agriculture ............. $ 20,490,000 
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Se We, DN 5s, kh avatasiwaesniiecutwen cua 10% 418,000 
All other animals and products ............... 5% 8,173,000 
Total animals and products ............. 8,591,000 
Be ee ee 10c per ton 4,073,000 
All other products of mines] ................. 10% 15,906,000 
Total products of mines ..........cceseeee $ 19,979,000 
Lumber, shingles and lath, etc. .............. 5% 7,712,000 
All other products Of forests ... 00... .ceescsces 10% 3,490,000 
Total products of forests ................ $ 11,202,000 
NN iia aati tatc tng la ann wikia Glew ow carr ates kite erwin se D0 10% 2,260,000 
Cottonseed and vegetable oils ................ 5% 577,000 
Other manufactures and miscellaneous ....... 10% 120,580,000 
Total manufactures and miscellaneous $ 123,417,000 
“TORE ORI GINS ions sb eke cies ee ds che se des $ 183,679,000 
Ba. Ses Ei RN anc ak es BN Kees bas waoevaneows 10% $ 25,635,000 
Geom total all trae oiicccicis ccccccseweses $ 209,314,000 
Switching and accessorial charges ........... 10% 5,715,000 
I ON ais. o's 556d CNS Ge Seen ees KeeNonns $ 215,029,000 
Less Ex Parte 115 increases included above ... 39,654,000 
Net increase from Ex Parte 123 .............. 175,375,000 
Gross freight revenue excluding emergency 
I arin 5 sae RN rei eo aa tee ales $3, 307,786,000 
Per cent estimated increase of gross freight 
NE is cies anica So Ste saeie wen ema sew aes 5.3 


*Based on constructed gross tonnage to exclude tonnage of unpre- 
pared anthracite moving to breakers. 

+Estimate based on revenues of all other products of mines, ex- 
cluding bituminous coal, coke, and iron ore. 


The table also showed the net estimates by districts, the 
totals being as follows: Eastern (including Pocahontas), $74,- 
883,000, or 4.6 per cent; Southern region, $23,887,000, or 5.7 per 
cent; Western district, $76,605,000, or 6.1 per cent; United 
States, $175,375,000, or 5.3 per cent. 


Eastman’s Estimate 


Commissioner Eastman has revised his statement with 
respect to his estimate of $270,000,000 net from the increases 
authorized by the Commission. In the mimeographed report 
of the decision he said that what additional revenue the increases 
approved would produce was problematical “but on the basis 
of the carriers’ estimates they should cover liberally the 
deficiency to be made good ($270,000,000) which I have already 
indicated, leaving out of consideration the wide opportunity 
which is open to go beyond the 10 per cent basis where it can 
be done without exceeding maximum reasonable rates which 
we have heretofore prescribed.” 


In the printed copy of the decision Mr. Eastman revised 
this statement to read: 


What additional revenue the increases approved will produce is 
problematical, hut on the basis of the carriers’ estimates they should 
cover liberally the deficiency to be made good which I have already 
indicated, taking into consideration the increase in passenger fares 
recently made in the south and west (estimated at $15,000,000) and 
also the wide opportunity which is open to go beyond the 10 per cent 
basis where it can be done without exceeding maximum reasonable 
rates which we have heretofore prescribed. 


The effect of the change is to bring within the estimate of 
$270.000,000 the $15,000,000 passenger fare increase referred to 
and increases in revenue which may accrue from increases in 
rates now not up to the maximum prescribed by the Commis- 
sion. 

The commissioner’s estimate, as explained, and the estimate 
made by the Association of American Railroads, are on different 
bases, the association estimate not including the passenger fares 
and what may come from increases in rates not now up to the 
maximum. 

Disposition of Fractions 


The railroads before being able actually to file their mas- 
ter tariff found that they had a rule for the disposition of 
fractions that would not work because the Commission had 
allowed increases of ten per cent in some rates and only five 
per cent in others instead of the fifteen per cent on which they 
had based a fraction rule which had received the approval of 
the Commission. 


The rule that had been approved would not operate on 
low figure rates because the fractions would be so small that 
under the rule they would have to be discarded. Therefore, the 
railroads asked for special permission from the Commission to 
use an amended rule. The rule as originally approved by the 
Commission, for instance, would not operate on a 4-cent rate 
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on grain between Twin Cities and Duluth. The amended rule 
proposed by the railroads follows: 


For rates increased from present rates not over 4.65 cents in 
the 10 per cent table or 4.88 cents in the 5 per cent table, fractions 
of less than one-eighth of a cent will be dropped; fractions of one- 
eighth of a cent or greater but less than three-eighths of a cent will 
be stated as one-quarter of a cent; fractions of three-eighths of a cent 
or greater, but less than five-eighths of a cent will be stated as one- 
half cent; fractions greater than five-eighths of a cent but less than 
seven-eighths of a cent will be stated as three-quarters of a cent; 
fractions of seven-eighths of a cent or greater will be increased to 
the next whole cent. 

For rates increased from present rates higher than 4.65 cents in 
the 10 per cent table or 4.88 cents in the 5 per cent table, but not 
higher than 4.77 cents in the 10 per cent table, and 4.99 cents in the 
5 per cent table, fractions of less than one-eighth of a cent will be 
dropped; fractions of one-eighth of a cent but less than one-quarter 
of a cent will be stated as one-half cent. 

For rates increased from present rates higher than 4.77 cents in 
the 10 per cent table or 4.99 cents in the 5 per cent table, but not 
higher than 9.31 cents in the 10 per cent table, or 9.76 cents in the 
5 per cent table, fractions of less than one-quarter of a cent will be 
dropped; fractions of one-quarter of a cent or greater, but less than 
three-quarters of a cent will be stated as one-half cent; fractions of 
three-quarters of a cent or greater will be increased to the next whole 
cent. 

For rates increased from present rates higher than 9.31 cents 
in the 10 per cent table or 9.76 cents in the 5 per cent table, but 
not higher than 9.54 cents in the 10 per cent table or 9.99 cents in 
the 5 per cent table, fractions of less than one-quarter of a cent will 
be dropped; fractions of one-quarter of a cent but less than one-half 
cent will be stated as a whole cent. 

For rates increased from present rates higher than 9.54 cents in 
the 10 per cent table, or 9.99 cents in the 5 per cent table, fractions 
of less than one-half cent will be dropped; fractions of one-half 
cent or greater will be increased to the next whole cent. 


Water Rate Increases 


The Maritime Commission, in special permission No. 950, 
has authorized Atlantic coastwise water carriers to publish a 
master tariff and special supplements containing the rates and 
changes corresponding or related to those published by the 
carriers subject to the jurisdiction of the Interstate Commerce 
Commission under the decision in Ex Parte 123. The publica- 
tion is to be on not less than ten days’ notice. 

Intercoastal water carriers, according to information given 
Maritime Commission officials, think it will be necessary for 
them to make a study of the intercoastal rate situation with 
relation to the rail rate situation and with respect to what 
intercoastal water traffic should pay, before reaching final 
conclusions as to rate changes to be made as the result of the 
decision in Ex Parte 123. 


In the meantime, it is understood, the intercoastal lines 
may put into effect changes in rates by a short cut method. 
They intend to make increases effective, but are now somewhat 
in the dark as to procedure it is stated. 


The Maritime Commission has jurisdiction over the port- 
to-port rates of common carriers on the Great Lakes but had 
not heard from them as to plans to increase these rates, offi- 
= said. Likewise, Pacific coastwise lines had not been heard 
rom. 


RAILROAD EARNINGS 


Preliminary report from 91 Class I railroads, representing 
83.4 per cent of total operating revenues, made public by the 
Association of American Railroads, showed that those railroads, 
in February, had estimated operating revenues amounting to 
$205,973,953 compared with $268,408,458 in the same month of 
1937 and $351,111,482 in the same month of 1930. Operating 
revenues of those roads in February were 23.3 per cent below 
— for February, 1937, and 41.3 per cent below February, 

Freight revenues of the 91 Class I railroads in February 
amounted to $162.176.317 compared with $220,546,305 in Febru- 
ary, 1937, and $271.471,095 in February, 1930. Freight revenues 
in February were 26.5 per cent below the same month of 1937, 
and 40.3 per cent below the same month in 1930. 

Passenger revenues in February, according to these pre- 
liminary reports from 91 Class I railroads, totaled $25,550.754 
compared with $26.851.442 in February, 1937, and $50,124,384 
in February, 1930. For the month of February, 1938, they were 
4.8 er cent below the same month in 1937, and 49.0 per cent 
below the same month in 1930, continued the association, 
adding: 

Eastern District 


Thirty-six Class I railroads, representing 91.2 per cent of total 
operating revenues in the Eastern District, in February, 1938, had 
estimated operating revenues of $108,746,573 compared with $150,433,900 
in February, 1937, and $195,626,336 in February, 1930. Operating rev- 
enues of the 36 Class I railroads in the Eastern District in February, 
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1938, were 27.7 per cent below the same month of 1937, and 44.4 per 
cent below February, 1930. 

Freight revenues of those railroads in February, 1938, amounted 
to $83,998,665 compared with $122,789,638 in February, 1937, and $149,- 
597,137 in February, 1930. Freight revenues of those railroads in 
February, 1938, were 31.6 per cent below the same month in 1937, 
and 43.9 per cent below the same period in 1930. 


Passenger revenues of those roads in February, 1938, totaled $15,- 
595,330 compared with $16,343,227 in February, 1937, and $29,911,306 
in February, 1930. Passenger revenues in February, 1938, showed a 
decrease of 4.6 per cent compared with February, 1937, and a de- 
crease of 47.9 per cent compared with February, 1930. 


Southern District 


Seventeen Class I railroads, representing 62.8 per cent of total 
operating revenues in the Southern District, had estimated operating 
revenues in February, 1938, of $22,804,020 compared with $27,077,664 
in February, 1937, and $34,592,714 in February, 1930. Operating rev- 
enues of the 17 Class I railroads in the Southern District in February, 
1938, were 15.8 per cent below those for the same month in 1937, and 
34.1 per cent below February, 1930. 


Freight revenues of those railroads in February, 1938, amounted 
to $18,331,776 compared with $22,232,952 in February, 1937, and $26,- 
740,961 in February, 1930. Freight revenues of those railroads in 
February, 1938, were 17.5 per cent below the same month in 1937, 
and 31.4 per cent below the same month in 1930. 

Passenger revenues of those roads in February, 1938, totaled $2,- 
556,134 compared with $2,749,767 in February, 1937, and $5,145,507 in 
February, 1930, being 70 per cent below February, 1937, and 50.3 per 
cent below February, 1930. 


Western District 


Thirty-eight Class I railroads, representing 79.8 per cent of total 
operating revenue in the Western District, had estimated operating 
revenues in February, 1938, of $74,423,360 compared with $90,896,894 
in February, 1937, and $120,892,432 in February, 1930. Operating rev- 
enues of the 38 Class I railroads in the Western District in February, 
1938, were a decrease of 18.1 per cent compared with the same month 
of 1937, and a reduction of 38.4 per cent compared with February, 
1930. 

Freight revenues of those railroads in February, 1938, amounted 
to $59,815,876 compared with $75,523,715 in February, 1937, and $95,- 
132,997 in February, 1930. Freight revenues of those railroads in 
February, 1938, were 20.8 per cent below the same month in 1937, and 
37.1 per cent below the same month in 1930. . — 

nger revenues of those roads in February, , tota 
euuesee menntell with $7,758,448 in February, 1937, and ong 
in February, 1930. Passenger revenues in February, 1938, eget ~ 
per cent below those for February, 1937, and 50.9 per cent below Fe 
ruary, 1930. 


The Commission’s monthly compilation of operating rev- 
enues and operating expenses of Class I railroads for January, 
1938, in comparison with January, 1937, foliows: 


1938 1937 
Miles of road operated at close of month. 235,422 236,276 
Sev relight ee eee re $ 218,404,321 $ 268,692,239 
PROT inn svinaew ence cnseioneyeens 37,474,067 37,441,227 
PO Or ate ee ee ea 7,867,400 7,939,071 
PERSIE ono sno svn.s en ven nweawsesecsases 2,421,828 3,136,475 
All other operating revenues........-- 13,091,097 14,498,482 
Railway operating revenues....... $ 279,258,713 $ 331,707,494 
Expenses: 
Maintenance of way and structures... 30,610,239 33,103,794 
Maintenance of equipment............. 58,305,398 67,808,476 
EE ee cee eke kh baa ee ben awe 8,692,732 8,551,325 
Transportation—Rail line.............. 120,116,478 126,783,976 
Transporation—Water line............. 415,017 492,719 
Miscellaneous operations ............. 3,501,926 3,480,272 
EE Perey nee eee eee 11,223,118 13,617,314 
Transportation for investment—Cr.... 154,618 169,135 
Railway operating expenses....... $ 232,710,290 $ 253,668,741 
Net revenue from railway operations...... 46,548,423 78,038,753 
ee ge er ee 28,813,189 28,057,364 
Railway operating income......... $ 17,735,234 $ 49,981,389 
Equipment rents—Dr. balance ...........-. 7,841,648 7,869,912 
Joint facility rent—Dr. balance........... 2,973,698 3,244,639 
Net railway operating income.....$ 6,919,888 $ 38,866,838 
Ratio of expenses to revenue (per cent)... 83.3 76.5 
Depreciation included in operating expenses 16,752,686 16,184,602 
Pe RE: incncsucsy nds$s ¥5055ba6se8 8,301,370 7,282,780 
NE kt ncecnebbeisssasaieeeeues 20,511,819 20,774,584 


A. A. R. CONSOLIDATION 


Consolidation under one head of the Cleveland (Ohio) Ore 
and Coal Exchange, the open top car section of the car service 
division, and the office of district manager of the car service 
division for the lower Great Lakes has been announced by the 
Association of American Railroads. W. J. McGarry, of Wash- 
ington, D. C., who for 19 years has been manager of the open 
top car section, has been appointed manager of the consolidated 
organization, with headquarters at 1101 Terminal Tower Build- 
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ing, at Cleveland. At the same time he will continue as the 
point of contact between the Allegheny, Great Lakes and Ohio 
Valley Shippers’ Regional Advisory Boards and the car service 
division. 

The Cleveland Ore and Coal Exchange was established 
about 20 years ago by the railroads transporting coal to lower 
lake ports, for the purpose of cooperating with coal producers 
and trans-lake shippers, ship operators on the Great Lakes and 
the steel industry in facilitating the prompt movement of coal 
to upper lake ports and the return movement of iron ore. 

The consolidation of these activities so far as the Cleveland 
Ore and Coal Exchange and the open top car section are con- 
cerned becomes effective on March 15. Effective on April 1 
the office of the district manager of the car service division at 
Detroit will be transferred to Cleveland, where it will be under 
Mr. McGarry’s direction. As a result of this consolidation, 
matters relating to mine ratings, supply and distribution of 
open top equipment will be handled by Mr. McGarry. 


DONNELLY FAVORS CONSOLIDATIONS 


The plight of the railroads is getting so desperate that 
even the friends of the railroads and those normally opposed 
to government ownership are suggesting “that the government 
might as well make a virtue of a necessity and take charge of 
the situation,” said Charles Donnelly, president, Northern Pa- 
cific, in an address before the American Railway Engineering 
Association at the Palmer House, Chicago, March 16. Few, 
however, favored government ownership as a matter of choice, 
he said, believing that, if it came, it would be as a matter of 
necessity. The real question, he added, was “whether or not 
there is any way of avoiding it.” 

While an increase in the railroad traffic volume to the 
level of a decade ago would probably make government owner- 
ship unnecessary, he said, even though present rates were below 
the level of ten years ago and expenses and taxes higher than 
they — then, there really was no prospect of such a traffic 
revival. 

“Conditions being what they are,” he said, “I see no pros- 
pect of improving them under private management, except by 
consolidations of the country’s 240,000 miles of railroad, and a 
reduction in the total number of companies operating them, to 
not more than 18 or 20. This was the course taken in England 
in 1921, and the job was completed in 1923. They now have 
four systems, where before they had 120 companies operating 
the 22,000 miles of British railways. This result was accom- 
plished in England by legislation making consolidation com- 
pulsory, and we must enact similar legislation before it can be 
accomplished here.” 

He said those who compared the present railroad plight 
with the depression through which they went in the period 
between 1893 and 1896, and from which they emerged success- 
fully, did not consider the fact that, at that time, they had a 
virtual monopoly of transportation. That was no longer true, 
he added. Today railroads were “meeting with active and 
aggressive competition in every department of service rendered 
by them and the inroads of their competition are increasing 
from year to year.” 

While the granting of the full increase asked for by the 
railroads in Ex Parte 123 would not have solved the railroad 
problem without a “very considerable increase in the volume of 
traffic moving,” he said, railroad men had at least hoped for 
such an increase to cover increases in operating expenses and 
taxes. The action of the Commission, in its decision on that 
application, he said, was “keenly disappointing.” 

The association, in its three-day annual session, considered 
a large number of technical papers bearing on many phases of 
railroad engineering. The association functions in a dual capac- 
ity, both as an independent organization and as the construction 
and maintenance section of the engineering division of the Asso- 
ciation of American Railroads. 


Officers Elected 


The officers of the association are also the general officers 
of the section. Those elected at the closing session of the 
meeting, March 17, were: 


President, F. E. Morrow, chief engineer, Chicago & Western Indiana, 
Chicago; first vice-president, E. M. Hastings, chief engineer, Richmond, 
Fredericksburg & Potomac, Richmond, Va.; second vice-president, 
George S. Fanning, chief engineer, Erie Railroad, Cleveland, O.; treas- 
urer, A. F. Blaess, chief engineer, Illinois Central, Chicago; members 
of the board of directors, C. J. Geyer, engineer, maintenance of Way, 
Chesapeake & Ohio, Richmond, Va.; F. R. Layng, chief engineer, 
Bessemer & Lake Erie, Greenville, Pa.; J. G. Brennan, engineer of 
grade crossings, Association of American Railroads, Washington, D. C. 


_The board of directors selected W. S. Lacher, formerly 
engineering editor, Railway Age, to be its secretary. 





THROUGH ROUTES BILL 

Hearing on S. 1261, the through routes bill, originally 
scheduled for March 22, has now been set for April 5 by the 
House committee on interstate and foreign commerce. 





March 19, 1938 


FOURTH SECTION AMENDMENT 


The Traffic World Washington Bureau 


When Johnston B. Campbell, representing the Intermediate 
Rate Association, acting as spokesmen for opponents of the Pet- 
tengill long-and-short-haul bill, asked for 120 hours for the 
presentation of testimony before the Senate interstate com- 
merce committee, March 11, Senator Johnson, of Colorado, said 
that looked “like a filibuster” to him in view of the fact that 
it was proposed to adjourn Congress in about 60 days. 

Mr. Campbell insisted there was no purpose to filibuster. 
The time asked, he asserted, was needed to enable all those 
who wished to appear to be heard. The proponents took about 
20 hours and it was suggested that the opponents present their 
testimony in about as many hours. 

Senator Minton, who had been presiding at the hearings, 
said he was not going to “sit here for 120 hours,” if the com- 
mittee was “silly enough” to grant that much time. If the 
proponents took 120 hours, said he, 80 hours would be taken 
up by repetition of testimony. 

Mr. Campbell said there were 100 witnesses who wished 
to be heard. He said he understood the Commission and the 
Maritime Commission had been invited to appear and that Mr. 
Eastman was to testify March 16. He thought the committee 
should adjourn until that day and permit the commissioner to 
be the first witness. Senator Schwartz, of Wyoming, presiding, 
however, saw no reason why the hearings should not be re- 
sumed March 14 and that date was fixed for resumption. The 
question of time to be taken by the opponents, it was indicated, 
probably would be taken up later in an executive session of 
the committee. 

Mr. Johnston outlined the opposition forces as including 
the Commission, the Maritime Commission, the intermountain 
group, the various coast groups and the Mississippi River group, 
various state commissioners, the water carriers in the coast- 
wise, intercoastal, Great Lakes and river trades, and the truck- 
ing industry. 

There were suggestions that the committee might hold 
night sessions to get through. 

W. D. Johnson, vice-president of the Order of Railway 
Conductors, read a statement of George M. Harrison, chairman 
of the Railway Labor Executives’ Association, in support of 
the bill. Organizations representing marine labor are included 
in the association but it is expected some marine labor leaders 
will appear in opposition. 


Hochstedler 


C. E. Hochstedler, traffic director of the Chicago Associa- 
tion of Commerce, the last shipper witness for the bill, dis- 
cussed the long-and-short-haul problem informally with the 
members of the committee present. Senators present were Min- 
ton, Schwartz, Shipstead, Johnson, Lonergan, and Davis. Asked 
by Senator Schwartz as to publicity given fourth section ap- 
plications of the railroads, Mr. Hochstedler said they were nub- 
lished by The Traffic World, which he said was the “leading 
traffic paper in the country.” 


Action of the Alaska Railroad in charging less for a longer 
than a shorter haul to meet water competition was brought to 
the attention of the committee by Mr. Hochstedler. He re- 
ferred to this situation to show the committee what the gov- 
ernment did with respect to the long-and-short-haul question 
when it was called on to assume responsibility for the operation 
of a railroad. The Alaska Railroad is operated under the super- 
vision of the Department of the Interior. 


Question was raised as to the jurisdiction of the Commis- 
sion over the Alaska Railroad. Mr. Hochstedler said while 
Alaska Railroad tariffs were filed with the Commission he was 
not clear as to whether the Commission had any regulatory 
control over the rates. It was said at the Commission in this 
connection that the Alaska Railroad had never filed a fourth 
section application with the Commission. It was said that tariffs 
of the road had simply been filed with the Commission. 


Mr. Hochstedler told the committee that members of the 
Chicago Association of Commerce used all forms of transporta- 
tion but favored repeal of the long-and-short-haul clause in 
order to obtain the greatest possible service from each agency 
within its proper sphere of operation. If the bill became law, 
said he, shippers and transportation agencies other than the 
railroads would have ample protection under the interstate 
commerce act against the charging of unfair or discriminatory 
rates by the railroads. He expressed the hope that the op- 
ponents of the bill would confine their testimony within reason- 
abie limits. 

Miss. Valley Association 


“T and the committee don’t want to be put in the posi- 
tion of filibustering on this bill,’’ said Chairman Wheeler at 
the hearing March 14 when the first opposition witness to the 
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Pettengill bill—C. E. Childe, speaking for the Mississippi Val- 
ley Association—was heard. 

The chairman had stated that the committee wished to 
afford opportunity for everyone who wished to be heard to 
testify and that the effort would be made to work the matter 
out. Night sessions might be held, said he. 

Mr. Campbell said the opposition had cut the number of 
witnesses from 105 to 70 and that it might be able to cut “a 
little more.” He wished it understood, said he, that the oppo- 
sition was cooperating to reduce the length of the hearings 
as much as possible. 

Senator Pope, of Idaho, said a delegation from his state 
wanted ten hours. At the rate of two hours a day, that woul¢e 
be five days and that was “just impossible,” said the chairman 
He said three hours was the limit. 

“We can’t give any state ten hours,” said he. 

Request for time for constituents had come to him, said 
the chairman, from .Senators Capper of Kansas, Frazier of 
North Dakota, Ashurst of Arizona, Schwartz of Wyoming, Cope- 
land of New York, Overton of Louisiana, Herring of Iowa, 
Smathers of New Jersey and Lundeen of Minnesota, and Rep- 
resentative Pierce of Oregon. 


Agreeing, as he put it, that the railroads needed more rev- 
enue and tonnage and that the principal purpose of repeal of 
the long-and-short-haul clause was to enable the rail lines to 
meet rates of water carriers, Mr. Childe said he did not agree 
that repeal would benefit the railroads, or increase their ton- 
nage, revenue or employment, in any permanent or substantial 
degree. 

Mr. Childe said the competitive water transportation the 
railroads sought to share was made up of less than two mil- 
lion tons carried by the government barge line, less than half 
a million tons carried by other commen carriers on the Missis- 
sippi system, and that if the tonnage of private carriers on 
these waterways, minus short-haul sand and gravel and logs, 
were included, the total competitive commerce amounted to 
less than five million tons a year on the Mississippi system. 
He estimated the competitive intercoastal water traffic at from 
five to seven million tons. The bulk cargo traffic on the Great 
Lakes he did not consider as competitive traffic and said the 
total competitive water traffic was not much over ten million 
tons a year. With the railroads hauling around a billion tons 
a year, said he, the water competitive traffic represented one 
per cent of the total rail tonnage. That’s what they would 
get if they took all the water competitive tonnage, said he. 

Further, said he, if the railroads obtained this tonnage 
without reducing rates to the competitive points—which he 
said they could not do—they would obtain additional revenue 
of about $30,000,000 a year, about one-tenth of one per cent 
of the claimed value of the railroads’ property. They would 
not get that revenue, however, said he, because they would 
have to reduce their rates to the water points. He said they 
would get the rates down to or below out-of-pocket cost. That 
was the true picture of the water competitive situation, said he. 

When Senator Truman remarked that rates to interior 
points would have to be raised, Mr. Childe said “if the interior 
traffic could stand it,” adding it could not. He agreed with 
Senator Schwartz that lowering rates to the water points would 
draw industry to the coasts. 

As to water and truck carriers not being subjected to a 
long-and-short-haul clause, Mr. Childe said it would make no 
difference if they were. He said the boat lines did not have 
intermediate points, and trucks went everywhere. 

Asked by Senator Schwartz whether the situation would 
be improved if all carriers were regulated by one agency, Mr. 
Childe said it would not. 


He also was not convinced that the railroads would do 
any better, if they had the power to reduce rates to water 
competitive points without the restrictions imposed by the 
fourth section, than they had in the old days of reduced rates 
to the water points. Passage of the Pettengill bill would add 
to the advantage the coastal regions had over the interior, 
said he. 


Senator Minton and the witness engaged in a discussion 
on the point that if the bill were passed, the only difference 
would be that there would be a change in procedure. If that 
were true, said Mr. Childe, the opposition would not be before 
the committee. His point was that if the fourth section were 
repealed the Commission would not have the same policing 
power it now had. What the railroads wanted was more lee- 
way in making the rates to the competitive points and he 
said if the bill were passed, the Commission would regard that 
as a mandate to give the railroads more leeway and let them 
cut rates to a greater degree than it does now. 


The large tariff with many pages of routing instructions 
submitted by Joseph G. Kerr and Senator Minton’s comment 
that that almost “sold” him on the bill, were referred to by 
Mr. Childe. He contended that the Commission would have 
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to apply the same conditions if the long-and-short-haul clause 
were repealed. 

On the point that the Commission had not granted sub- 
stantial relief to the railroads to meet the competition of other 
carriers, he said the truth was that it was granting relief so 
freely that now there was greater discrimination than the in- 
terior had had to contend with in the past. 

The purpose of the interstate commerce act was to get 
away from discrimination as much as possible, said he. He 
said there should be equality of transportation opportunity 
throughout the country. He said his association was working 
for development of all forms of transportation under a read- 
justment of rates that each would obtain the traffic it normally 
sought. The remedy for the interior not served directly by 
water was joint water-and-rail rates, said he. 

Mr. Childe said repeal of the long-and-short-haul clause 
would be followed by a rate war among the various forms of 
transportation. He told the committee the issue before it for 
decision was that of the economic handicap of the interior, 
whether the resources of the interior were to be permitted to 
develop, and that the railroads would be better off if they tried 
to work out a rate adjustment in aid of the development of 
the interior rather than wasting their energies going thousands 
of miles to the coasts “where it is impossible for them to 
compete with the low water rates.” 


W. H. Chandler 


W. H. Chandler, manager of the traffic bureau of the Mer- 
chants’ Association of New York, appearing for that organiza- 
tion and also the Shippers’ Conference of Greater New York 
and the New England Traffic League, opposed the bill. 

In a discussion of the position taken by the National Indus- 
trial Traffic League in support of the Bill Mr. Chandler told 
the committee the League for years had stood four-square 
against depriving the Commission of jurisdiction when the car- 
riers wished to violate the fourth section. He quoted from 
statements made by J. P. Haynes on behalf of the League in 
1925, 1926 and 1930 in support of that assertion. Mr. Hoch- 
stedler interjected with the observation that Mr. Haynes’ state- 
ments related to efforts to make the fourth section more rigid 
and that it was unfair to the committee to apply the statements 
to the pending bill. Mr. Campbell, also “intervening,” asserted 
he challenged the statement that the Pittman fourth section 
bill was an absolute fourth section bill. Mr. Hochstedler said 
the original Gooding bill was an absolute bill. Mr. Chandler 
said his purpose was to show that the position of the League 
was that the Commission should deal with the situation. 


-At no time, said he, had a majority of the members of the 
League voted to support the Pettengill bill. At one of the 
largest attended meetings of the League, held in Chicago in 
November, 1937, said he, only 159 members voted on the ques- 
tion of whether the bill should be supported or if the League 
should reaffirm its original policy with respect to this part of 
the interstate commerce act. That number, said he, repre- 
sented only 26% per cent of the League membership and only 
a9 17.8 per cent of the membership, voted to support 
the bill. 

Senator Minton thought this discussion of the internal 
affairs of the League was going far astray and Senator 
Schwartz said “we'll admit that the vote was not unanimous.” 

Senator Minton asked why should not an Indianapolis 
manufacturer have a freight rate to the Pacific coast that would 
enable him to meet the competition there of an Atlantic coast 
er Was anybody hurt by such an arrangement, he 
asked. 

Mr. Chandler said the man who had the geographical 
advantage on the Atlantic coast was hurt. He did not think 
Congress should deprive a manufacturer of his geographical 
advantage because somebody else wanted to compete with him. 
If the Indianapolis man was to have the right to compete at 
Pacific coast points, then he believed the Atlantic coast man 
should have a right to compete at points where the Indianapo- 
lis man now had an advantage. He made the point that this 
was business competition and not transportation competition. 

Mr. Chandler said he was willing that the railroads be 
permitted to meet water competition where it existed but he 
insisted such competition did not exist at Indianapolis. 


Senator Bone brought up a discussion of the basing point 
system under which commodities such as steel and cement 
were delivered at the same price regardless of the transporta- 
tion involved. It seemed to him that Mr. Chandler, repre- 
senting business interests, was urging a different system when 
it came to freight rates in opposing what was proposed under 
the Pettengill bill. Business men told Congress the basing 
point system was grounded on sound economics—that it was a 
good thing to have the same price everywhere regardless of 
the transportation, said the senator. He saw conflict between 
that theory of doing business and Mr. Chandler’s objecting to 
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the Indianapolis man competing with the Trenton, N. J., man 
in Pacific coast markets. 

Mr. Chandler siid the railroads wanted to give interior 
towns such as Indianapolis the benefit of water competition 
where it did not exist. If Indianapolis was to have the benefit 
of such competition he believed that the Atlantic coast man 
should be allowed to compete at points where Indianapolis 
had an advantage. He said the Commission had said it had 
no authority to overcome geographical disadvantage. What 
was proposed was to take away the natural advantage of the 
Atlantic coast business men and give it to the man in Indiana, 
said he. There was one sound basis for meeting transportation 
competition, said he, and that was to meet the competition 
where it existed. 

As the discussion proceeded, Senator Dieterich, of Illinois, 
said it was getting so complicated he couldn’t understand it. 
Senator Bone wanted some actual rates showing water rates 
from New York to Seattle and rail or motor rates from Seattle 
to intermountain points and rates by rail to the intermountain 
points from the east so he could, as he indicated, have a basis 
for reaching a conclusion as to what was involved. 

Incidentally, Mr. Chandler said the Commission was doing 
everything it could through its field forces to bring up motor 
rates to the rail rates. 

When regulation of water rates was suggested, Mr. Chan- 
dler said the Maritime Commission regulated those and added 
that the House committee on merchant marine and fisheries 
had reported a bill giving the Maritime Commission power to 
prescribe maximum and minimum water rates in the coastwise 
~¥ a trades. He said his organization was in favor 
of that. 

Mr. Chandler said he had no doubt that the railroads, if 
they could, would kill off water transportation. 

Senator Bone said it was difficult to know what to believe 
with the railroads saying they did not intend to kill water 
transportation and the other side saying they would if they 
had a chance to do so. Referring to subsidy, the senator said 
the intercoastal lines could not expect to get a subsidy and also 
higher rates. He asked what steamship man had asked Mr. 
Chandler to appear against the bill. The latter said he had 
not talked to any steamship man about coming before the com- 
mittee and explained he had been fighting such proposals as 
that embodied in the bill for years. The Merchants’ Associa- 
tion of New York was not the tail of any dog, said he. 


Senator Bone said the witness was voicing the viewpoint 
of one group and that he was not challenging his good faith. 


As to railroad labor supporting the bill, Mr. Chandler 
said not one per cent of the employes had any conception of 
what the fourth section meant—they had been guided by the 
propaganda of their superiors. Passage of the bill, contended 
he, would cost the jobs of many marine employes. 


Elmer W. Cart and J. C. Winter, for the North Dakota 
Railroad Commission, appeared in opposition to the bill at the 
hearing March 6, on the ground that its enactment would be 
harmful to the interests of North Dakota. One of their con- 
tentions was that interior points such as those in their state 
would have to bear higher rates if the bill became law. 

In the course of the hearing, Senator Bone, presiding, re- 
ferring to testimony as to the small volume of tonnage, as 
compared with rail tonnage, moving via the Panama Canal, 
said in effect if there was such a small amount of business 
at stake he could not understand why the railroads were mak- 
ing such a fight to get part of it. 

Chairman Copeland, of the Senate commerce committee, 
attacked the Pettengill bill in an address before the Foreign 
Commerce Club in New York March 15. He spoke from the 
viewpoint of the water lines, contending water commerce might 
be ruined if the bill passed. Chairman Bland, of the House 
committee on merchant marine and fisheries, opposed the bill 
when it was in the House. 


The Atlantic Coastwise Steamship Association in a letter 
to Chairman Wheeler said passage of the bill would enable 
the rail lines to make such drastic inroads on the traffic of 
the domestic water lines as inevitably to cause the collapse 
of those carriers. 

“If this legislation is passed, it will ruin our coastwise ship- 
ping,” said the association. 

The Clyde-Mallory Lines has issued a statement against 
the bill along similar lines. 

At the hearing March 17, Frank S. Davis, manager of the 
Maritime Association of the Boston Chamber of Commerce, 
told the committee of New England opposition to the bill. He 
spoke for his own organization and a number of other New 
England interests. He dwelt on the contention that passage 
of the bill would adversely affect the port of Boston, New Eng- 
land, and water transportation. 

J. R. Bachman, of the Atlanta (Ga.) Freight Bureau, dis- 
puted the assertion of Mr. Kerr that the Pettengill bill would 
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build up the interior of the country, and said such a statement 
was untenable and preposterous. 

Frank M. Chook, secretary of the Tri-State Packers’ Asso- 
ciation, Inc., said that passage of the bill would result in war- 
fare between rail and water carriers and disturb present mar- 
ket distribution of individual manufacturers. 


THE RAILROAD PROBLEM 


Failure to receive pay for their services commensurate with 
the rising cost of producing that service is primarily responsible 
for the critical financial situation in which the railroads of the 
United States now found themselves, M. J. Gormley, executive 
assistant, Association of American Railroads, said in a speech 
March 14 before the Canadian Railway Club in Montreal, 
Canada. 

“The idea seems to prevail,” Mr. Gormley said, “that, if 
the railroads accomplish everything it is possible to achieve 
by reason of consolidation and coordination, this alone would 
amply take care of their financial needs. It decidedly will not. 
Their situation would be immeasurably better with heavy 
traffic and with present rates but they still would find them- 
selves in the same old situation whenever the traffic decreased, 
by reason of the low-ton-mile receipts. So that, after all is 
said and done, there must be an increase in the rate level 
to provide a proper credit basis for the railroads. Even if the 
railroads had a large increase in traffic, with the present rates, 
over what it was last year, the problem would not be solved. 

“What the railroads require is the establishment of a 
transportation policy that will put the regulation of all trans- 
portation under the Interstate Commerce Commission, and 
definite direction by Congress to the Interstate Commerce 
Commission which will require the establishment of rates that 
will insure ton-mile revenue and passenger mile revenue, which 
is necessary to maintain credit and permit the continual spend- 
ing of large sums of money for the modernization of plant in 
the interest of a reduction in operating costs. This, together 
with a liberalization in the consolidation law to permit volun- 
tary consolidations in line with the practice formerly existing 
and stopped by the Sherman antitrust law, such consolidations 
to require approval of the Interstate Commerce Commission.” 

Mr. Gormley said that since 1921 there had been a con- 
stant decrease in the revenues received by the railroads in 
comparison with the service they had performed. The average 
revenue for carrying a ton of freight one mile had decreased 
nearly 27 per cent, said he, adding: 


The importance of this figure becomes more evident when it is 
realized that if the 1921 revenue per ton-mile had applied in 1937 
the railroads would have received $1,225,000,000 more revenue than 
they did receive. At the same time, however, wages and the cost of 
the things which the railroads buy have continued to increase. 

The public must bear its share of the responsibility for the failure 
of the Interstate Commerce Commission to accede to the demands of 
the railroads for increased rates when they were, in the opinion 
of the railroads, justified by increasing costs, as the public was an 
active participant in all of these cases in opposition to the railroads 
obtaining the necessary revenue. We attribute this to lack of ap- 
preciation on the part of the general public as to the importance of 
prosperous railroads to the economic welfare of the entire country. 

In view of the fact that the low ton-mile revenue today is very 
largely responsible for the present financial situation of the railroads, 
should not the Interstate Commerce Commission be given a more 
definite direction by Congress as to its responsibility in permitting 
rates that will insure a sound financial credit? 


No Panacea 


Mr. Gormley said that even if all of the projects involv- 
ing coordination of railway facilities could be effected that had 
been advocated, practically no effect on the general railroad 
situation would result. Continuing, he said: 


Coordination could to a greater extent be accomplished with con- 
solidation but, here again, it is a mistaken idea that consolidation, 
even though highly desirable, would be the sole panacea for the rail- 
roads. Regardless of how extensive the consolidations may be, the 
railroads will continue to require large sums of money for improve- 
ments, which would be just as necessary under consolidation, in order 
to reduce operating costs and which can only be accomplished by 
such expenditures. Consolidations will and should come but they 
should result from the voluntary action of the railroads along natural 
and evolutionary lines. 

The railroads, since 1923, have spent approximately $8,000,000,000 
for new and improved equipment and for making improvements in 
their plant facilities. The beneficial results that have come from those 
expenditures is best shown by the fact that if the unit cost of freight 
operation that existed in 1923 had been in effect in 1936, it would have 
cost $828,000,000 more than it did cost to have moved the 1936 traffic. 

This shows the great strides the railroads have made in the re- 
duction of their operating costs, and it has only been through efforts 
in that direction that disaster has been prevented from the constantly 
decreasing ton-mile revenue. The major economies in the future, as in 
the past, will only come as a result of money spent for modernization 
of equipment and plant. That modernization can not take place except 
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with the proper credit base that will result from increased revenue 
per ton-mile. 


Coordination Studies 


Referring to the fact that the association had established 
three regional coordinating committees after the termination 
of the office of Federal Coordinator of Transportation, Mr. 
Gormley said that 703 individual projects had been studied 
under the Coordinator, indicating annual savings of $30,695,864, 
which could not be made effective because of provisions pro- 
tecting labor in section 7b of the emergency transportation act 
of 1933. Continuing, he said: 


Up to this time, 549 of these projects have been restudied by the 
association’s committees; twenty of them have been made effective, 
involving savings of $222,524 and four additional projects not reported 
on by the Coordinator have also been made effective, involving savings 
of $72,000 per year. Fourteen of the projects were dropped by reason 
of facilities having been abandoned since the Coordinator’s reports 
and 515 have been dropped for the following reasons: 

(a) Increased traffic resulting in insufficient capacity of facilities 
under coordination arrangements. 


(b) Economies accomplished by individual railroads without co- 
ordination. 


(c) Cost of displacement allowances. 

(d) Capital expenditures not justified by economies. 

(e) Contemplated force reductions prevented by increased traffic. 

These coordinating studies are continuing with a view of making 
as many of them effective as is practically possible. 


GOVERNMENT REORGANIZATION 


The Senate has eliminated from the Byrnes government 
reorganization bill section 205, which would have authorized 
the President to designate and fill policy-determining positions 
in the federal departments or independent agencies. Protest 
against this section was made on the ground, among others, 
that it might be used to make appointments to the staff of 
the Commission. With this section eliminated the Commission 
and other independent agencies specifically exempted from the 
reorganizing powers conferred on the President will not be 
subject to the bill. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended March 12 totaled 
556,664 cars—3,748, or seven-tenths of one per cent, over the 
preceding week; 187,835, or 25.2 per cent, below the corre- 
sponding week in 1937; and 317,052, or 36.3 per cent, below the 
same week in 1930. Miscellaneous totaled 216,922; merchan- 
dise, 150,669; coal, 105,274; grain and products, 31,429; live 
stock, 10,954; forest products, 27,607; ore, 8,682; coke, 5,127. 


Railroads the week ended March 5 loaded 552,916 cars 
of revenue freight (see Traffic World, March 12), according 
to the Association of American Railroads. All districts re- 
ported decreases compared with the corresponding weeks in 
1937 and 1930. 


1938 1937 1930 
es ee reer ee 2,256,423 2,714,449 3,347,717 
4 weeks tm FeDruary ......csccieccs 2,155,451 2,763,457 3,506,236 
Wiles OF BURN Be osc ccc ie cesigvccee- 552,916 730,329 899,498 
| ee Ser es ere 4,964,790 6,208,235 7,753,451 


Revenue freight loading by districts the week ended March 
5 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,381 and 5,703; live 
stock, 997 and 1,289; coal, 26,195 and 30,130; coke, 2,342 and 3,071; for- 
est products, 1,829 and 2,490; ore, 609 and 1,341; merchandise, L. C. L., 
37,859 and 44,444; miscellaneous, 46,581 and 79,897; total, 1938, 122,793; 
1937, 168,365; 1936, 138,583. 

Allegheny district: Grain and grain products, 3,667 and 3,178; live 
stock, 877 and 881; coal, 28,181 and 39,829; coke, 2,085 and 5,427; forest 
products, 622 and 1,237 ore, 1,578 and 2,637; merchandise, L. C. L., 
25,589 and 30,864; miscellaneous, 41,690 and 70,625; total, 1938, 104,289; 
1937, 154,678; 1936, 121,799. 

Pocahontas district: Grain and grain products, 290 and 261, live 
stock, 52 and 68; coal, 24,300 and 41,793; coke, 345 and 553; forest 
products, 406 and 679; ore, 56 and 96; merchandise, L. C. L., 5,585 and 
6,126; miscellaneous, 4,585 and 6,075; total, 1938, 35,619; 1937, 55,651; 
1936, 49,719. 

Southern district: Grain and grain products, 2,492 and 2,299; live 
stock, 894 and 868; coal, 12,755 and 23,064; coke, 346 and 806; forest 
products, 8,733 and 11,419; ore, 645 and 933; merchandise, L. C. L., 
28,111 and 30,172; miscellaneous, 37,377 and 44,286; total, 1938, 91,353; 
1937, 113,847; 1936, 101,821. 

Northwestern district: Grain and grain products, 7,640 and 5,846; 
live stock, 2,302 and 2,410; coal, 5,185 and 6,922; coke, 556 and 1,830; 
forest products, 7,540 and 10,642; ore, 301 and 364; merchandise, L. C. 
L., 18,576 and 20,201; miscellaneous, 23,964 and 31,160; total, 1938, 
66,064; 1937, 79,375; 1936, 75,180. 

Central Western district: Grain and grain products, 8,621 and 7,528; 
live stock, 4,559 and 4,792; coal, 7,459 and 13,556; coke, 137 and 139; 
forest products, 4,279 and 5,551; ore, 3,432 and 4,923; merchandise, L. 
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Revenue Freight Car Loading—Week Ended Saturday March 5 


Grain and Live 
grain prod. stock Coal 
{ 1938 33,039 10,697 106,733 
ee 4 1937 28,230 11,437 159,558 
| 1936 36,960 11,166 133,195 
Preceding week February 26 ..... 1938 30,215 11,455 101,613 
Per cent increase over ........... 1937 17.0 
Per cent decrease under ......... 1937 6.5 33.1 
Per cent increase over ........... 1936 
Per cent decrease under ......... 1936 10.6 4.2 19.9 
{ 1938 309,393 114,123 1,044,583 
Cumulative 9 weeks to March 5 { 1937 263,302 112,744 1,412,744 
| 1936 283,487 105,398 1,480,302 
Per cent increase over ........... 1937 17.5 
Per cent decrease under ......... 1937 26.1 
Per cent increase over ........... 1936 9.1 8.3 


Per cent decrease under ......... 1936 29.4 


Per cent to 15 year average 70.1. 


C. L., 24,088 and 26,260; miscellaneous, 33,615 and 42,620; total, 1938, 
86,190; 1937, 105,349; 1936, 94,529. 

Southwestern district: Grain and grain products, 3,948 and 3,415; 
live stock, 1,016 and 1,129; coal, 2,658 and 4,284; coke, 73 and 106; for- 
est products, 3,523 and 4,191; ore, 184 and 423; merchandise, L. C. L., 
11,690 and 12,996; miscellaneous, 23,516 and 26,520; total, 1938, 46,608; 
1937, 53,064; 1936, 52,939. 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I steam railways, ex- 
clusive of switching and terminal companies, compiled from 
the reports of carriers by the Commission’s bureau of statistics 
for December, 1937, compared with those for December, 1936, 
and for the twelve months ended with December, 1937, and 
1936, follow: 


December 


AGGREGATES 1937 1936 

1. Miles of road operated at close of 
month, freight service............... 

2. Miles of road operated at close of 
month, passenger service............ 174,630 177,567 


233,832 234,501 


3. Number of revenue tons carried....... 119,242,981 152,377,485 
4. Number of revenue tons carried one 
ee SINNED Co sbinchensssanadvc 24,815,984 31,034,671 


ou 


. Freight revenue (whole dollars)....... $ 231,052,008 $ 298,799,243 
6. Number of revenue passengers carried: 


6-01. Commutation passengers....... 19,954,852 20,676,467 
6-02. All other passengers........... 21,752,423 22,496,373 
EE ARR ch chGan chess akaeinwes 41,707,275 43,172,840 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers....... 325,656,400 327,943,919 
7-02. All other passengers........... 1,801,101,181 1,836 ,393,932 
DE “i ciksct\ccnacnseahovabess se 2,126,757,581 2,164,337,851 
8. Passenger revenue (whole dollars): 
8-01. Commutation fares............. $ 3,353,792 $ 3,403,143 
8-02. All other fares................ $ 36,581,305 $ 35,856,730 
oS ae eer $ 39,935,097 $ 29.259.873 
9. Passenger train-miles............06.00. 35,927,005 36,707,018 
ee 150,941,292 153,842,613 
AVERAGES 
FREIGHT TRAFFIC: 
11. Miles per revenue ton per road..... 208.1 203.7 
12. Revenue per ton-mile (cents)...... 0.931¢c 0.963c 
13. Revenue per ton per road (dollars) $1.94 $1.96 
COMMUTATION PASSENGER TRAFFIC: 
14-01. Miles per passenger per road...... 16.3 15.9 
15-01. Revenue per passenger-mile (cents) 1.03¢ 1.04¢ 
16-01. Revenue per passenger per road 
PND) Con keuGh enwoNsheuh os oe. $0.17 $0.17 
ALL OTHER PASSENGER TRAFFIC: 
14-02. Miles per passenger per road...... 82.8 81.6 
15-02. Revenue per passenger-mile (cents) 2.03¢ 1.95c 
1602. Revenue per passenger per road 
 Shewoe ok ae bocsamkcic kee ns $1.68 $1.59 
TOTAL PASSENGER TRAFFIC: 
14-03. Miles per passenger per road....... 51.0 50.1 
15-03. Revenue per passenger-mile (cents) 1.88¢ 1.81¢c 
16-03. Revenue per passenger per road 
ESA ee ee $0.96 $0.91 
17. Revenue passenger-miles per train- 
DR KEG chs ocb cinsksars shane sks es 59.2 59.0 
18. Revenue passenger-miles per car- 
ME +e cuneherh chen shes kei ocbeoe 14.1 14.1 
Twelve Months 
AGGREGATES 1937 1936 
1. Miles of road operated at close of 
month, freight service* ............. 234,234 234,931 


2. Miles of road operated at close of 


Forest Mdse. 
Coke products Ore L.C. L. Miscellaneous Total 
5,884 26,932 6,805 151,498 211,328 552,916 
11,932 36,209 10,717 171,063 301,183 730,329 
8,206 30,765 6,453 159,113 248,712 634,570 
5,141 25,800 6,818 134,958 195,930 511,930 
50.7 25.6 36.5 11.4 29.8 24.3 
5.5 
28.3 12.5 4.8 15.0 12.9 
54,909 234,273 63,724 1,299,394 1,844,391 4,964,790 
107,696 298,111 94,678 1,443,788 2,475,172 6,208,235 
89,701 247,888 52,528 1,329,823 1,990,307 5,579,434 
49.0 21.4 32.7 10.0 25.5 20.0 
21.3 
38.8 55 2.3 7.3 11.0 
month, passenger service* ........... 175,370 178,491 
3. Number of revenue tons carried....... 1,821,113,731 1,707,747,775 
4. Number of revenue tons carried one 
ee: CIID SS ois dbs benese see ans'e 360,667,773 338,909,982 
5. Freight revenue (whole dollars)....... $3,373,401,317 $3,303,936.291 
6. Number of revenue passengers carried: 
6-01. Commutation passengers....... 245,823,640 259,198,513 
6-02. All other passengers........... 251,476,095 230,892,049 
Eee res 497,299,735 490,090.562 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers....... 4,116,378, 136 4,191,322,568 
7-02. All other passengers........... 20,543,279,184 18,231,982,984 
en Tn inure bea ass uta eenkauea's 
8. Passenger revenue (whole dollars): 24,659,657,320 22,423,305,552 
8-01. Commutation fares............ $ 41,637,095 $ 44,223,565 
ee ees re $ 400,879,355 $ 367,898,096 
ee ee cer et $ 442,516,450 $ 412,121,661 
9. Passenger train-miles..............+++- 416,422,058 404,720,578 
BD. PROROMIET GRP GRTIOE 6 o.oso0 0 cscscccicccscs 1,756,815,918 1,651,278,500 
AVERAGES 
FREIGHT TRAFFIC: 
11. Miles per revenue ton per road..... 198.0 198.5 
12. Revenue per ton-mile (cents)...... 0.935¢ 0.975¢ 
13. Revenue per ton per road (dollars) $1.85 $1.93 
COMMUTATION PASSENGER TRAFFIC: 
14-01. Miles per passenger per road..... 16.7 16.2 
15-01. Revenue per passenger-mile (cents) 1.01¢ 1.06c 
16-01. Revenue per passenger per road 
PED i chenkhkapercsaesek oso se:s $0.17 $0.17 
ALL OTHER PASSENGER TRAFFIC: 
14-02. Miles per passenger per road...... 81.7 79.0 
15-02. Revenue per passenger-mile (cents) 1.95¢ 2.02¢ 
16-02. Revenue per passenger per road 
OS OOS are eer ee $1.59 $1.59 
TOTAL PASSENGER TRAFFIC: 
14-03. Miles per passenger per road....... 49.6 45.8 
15-03. Revenue per passenger-mile (cents) 1.79¢ 1.84¢ 
16-03. Revenue per passenger per road 
ED ee Coe h ae sie wucaie whe $0.89 $0.84 
17. Revenue passenger-miles per train- 
RP eu Ciy her ee Sk kc his soak eas nwo 59.2 55.4 
18. Revenue passenger-miles per car- 
re err er 14.0 13.6 


*Represents an average of the mileage reported at the close of each 
month within the period. 


CONN SAYS: “WE TOLD YOU SO” 


The great tragedy of the times “is the apparent inability 
of government to grasp and deal vigorously with the factors 
responsible for the economic trend which prolongs this needless 
depression,” said Donald D. Conn, executive vice-president, 
Transportation Association of America, in an address at a joint 
luncheon of the Flint, Mich., Chamber of Commerce and the 
service clubs of Flint, March 17. That inability of the govern- 
ment to realize the seriousness of the situation, he said, was 
illustrated by the fact that the Transportation Association fore- 
told the present plight of transportation two years ago and 
“suggested remedial measures.” 

“Washington did nothing,” he said. “The situation was 
permitted to drift into its present state of emergency and the 
issue of government ownership is here.” 

The issue, he said, was between private enterprise and 
socialism. “Only the shipper and the business man can now 
save us from government ownership,” he added. “The prob- 
lem belongs to every business interest, small and large.” 

He said the association expected to make public within 60 
days its suggested “long-range transportation policy,” on which 
it has been working for two years. 

“We hope that all elements of the public interest will be 
tolerant in their consideration of the proposal,” he said. “If 
adopted, it will save this industry from government ownership.” 
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RAIL WAGE CUT TO BE SOUGHT 


Bulletin: The board of directors of the Association of Amer- 
ican Railroads, reporting to a membership meeting of the 
association at Chicago, March 18, presented a resolution whic 
said nothing specifically about proposals to reduce the wages 
of railroad labor, but which provided for the appointment of 
a committee to seek conferences with labor leaders on ways and 
means of meeting the present railroad crisis. The resolution 
was adopted. It was pointed out that the resolution was broad 
enough to permit the consideration by such joint conferences 
of the disposition of labor under consolidations and of legisla- 
tion. The hope was expressed however, that labor leaders would 
accept a wage reduction as the most immediate remedy. It was 
expected the joint conference would be held in Washington 
sometime in the week of March 21. 


The Traffic World Washington Bureau 


At an all-day meeting in which the problem confronting 
the railroads as the result of the Commission allowing an 
increase in freight rates of about 5 per cent as against 15 per 
cent requested and the continued low level of traffic was dis- 
cussed, the members of the board of directors of the Associa- 
tion of American Railroads came to the conclusion March 11 
that there was one main objective the railroads must now seek 
—a general reduction in wages. 

The railroad executives feel that they are forced to take 
this action because the Commission failed to grant the increase 
in rates asked for. Whatever may be done later to improve 
the condition of the railroads they further feel that now they 
must reduce expenses as quickly as possible and that wages 
will have to come down. They are not looking to Congress or 
the President’s conference on railroads to aid them in the 
emergency they feel they face now, it is understood. 


The wage reduction issue was to be placed before all the 
members of the association at meeting scheduled to be held 
in Chicago March 18. That was to be the principal matter to 
be considered, it was stated, but the meeting was to be open 
to discussion of all phases of the problem confronting the rail- 
roads. Other action than with respect to wages may be taken 
at the Chicago meeting though nothing was said as to any 
program in that connection. 


Just how much of a reduction in wages would be sought 
was not determined at the board meeting, it was said. Though 
the action taken by the executives at the board meeting does 
not commit the railroads as a whole, it was assumed that at 
the member meeting a wage reduction program would be 
approved. 


Organized railroad labor, it is expected, will oppose the 
wage reduction move. If labor refuses to settle the matter in 
conference, the processes of the railway labor act will be in- 
voked. 


George M. Harrison, chairman of the Railway Labor 
Executives’ Association, said March 15 that railroad labor 
would resist any move on the part of railroad management to 
reduce wages. He said that, of course, if management raised 
the issue, the representatives of the employes would meet with 
the management group. Mr. Harrison, at Minneapolis last 
week, urged a six-hour day with no reduction in pay for 
railroad workers. Railroad executives, figuratively speaking, 
threw up their hands at the suggestion that this part of labor’s 
legislative program be forced on them now. Adoption of a 
six-hour day with no reduction in pay would cost the railroads 
several hundred million dollars a year, it is estimated, the 
increase depending on the volume of business. 


The Railway Labor Executives Association, in a statement 
opposing the proposal to reduce rail wages, said that a raid on 
the already inadequate living standards of railway employes 
was totally unwarranted and wage reductions would not be 
accepted. It said the troubles faced by the railroad industry 
did not grow out of wages and could not be cured by wage 
reductions. It said that without a financial reorganization of the 
industry, neither wage reductions, rate increases, improve traffic 
nor any other reasonable remedy would save the railroads. 
With this financial reorganization, it said, neither wage reduc- 
tions nor rate increases would be necessary. 


J. J. Pelley, president of the association, issued the follow- 
ing statement after the meeting: 


The board of directors of the Association of American Railroads, 
meeting today, after full consideration of the effect of the decision of 
the Interstate Commerce Commission in the recent rate case, are con- 
vinced that the increase in freight rates allowed, which approximates 5 
per cent, is entirely inadequate to meet the critical situation which 
faces the railroads. The decision is depressing not only to the railroads 
but to industry as a whole and to general employment. 
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The railroads asked for an increase of 15 per cent to meet the in- 
creases in wages, taxes and prices of materials and supplies. The rail- 
roads’ application to the Commission was prepared by the most capa- 
ble people in the industry and was endorsed by many shippers as nec- 
essary to improve the general industrial situation, as well as that of 
the railroads. The decision makes it impossible for railroads to make 
desirable expenditures in the interest of improved service to the pub- 
lic at reduced operating costs, or to increase railroad purchases and 
employment, as was anticipated. 

It is necessary for the railroads further to reduce operating ex- 
penses. A meeting of the member lines of the association will be held 
in Chicago on Friday, March 18, to consider decreases in wage rates 
and such other action as may be required. 


Figures compiled in the association’s offices show that in 
the first nine weeks this year carloadings aggregate 4,964,790 
cars. This was, as compared with the corresponding periods of 
previous years, 20 per cent under 1937, 11 per cent under 1936, 
2.6 per cent under 1935, 2.7 per cent under 1934, 13.5 per cent 
over 1933, 2.1 per cent under 1932, 22.8 per cent under 1931, 
36 per cent under 1930, and 40.3 per cent under 1929. 


It was learned that the rail executives did not look for 
major railroad legislation to be enacted at this session of Con- 
gress. It was also understood that they felt that, so far as 
the immediate future was concerned, there would not be any- 
thing done as the result of the White House conference on 
railroads, that would aid them in their present predicament of 
low volume of traffic and low earnings. 


No general plan for dealing with the railroad problem 
has been formulated by the board of directors of the rail- 
road association, according to authoritative information ob- 
tained after the board’s meeting. It was not thought that 
such a plan would be considered at the meeting of the associa- 
tion in Chicago, the point being made that the question of 
reducing wages probably would take up the time of the meeting. 

The association’s law committee, working under the super- 
vision of R. V. Fletcher, vice-president and general counsel, 
has been drafting a program, chiefly with respect to legislation 
which may be asked later. The results of the work of this 
committee, it is understood, if approved, will be for use chiefly 
in the event that, as a result of the President’s preliminary 
conference this week on the railroad problem, provision is made 
for a study of the railroad situation with a view to enactment 
of legislation at the next session of Congress. 


Roosevelt Says No 


President Roosevelt said at his press conference March 18, 
in response to questions, that he had not given any considera- 
tion to the proposed reduction in railroad wages but that, 
off-hand, he should say that a wage reduction was not advis- 
able at this time. 

The President was asked if he had any comment to. make 
on the recommendation of the board of directors of the Asso- 
ciation of American Railroads that wages be reduced. He 
said he had not seen that. He was then asked whether he 
thought a railway wage reduction, all circumstances considered, 
was advisable at this time. He then said he had not given it 
any consideration but that, off-hand, he would say no. 


TRAIN LENGTH LIMIT BILL 


Rebuttal testimony of railroad brotherhood representatives 
was heard March 17 on the bill limiting the length of trains to 
70 cars by the House committee on interstate and foreign com- 
merce. 

J. Carter Fort, general solicitor of the Association of Amer- 
ican Railroads, referring to his previous statement about the 
Railway Labor Executives Association not having taken a posi- 
tion on the bill, corrected that statement to show that since 
then the association had voted in favor of the bill. 

John T. Corbett, of the Brotherhood of Locomotive Engi- 
neers, and W. D. Johnson, of the Order of Railway Conductors, 
dwelled at length on the testimony of opponents. Both asserted 
that the railroads had opposed other legislation urged by the 
employes in the interest of safety. 

Hearings on the train limit bill were concluded March 18 
by the House committee on interstate and foreign commerce, 
the last witnesses having been J. A. Farquharson, of the Broth- 
erhood of Railroad Trainmen, and A. J. Lovell, of the Brother- 
hood of Locomotive Firemen and Enginemen. 


RAIL PENSION RULING 


The Bureau of Internal Revenue had ruled that, under the 
carriers’ taxing act of 1937, a railroad owned and operated by 
a political subdivision of a state, and its employes, are subject 
to the taxes imposed by section 2(a) and 3(a) of the act. 
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President Roosevelt said at his press conference March 15, 
after the initial session of the White House railroad conference 
had been held earlier in the day, that there was general agree- 
ment at the conference that, if the government encouraged con- 
solidation of railroads, provision should be made for employes 
displaced by consolidations. 

The government, said the President, could not take the 
position that railroad employes should be laid off without some 
provision being made for them. He pointed out that one way of 
meeting the problem would be by not filling vacancies, but he 
added that the government might want to put through con- 
solidations in a short period of time, which would cause dis- 
placement of employes. He indicated that nothing definite was 
in mind at this time with respect to the displacement problem, 
but he referred to the dismissal compensation agreement that 
had been entered into by the railroads and representatives of 
the employes. 

The problems confronting the railroads, said the President, 
had been discussed only in part—the conference was about half 
way down the track. All phases of the problem were to be 
discussed, said he; there were two or three phases as to which 
it was thought a quick action could be obtained, such as dealing 
with the railroad holding company problem, but those matters 
did not go to the root of the railroad problem. 

It was pointed out by one of the conferees, he said, that 
there was not merely a railroad problem, but a transportation 
problem. There was an operating phase of the problem as well 
as a financial phase, said he. 

Whether legislative action could be obtained at this session 
of Congress on the more basic phases of the problem the Presi- 
dent said he did not know. 

There was no reference to the proposal of the railroads to 
reduce wages, said the President. 

The President was interested in a table of statistics left 
with him by Chairman Splawn, of the Commission, showing 
that, based on operating expenses, depreciation, and taxes, 
railroad operations amounted to about 20 per cent of all trans- 
portation in the United States; that highway operations, includ- 
ing the private automobile, amounted to about 75 per cent; 
waterway operations, about 4% per cent; airway operations, 
about one-fifth of one per cent, and pipe line operations about 
six-tenths of one per cent. 

Asked whether he planned to send a message to Congress 
on transportation, the President said he had no idea. The next 
step, he said, would be taken at the resumption of the conference 
March 17. 

The impression was obtained that railroad consolidations to 
effect economies in operation would have important considera- 
tion in the conference. The President put this phase of the 
matter in the basic class and as one as to which it could not 
be said now whether action could be obtained at the present 
session of Congress. 


_ Before making the explanation about taking care of labor 
displaced by consolidations, the President had said that he 
considered labor as one of the lesser phases of the problem. 
He then came back to that statement and made the explanation 
as to the general agreement that provisions should be made 
for labor displaced by consolidations. 

_ Chairman Splawn said the conference was more of a 
“diagnostic” session than anything else. His view was that, 
whatever program was developed, the result would not be the 
work of any single person but, rather, the work of all par- 
ticipating in the conference. 

The problem of reorganizing financial structures of rail- 
roads in receivership or trusteeship was discussed from the 
viewpoint of doing something to facilitate such reorganizations 
with equitable treatment for all concerned, it was said. Various 
suggestions were made for expediting reorganization proceed- 
ings. 

The holding company problem was touched on in a dis- 
cussion as to the desirability of eliminating abuses in that 
sector, said Chairman Splawn. 

In connection with proposals that some form of compul- 
sion be provided by Congress to bring about economies through 
coordination of use of railroad facilities, Chairman Splawn said 
the bill recommended by Commissioner Eastman when he was 
Federal Coordinator of Transportation, providing for a reor- 
ganized Commission and a permanent coordinator, who would 
be a member of the Commission, was mentioned. 

There were two phases to the railroad problem, said Chair- 
man Splawn. One was the temporary or short-time phase 
and the other was the long-time phase. There was a good 
deal of talk, said he, about what financial aid the railroads 
might need temporarily. 

In stating that no definite plan had been submitted, though 
reference was made to various proposals, Chairman Splawn 
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said the Commission had not advanced a program as a Com- 
mission. He said he was not intimating, either, that any indi- 
vidual commissioner had submitted a plan. He believed that 
the consensus of the conference was that the “story” told 
itself; that whatever had to be accomplished would be done 
in response to an actual demand on the part of the country, 
and that the program, if one were developed, would result 
from the counsel of many persons. ; : 

If legislation was necessary to meet the situation, said 
Chairman Splawn, the feeling seemed to be that Congress would 
enact it at this session. No conclusions as to legislation, how- 
ever, had been reached, said he, emphasizing that the discus- 
sion had had to do largely with the troubles confronting the 
railroads. 

Referring to labor, Chairman Splawn said the consensus 
seemed to be that at the present time the facilities of trans- 
portation should be able to earn enough to carry the employes 
without wage reductions or layoffs. 

Those who attended the conference were: Chairman 
Splawn and commissioners Eastman and Mahaffie, of the 
Commission; Jesse H. Jones, chairman of the Reconstruction 
Finance Corporation; Chairman Wheeler and Senator Truman, 
of the Senate interstate commerce committee; Chairman Lea, 
of the House committee on interstate and foreign commerce; 
Henry Bruere, president of the Bowery Savings Bank of New 
York City; Carl R. Gray, retired president of the Union Pacific, 
now vice-chairman of the board of directors of that railroad; 
Ernest G. Draper, Assistant Secretary of Commerce; Chair- 
man William O. Douglas, of the Securities and Exchange Com- 
mission; W. W. Alexander, of the Farm Security Administra- 
tion of the Department of Agriculture; Henry Morgenthau, 
Jr., Secretary of the Treasury, and George M. Harrison, Chair- 
man of the Railway Labor Executives’ Association. Secretary 
Morgenthau was not in the original list of those invited. 

Chairman Splawn said with respect to his reference to labor 
and keeping on employes without wage reductions or lay-offs, 
he was referring to increases in revenues that might be made 
as the result of coordinations, the elimination of unnecessary 
competition, the pooling of facilities, and the pooling of some 
sorts of traffic. 

The chairman said he had submitted material to the Presi- 
dent showing the transportation cost to the country in 1936 
which he said was $20,500,000,000, covering operating expenses, 
depreciation and taxes of all forms of transportation, for hire 
and private in all fields, the large part being for private pas- 
senger transportation. That cost he estimated at $10,500,000,000. 

In discussing the decision of the Commission in Ex Parte 
123, Mr. Splawn said an increase of 5 per cent was allowed 
over the maximum reasonable rates heretofore prescribed by 
the Commission and also that the railroads were allowed to 
raise rates which they had reduced below the reasonable maxi- 
mum limits heretofore prescribed by the Commission. The latter 
are what the railroads refer to as “low-spot” rates. Mr. Splawn 
said the railroads had estimated with respect to such rates 
they could get a 15 per cent increase in revenue from such traffic 
if they brought the rates up to the level permitted in prior 
decisions of the Commission. 

Mr. Harrison was said to have suggested in the conference 


a plan calling for the government taking over the railroads, 


spending a billion dollars on them for rehabilitation and mod- 
ernization and renting them for operation. Under this plan, it 
was said, the need for laying off workers would be avoided. 
It was understood this matter was not discussed, however. Mr. 
Harrison declined to make any statement when he left the 
conference. 


Holding Companies 


Reference by President Roosevelt to the railroad holding 
company situation, with the indication that those in the confer- 
ence were agreed that legislation should be enacted providing 
for abolition or strict regulatory control of such companies, 
directed attention to the fact that the Wheeler railroad com- 
mittee has developed a record of many thousands of pages 
which deals directly and indirectly with this problem. Chair- 
man Wheeler and members of the committee staff have had 
under consideration proposals looking to legislation on the 
subject, as well as on the subject of revising the reorganization 
provisions of the federal bankruptcy act. The committee, if it 
wished to recommend legislation on these two subjects, it is 
pointed out, has an adequate record for the purpose. 

Statistics 

Chairman Splawn submitted to the President at the confer- 
ence three statistical compilations of the Commission’s Bureau 
of Statistics not heretofore made public. One was entitled, 
“Revenues and Expenses of Transportation in the United States 
Year 1936 Separated Between Types of Transport.” It was from 
this that the President quoted the statistics relating to the posi- 
tion of the various form of transportation based on operating 
expenses, depreciation and taxes. The table from which the 
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March 19, 1938 


President and Chairman Splawn drew figures in round numbers 
follows: 


Interstate Commerce Commission, Bureau of Statistics 
Revenues and Expenses of Transportation in the United States—Year 
1936, Separated Between Types of Transport 

Transp. Reve- Operating Expenses, 
nues of Common Depreciation and 
Carriers and Con- Taxes of All Carriers 
tract Carriers Aggregate Per Cent of 
Type of Transport (Millions) (Millions) Grand Total 
RAIL OPERATIONS 
Steam railroads, including Class I, II, 
III line-haul and switching carriers 





OT Rr tere rer $4,103 $ 3,237 15.59 
Electric railways, including their bus 
CN cask tonnes auaesan ele oes 690 586 2.82 
Parlor and sleeping car companies..... 56 50 -24 
TERDIONR COMMDATIOS oes dicen csensecesicss 162 101 49 
Net Railway 
Region and District Operating Income 
Diy TI TRIO onc oo 6c siidsd coceseccscwnscnncoien $ 14,979,824 
Se I 5 2a dd cdasentce gee eee ee enawees eames 93,807,492 
I Ne oo ois xs dc 00d s cae oneeeweseeas 138,406,635 
RE 4 65 nu ae eRe Se RO OARe hen eae haan 247,193,951 
EET PRETO CLE TCE CC COCL TTC Te 85,868,712 
NS I oo nk Ged ba CES oueed Calne aba we enN 74,160,010 
Southern District ....... eve eee eee re TT eT: 160,028,722 
I oi cai cine cA OOM UR EOOR SC. 0 Rw ele 63,309,605 
an inc oss bh esaeiesbenesserenagns 79,168,842 
NN SIE CCE CCE EE ORE ORE TCO 40,479,444 
oS. SE or eee er rer ee ree 182,957,891 
ee eee er ee eer ery 590,180,564 
*Deficit. 
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on steam railways for the year ended December 31, 1936, and 
for 1937. 


The statement for 1936 showed, for Class I railways, net 
railway operating income of $667,347,115; other income, $184,- 
463,299; fixed charges, $653,329,126; net income, $164,630,041; 
dividend appropriations, $169,829,290; par value of capital stock 
actually outstanding, $8,029,964,698; par value of funded debt 
unmatured actually outstanding, $10,022,728,813, and cost of 
reproduction less depreciation, $20,692,661,887. It was explained 
that the capitalization figures represented securities issued by 
the operating companies and not the net system capitalization 
and that the cost of reproduction figure included present value 
of land and rights and working capital. 


The statement for 1937, based on monthly reports, showed 
the following, for Class I carriers, by regions, districts, and the 
country as a whole: 


Dividend Appropria- 
Other Total Fixed tions, Common 

Income Charges Net Income+ and Preferred Stock 
$ 6,905,573 $ 28,825,716 *$ 7,893,421 $ 545,880 
33,718,995 113,433,675 9,275,521 10,525,487 
52,311,182 144,118,102 39,976,848 33,846,428 
92,935,750 286,377,493 41,358,948 44,917,795 
5,097,103 14,301,312 74,654,667 58,260,124 
16,285,019 81,481,714 6,601,154 13,727,985 
21,382,122 95,783,026 81,255,821 71,988,109 
11,755,377 84,086,015 *19,949,387 16,498,218 
48,616,967 104,721,550 14,552,545 32,750,784 
4,617,761 62,561,633 *18,950,340 1,619,063 
64,990,105 251,369,198 *24 347,182 50,868,065 
179,307,977 633,529,717 98,267,587 167,773,969 


+Net income after deducting not only fixed and contingent charges but 2!so miscellaneous deductions. 


Less duplications in revenue account 
payments by sleeping car and express 
companies to railroads for transpor- 
Sen SE, 6 yao aneenedeen ane Cr. 66 








Sub-total for rail operations........$4,945 $ 3,974 19.14 


HIGHWAY OPERATIONS 
Highway motor trucks, common and 


CUE CRIN osc ckekccscessetess 742 667 3.22 
Publicly owned motor trucks?.......... mae 219 1.05 
Priv. owned motor trucks—not for hire .... 3,600 17.35 
Highway motor busses, common and 

GOUT COTIOTEH, © oo ccccscccacewsecs 168 146 -70 
INNA IN ic orks sk Scien gene Ge 8 6 .03 
School busses (public and private).... .... 55 -26 
Other publicly owned busses?.......... ares 5 .02 
SI RN diac ate eeiec.s besee-s aaree Ce 1 ee 
RR Oe aera 220 220 1.06 
Publicly owned automobiles?........... ne 35 17 
Privately owned automobiles........... aan 10,727 51.68 
Publicly owned motorcycles?........... lac z me 
Privately owned motorcycles........... er 20 .10 
Maintenance of highways (incl. con- 

struction) of new roads?............. nee *592 





Sub-total high highway operations 
ONE MUN cc mtai cea elas bee a 0.8: $1,138 $15,702 75.64 
WATERWAY OPERATIONS 
Waterway operations—common and 








contract carriers and priv. terminals 667 639 3.08 
Waterway operations—private carriers .... 200 -96 
Maintenance of waterways and opera- 

tion of public terminals!............. 82 78 38 

Sub-total for waterway operations. .$ 749 $ 917 4.42 
AIRWAY OPERATIONS 
Airway operations—mail lines only.... 36 35 17 
Maintenance and operation of airports 
i ee, OC ul oa ce wana anew aay ee Pas 7 .03 








Sub-total for airway operations and 
NN aca cones eataccsas $ 3% $ 42 .20 


PIPE LINE OPERATIONS 
Pipe line operations—fuel oil and gaso- 
OE a eee ee eee 216 125 .60 








Grand total all transportation (see 
ee Eee ee eer ney) rere: $7,084 $20,760 100.00 


*Note: To avoid duplications highway maintenance costs are ex- 
cluded from totals as they are generally covered by gasoline taxes which 
are included in cost of operating highway vehicles. 

1 Local, intrastate and interstate operators. 

2? Federal, state, county and municipal. 

’ Excludes busses operated by street railway companies, the reve- 
nues and expenses of which are not separable from those of the 
electric railways. 

#Covers only maintenance costs for navigation purposes. 


5 Excludes $2,000,000 rental for airports included in expenses of 
airway operations. 


The other statistical studies covered selected financial data 


It was understood that, under the Harrison plan, the gov- 
ernment would rent the railroads for operation pending the 
return of good times when the roads would be returned to 
the owners for operation. 


Committee Appointed 


After the conference on March 17 at the White House, 
Stephen Early, one of the President’s secretaries, made the 
following announcement: 


The President designated a committee of three with Chairman 
Splawn as chairman, and including Commissioners Eastman and Ma- 
haffie, to give him on Thursday, March 24, complete, definite and 
factual recommendations for immediate action by Congress in regard 
to the whole railroad situation which is critical. 


Chairman Splawn on leaving the conference, speaking of 
the committee headed by him, said: 


We are going into session this afternoon to go to work. We will 
not hold any hearings. The results will be submitted to the President 
and he then will consider them with the other advisers. We only have 
until next week and will tackle all phases of the situation. I think 
we made good progress today and talked over more of the general 
railroad problem. We adjourned after the President indicated he 
would expect us to come back with something more specific and 
definite after these preliminary discussions. 


The program the committee would bring back, said Chair- 
man Splawn, would deal with immediate problems under 
which he listed Reconstruction Finance Corporation loans, 
short-term financing and re-financing. 


According to Chairman Splawn the discussion in the 
conference which resulted in the appointment of the commit- 
tee of three covered about all imaginable phases of the rail- 
road problem and the suggestions that had been made for its 
solution, including compulsory consolidations of railroads and 
a special body, either a division of the Commission or an in- 
dependent body, to deal with reorganizations of railroads with 
a view to their expediting. 


Nothing, however, said the chairman had been agreed on 
as a remedy or even a part of a remedy. 


A considerable part of the conference of March 17 was 
again devoted to a discussion of reorganizations and consolida- 
tions of railroads, Chairman Splawn said. Several opinions 
were expressed on each phrase. Among them was by high 
railroad authority, whom Chairman Splawn refused to iden- 
tify, to the effect that for every dollar saved through consoli- 
dations seventy cents would be contributed by labor and the 
other thirty by other sources and that the possible savings 
through consolidations had been estimated at between $200,- 
000,000 and $250,000,000 a year. 

The opinion was expressed, said the chairman, that strong 
powers would have to be used to bring about consolidations. 
He was asked what was meant by the words “strong powers.” 
The chairman explained that they meant that the operation un- 
der “strong powers” would be practically equivalent to the 
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taking over of such railroads as it was desired to consolidate, 
by the government. 

One participant in the conference, not identified, however, 
was represented as saying that he would not oppose such ac- 
tion if it was necessary to bring about consolidations. ; 

It was pointed out in the discussion, according to Chair- 
man Splawn, that consolidations would run counter to the 
interests of many communities, many managements, many 
employes and many markets. It was also pointed out that 
consolidation proposals would arouse the opposition of the 
interests mentioned, each taking the course deemed best for 
itself. The chairman said a good deal of attention was also 
given to permissive consolidations but that there was no 
agreement on the subject. A great deal of attention, Chair- 
man Splawn said, was paid to the financial condition of the 
railroads, particularly those of the midwest, a large per- 
centage of the mileage of which was in financial reorgani- 
zation. The problem with regard to them, he said, was to 
restore them to a paying basis. ' 

Railroad holding companies, Chairman Splawn said, were 
mentioned three or four times but there was, he said, no 
consensus as to them or in fact as to any of the subjects that 
had been discussed in the previous as well as in this meeting. 

As to a specialized body to deal with railroad reorgani- 
zations, Chairman Splawn said the idea back of that was 
that there should be a body that might do promotional work 
by encouraging trading among divergent interests, a compro- 
mising of differences and a getting together so that the com- 
panies in difficulties might be brought out of them speedily. 
He said there was some thought that there had been too much 
shuffling back and forth, in reorganization proceedings, be- 
tween the Commission and the courts. An idea on that point, 
said he, was that there should be a body to handle rerogani- 
zations to a conclusion so as to shut out the idea of an appeal 
from one body to another with regard to these reorganizatins. 

Chairman Splawn in answer to a question as what might 
lend itself to legislation now, mentioned consolidation, the 
financing of sore spots, and possibly the preparation of a board 
or body to handle reorganizations. 

There was discussion, said the chairman, about divisions 
of joint rates but that nobody had an opinion as to how any 
such questions of divisions should be determined. He pointed 
out that the Commission had jurisdiction over the division of 
joint rates and that before decisions on such matters could be 
made, it was necessary to have many facts. 


As to immediate financial needs of the railroads, and what 
steps might be taken for the financing of their needs, Chair- 
man Splawn said there was a great deal of discussion, but no 
definite figures. He said there was also much talk about the 
savings that might be made in pooling of traffic, coordination 
of facilities and elimination of what he called de luxe terminal 
warehouse service. 


Chairman Splawn was asked to differentiate between what 
he thought were long range plans and plans for immediate 
action. He said that if he could do that, there would be no 
need for a committee meeting. He said the committee would 
have to think about what might be called long range planning 
and immediate planning. 

Chairman Splawn said that in connection with an inde- 
pendent board or a division of the Commission, it had been 
suggested that such a board should be empowered to issue 
orders requiring coordinations but that there was no consen- 


sus on that point. He said it had been discussed as had been 
other proposals. 


Competition and Coordination 


Chairman Jones, of the Reconstruction Finance Corpora- 
tion, at his press conference March 17, gave the impression 
that the President’s railroad conference was of the opinion that 
there should be legislation under which the government could 
require railroad managements to coordinate operations where 
that was believed necessary. Something was needed to spur 
managements to do things with respect to coordination, said he. 

“Everybody appeared to be of the same opinion—that 
something should be done and could be done,” said he, “but it 
would take legislation to bring it about.” 

Something had to be provided under which the present 
transportation competitive situation, affecting all agencies of 
transport, could be dealt with, said he. 

Obviously, said he, management itself could not adjust 
itself to fit competitive conditions, and that some authority 
was needed to bring about better relationships between the 
different agencies of transport. Legislation was needed to 
bring about coordination, said he. 

An amendment to the bankruptcy act was necessary, he 
believed, before any reorganizing of railroads could be brought 
about, referring to provisions in the law held to be obstacles 
in the way of effecting reorganizations now. If railroads were 
reorganized now on the basis of earnings, said he, “you got 
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to kick too many securities out of the window,” and that was 
not fair. 

A great many railroads were selling today on the market 
at far less than they were worth, said he, and referred to 
market sales of bonds of the Milwaukee and Chicago & North 
Western. Milwaukee mortgage securities were selling at about 
25 per cent of face value. He said the Milwaukee was a good 
railroad and that the securities were worth more than that. 
The North Western was in the same category, said he, its 
eer bonds selling at around 30 cents on the dollar, face 
value. 

Milwaukee-North Western Merger 


Asked what he thought of proposals to merge the Mil- 
waukee and North Western, he said the RFC was making a 
study to see what savings could be made if such a merger were 
effected. He indicated this was with respect to these two 
roads but also that it was in the nature of a test study of what 
might be accomplished generally with respect to mergers. 
He did not know when the study would be completed. 

Asked what it was proposed the government should do for 
the railroads between now and when legislation might be en- 
acted, Mr. Jones said the RFC would continue to make prop- 
erly secured loans to railroads. Other than the cases in which 
railroad applications for loans had been made public at the 
Commission he did not know of other carrier requests for 
loans, said he. 

The Commission has had under consideration proposals 
under which either the Commission or a separate body would 
be empowered to require the coordination of facilities to 
eliminate waste in railroad operations. 

Whether the proposed legislation would go so far as to 
provide for compulsory consolidation of railroads was regarded 
as a matter for speculation. 


RAIL FUEL EFFICIENCY 


For each pound of coal consumed in freight service, the 
railroads of the United States in 1937 hauled 8 3/5 tons of 
freight and equipment a distance of one mile, J. J. Pelley, 
president of the Association of American Railroads, has an- 
nounced. 

“This was the best record in fuel efficiency that has ever 
been established by the railroads, being an increase of fifty 
per cent in fuel efficiency compared with 1920, in which year 
an average of 5% gross tons was hauled one mile for each 
pound of coal used,” said he. “In 1936 the average was 8.37 
gross tons, and in 1935 it was 8.31 gross tons. 

“Since 1920 there has been an almost constant increase 
in fuel efficiency, both in freight and passenger service, which 
has brought about a substantial saving in the fuel bill of the 
railroads. This has been made possible by a large number of 
factors, including improvements in the construction of new 
locomotives, modernization of older locomotives by equipping 
them with up-to-date improvements to aid combustion, im- 
proved methods of operation to keep trains moving with a 
minimum number of stops, and the continuing progress in 
scientific methods of chemically treating boiler water in order 
to eliminate, so far as possible, ingredients harmful to locomo- 
tives. There have also been improvements in scientific methods 
used to determine just which grades of coal are best adapted 
for locomotives.” 


ILLINOIS CENTRAL TRAIN CONTROL 


Operating officials of the Illinois Central and officers of 
the train service brotherhoods expressed opposite views on the 
value of automatic train control devices in preventing accidents 
at a hearing in Docket 13413, Sub. 20, in the matter of auto- 
matic train stop devices, before Examiner H. C. King in 
Chicago, March 11. The hearing was on the application of the 
Illinois Central to remove train control equipment from 126 
miles of its line, between Champaign and Branch Junction, IIl., 
and to replace it with block signals. 

The railroad witnesses said safety records of the rail- 
road did not indicate that the stretch of line in question was 
any safer either for passengers or railroad employes than 
other similar strecthes protected by block signals only. Per- 
mission to eliminate the train control as requested would result 
in a saving of $65,000 a year in operating and maintenance 
costs to the railroad, they said. 

Labor witnesses, on the other hand, insisted that automatic 
train control reduced the human factor in safety and thus 
tended to decrease the number of railroad accidents. Both 
sides cited numerous accidents, the operating witnesses confin- 
ing their testimony to those that had happened on control- 
equipped track, and the labor witnesses to those that had 
happened on track not so equipped. In the first instance the 
attempt was to prove that automatic devices did not eliminate 
accidents. In the second it was to show that such accidents 
could not have happened if the track had been equipped with 
train control devices. 
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Loss and Damage Prevention 


(By J. J. Brossard, vice president, Container Corporation of America) 


Loss and damage in transit are just as costly as spoilage or 
breakage in a manufacturing plant or in a wholesale or retail 
establishment. The executives at the head of these establish- 
ments spend money and take many precautions to prevent this 
spoilage or breakage and its subsequent cost. Why shouldn’t 
that same attitude be displayed toward merchandise that is 
put in transit? 

Each of us recognizes that spoilage and breakage in a 
manufacturing or merchandising institution is part of our cost 
and in the same way damage in transit is a part of the cost of 
transportation and must find its way into the costs of the 
transportation companies and through that channel reflect 
back on us as shippers in the way of increased amounts for 
transporting our goods. Therefore, I like to feel that whatever 
aid the shipper gives the transportation companies is of greater 
value to him than to anyone else. 

To attack this problem in a most aggressive manner the 
placing of responsibility is indicated and should be done, in my 
opinion, in the manner that will be outlined later. I like to 
put this responsibility in five different places, with some over- 
lapping among the five. 


The first responsibility should be placed with the manu- 
facturer of packages and containers used for shipping. The 
second responsibility should be placed with the buyers of these 
materials. The third should be placed with the shipper. The 
fourth should be placed with the warehousing companies, and 
the fifth and last with the transportation companies. You will 
see that there is a certain amount of overlapping between the 
second, third and fourth, since the shipper functions, to some 
extent, in all three of these capacities. 


Package Manufacturer’s Responsibility 


1. Be sure that materials received for making packages 
have all the characteristics necessary to make good shipping 
containers and carry a wide enough range of grades of ma- 
terials to be able to build packages adequate for each of the 
diversified products. 


2. Some method of control in the manufacturing processes 
so that proper materials will be used for each specific purpose. 

3. Control of fabricating so that poor containers will not 
be made from good materials. No one can make good con- 
tainers with poor materials, but anyone can make a poor con- 
tainer from good materials. This control of fabricating may be 
obtained by the box manufacturer having his own laboratory 
or by engaging the services of some commercial laboratory 
whose business it is to render such service. These laboratories 
are available for use by shippers and today are being used by 
some. 


4. Cooperate with the shipper in package design and make 
recommendations in design and materials with adequate pro- 
tection to contents more prominent in mind than containers 
that will cost little money. 


5. The package manufacturer should never take the atti- 
tude that he builds all his packages so that they meet the 
railroad classification requirements and that he guarantees 
they do—therefore, they must be good enough. 


It is obviously impractical for the classification bureaus 
to write rules covering all commodities and all conditions and, 
in most cases, they specify only a few characteristics of ma- 
terials. They cover in no way how these materials are used or 
fabricated and you can imagine how good your box would be 
if only two-thirds of the corrugations on corrugated boxes were 
glued to the facing sheets and if two-thirds of the solid fibre 
sheets were pasted and only half size nails used in wooden 
cases; yet, all of these things could happen and the packages 
still meet the classification requirements. 


Buyer’s Responsibility 


Now, let’s consider some phases of the buyer’s responsi- 
bility. The buyer, like the package manufacturer, should not 
take the attitude that all containers he buys meet the classifica- 
tion requirements in every respect and, therefore, he is in the 
clear. He might think he buys from none but reliable manu- 
facturers and their guarantees are good with him. The facts 
are, in the case of corrugated and solid fibre containers (no 
matter how reliable the manufacturer) all he is guaranteed is 
Mullen test, caliper or thickness of materials, and dimension 
limits (there are a few exceptions to this). Mullen test may 
have 10% safety margin; caliper may have the same, but the 
finished shipping container may have 40% efficiency because 


of poor fabrication. Yet no buyer would knowingly buy con- 
tainers 40% efficient. 

Second, I contend that there should be a vast difference in 
the box required to carry 40 pounds of feather pillows as com- 
pared to a box to carry 40 pounds of horse-shoes; the railroad 
requirements are identical—the best proof I know that guar- 
antees of Mullen test and caliper are insufficient. 

The box manufacturer and the buyer together should get 
away from this idea and come to the viewpoint of using a box 
sufficiently strong and properly designed to adequately meet 
the purposes for which it is used. 

Fragile or irregularly shaped commodities should have 
plenty of attention given to the inner packing or bracing ma- 
terials that are used inside the container. It is just as bad to 
have these flimsy or insufficient as to neglect the use of the 
proper outside container. 


Shipper’s Responsibility 


The executive head of every company should hold himself 
responsible for seeing that his goods are properly protected 
in transit. He will spend any amount to make his product look 
attractive and spare no expense to use the best material in the 
preparation of his product to make it good and the best in its 
class, and then walk into his purchasing agent’s office and 
approve the buying of boxes that are not selected with the 
same care used in the conduct of the rest of his business. In 
the packing rooms more attention should be paid to the handling 
and packing of containers. In some places, containers are 
abused to such an extent that the best containers purchased 
are among the poorest when ready for their initial journey. 
Sometimes one sees a corrugated or solid fibre container sealed 
on the bottom and all four of the top flaps turned completely 
inside the box as a matter of convenience in having them out 
of the way while empty containers are being handled. This 
puts an undue strain on the top score lines and actually sep- 
arates the fibres that go to make up this board. Examined 
under a magnifying glass, one can readily see the damage 
done, though it is not usually apparent to the naked eye. Con- 
tainers handled in this manner are probably among the poorest 
—* in use, even though the purchasing agent bought 
the best. 


Another abuse often seen is pulling loaded boxes by the 
top flaps tearing the box at the corner and on the sides. The 
best box purchased and handled in this manner becomes one 
of the poorest and many shippers have discontinued the use 
of solid fibre boxes, which really carry their products better 
than corrugated, whereas what they should have done was to 
educate the employees on the handling of the cases. Most 
manufacturers have machinery, some parts of which are cast 
iron, and, if a mechanic hit one of these parts with a hammer, 
it would break; consequently, he is not permitted to do that, 
and in the same way employees should not be permitted to 
abuse the shipping package. 


All containers should fit the contents well. If the con- 
tainer is too smal! or too large, the flaps do not seal well and 
come open in transit. Extreme care should be used in sealing 
and then, after the packages are sealed and prepared for ship- 
ment, they should not be thrown; they should be carried. 


Warehousing Responsibility 


Proper piling and storing in warehouses is essential. Care 
should be exercised so that the contents and containers give 
the greatest support to the pile. For example, commodities 
packed in round paper cans or in tin cans should be piled so 
that the load is against the top and bottom of the inner con- 
tainer, rather than against the sides. In the case of many 
commodities in round paper packages, the boxes are packed 
with these cans on the sides, but the packed container should 
be stored so that the cans stand on end. In many commodities, 
instead of piling each case in the same plane below it, piling 
brick-wall fashion is helpful. In most warehouses it is neces- 
sary to have trucking aisles and metal protectors should be 
placed around the corners of pile so that the trucks will strike 
against them rather than against the containers. Where it is 
necessary to pile containers very high, the piles should be built 
up in such manner that it is unnecessary to walk back and 
forth across them. 

In taking down tall piles, chutes or conveyors of some 
kind should be used so as to avoid the container getting shocks 
from dropping. 

Leaking roofs should be repaired immediately and some 
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protector put over the piles immediately when the leak is dis- 
covered. 

The loading of cars or trucks, from warehouses or at the 
shipper’s place of business, should come in for its full share 
of attention and, usually, commodities carry better if attention 
is paid to loading in some manner so that the containers avoid 
shifting in transit. Every car before it is loaded should be 
inspected carefully and all protruding nails should be taken 
out and where bolts portrude some protection should be put 
around them and where lumber is used for bracing, it should 
be good lumber without knots and should be carefully put in 
place and nailed there. Many times I have seen loading crews 
put in the bracing in such a manner that one would think it 
was necessary to get rid of that lumber and they must get it in 
the car any way they can without proper regard to the purpose 
of this bracing. 


Transportation Company Responsibilities 


We know the transportation companies are constantly 
working with their employees to teach better habits, but there 
is still room for improvement by education against moving cars 
too fast when switching and applying brakes too suddenly and, 
also, room for education when unloading LCL merchandise 
from cars to platforms or to consignees trucks. 

One incident I observed recently in a small town in Florida 
was quite interesting. While waiting for a bus I noticed a 
motor truck drive up to the express office to call for several 
packages of merchandise. It being a small town, the truck 
driver took one of the two-wheel trucks and went into a room, 
and on his trip out I observed three cases of some kind of com- 
modity, all packed in corrugated boxes, and he wheeled this 
truck out to his motor truck, pushed on the handles of the 
truck and literally dumped the three packages on to his own 
truck. A second trip was made and this time he had two cor- 
rugated boxes which were handled in the same way. On this 
third trip he came out with two cases of material packed in 
wooden boxes and this time he carefully set the legs of the 
truck down on the floor and carefully lifted off both wooden 
boxes of goods. He knew the wooden boxes would not stand 
dumping and might break open, but he knew the paper boxes 
would not break open, indicating much educational work is 
necessary to avoid the dropping and throwing of paper con- 
tainers, because they will stand it, as, in most cases, these drops 
and falls damage the contents. 

Summing Up 

To sum up this whole subject, I believe that 90% of the 
shippers have much too little knowledge of the condition of 
their merchandise at destination and that many customers are 
lost because of a repetition of goods received in bad order. 
A few companies occasionally send a representative to various 
parts of the country to check on the condition of their goods 
at destination. Unfortunately, far too few do this. 

We have called at buyers’ offices and been told that they 
have no goods going bad in transit. A few weeks later we 
have stopped in some warehouse on an inspection trip and 
find the warehouse keeping on hand and being supplied by 
this same shipper new containers into which they are instructed 
to pack any part of a container of merchandise that is good 
and file a claim with the railroad company for the amount 
that cannot be salvaged. In every large warehouse that I have 
inspected thoroughly, new boxes have been found for the re- 
packing made necessary by damage in transit, but we have 
never been in a buyer’s office where they seem to know that 
this goes on. 

Therefore, I would suggest to the executive heads of busi- 
ness that they give the purchasing departments:a record of 
claims to show whether they are increasing or decreasing and 
to also give them a record of the new boxes they have to supply 
for such repacking. In fact, equip the purchasing agent with 
all pertinent data along this line. 

It is my sincere belief that the purchasing agent who takes 
the position that he has no claims does so because he honestly 
believes it, and he believes it because he has never been given 
the information. Some of us wonder how much claims would 
be reduced if the transportation companies were not afflicted 
with seeing ghosts on account of the highly competitive condi- 
tions. They are so afraid they will lose some shipper’s busi- 
ness that their policy of paying claims is entirely too liberal. 
Were it not for this liberality, many of us would be compelled 
to be more careful in our packaging. 


Packing for Truck Shipments 


With the advent of trucking there has been a marked 
tendency to let down on the quality of packages, the theory 
being that truck shipments do not get the abuse the rail ship- 
ments do; therefore, you can spend less for packaging and a 
little more for transportation and, perhaps, be a little ahead of 
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the game. The future may prove that theory false. If you can 
visualize your merchandise being hauled by truck from Chi- 
cago to New York as against being hauled in a freight car by 
rail, I think you will agree that the truck, on account of all 
the stop and go lights and all of the highway obstructions, will 
be compelled to make perhaps as many as a hundred or more 
stops and starts as compared to the railroad car’s one. Also, 
the truck has no smooth rails on which to travel and there 
are bound to be more jolts and jogs, and this might even be 
multiplied by a thousand instead of a hundred, and I would 
not be surprised if ultimately it may be found that merchandise 
will have to be packed better for truck shipments than for 
shipment by rail. At least, I am sure that to figure on a less 
adequate package is entirely wrong. 

Another suggestion is for shippers to urge their customers 
and the transportation companies to notify them when claims 
are made on their merchandise. In most cases the consignee 
makes the claims and the shipper is entirely in the dark as to 
these claims being made. 

In conclusion, I want to urge the package manufacturer, 
the buyer, the shipper, the warehouse man, the transportation 
man, all to realize that these claims are very costly and that 
we should all lend our aid and make a determined effort to 
bring about a reduction that will be a satisfaction to everyone. 


N. R. D. G. A. TO STUDY PACKING 


The study of shipping containers from two angles—the 
possibility of lowering transportation costs by reductions in tare 
weights and the function of containers in preventing damage 
to merchandise in transit—will be the major 1938 activity of 
the traffic group of the National Retail Dry Goods Association, 
according to Leonard F. Mungeon, manager of the group. The 
matter was discussed at a meeting of the Metropolitan Traffic 
and Receiving Unit of the group at a luncheon meeting at 
Gimbel Brothers March 16. The studies will include the gather- 
ing of actual information as to the use of heavy cases where 
goods would be amply protected by lighter containers. The 
members of the group will also cooperate with the railroads 
and other carriers in efforts to reduce freight loss and damage 
by making reports of the condition of the receipt of shipments 
to the shippers. 


PERFECT SHIPPING MEETING 


At a luncheon meeting of the Traffic Club of Chicago, de- 
voted to Perfect Shipping Month, at the Palmer House March 
15, J. M. Symes, vice-president, Association of American Rail- 
roads, said that in their efforts to enlist the aid of shippers 
and receivers of freight in the prevention of freight loss and 
damage, the railroads were not trying to shirk their own re- 
sponsibilities. He outlined in detail the work carried on by 
them to reduce claims, beginning with claim prevention organi- 
zations on individual railroads, and continuing through the 
regional claim conference up to the freight claim division of 
the A. A. R. Other branches of that association, he said, 
notably the freight station section and the protective section, 
were actively engaged in attempts to reduce freight loss and 
damage. New fast freight schedules had increased the prob- 
lems of rough handling in transit, he said, and extensive studies 
designed to reduce damage from that cause were being made. 

J. J. Brossard, vice-president, Container Corporation of 
America, said responsibility for safe transportation was shared 
by the container manufacturer, the container purchaser, the 
shipper, the warehouseman, and the transportation agency. 
His address is reproduced in full elsewhere. 

W. Y. Wildman, attorney for the Southern Illinois Coal 
Producers, general chairman of the Mid-West Regional Ad- 
visory Board, explained the purpose of Perfect Shipping Month 
and told of its origin. J. E. Bryan, transportation commis- 
sioner, Wisconsin Paper and Pulp Manufacturers’ Traffic Asso- 
ciation, former general chairman, of the Mid-West board, and 
G. G. Zorn, chairman of that board’s freight loss and damage 
committee, were introduced. 

A. H. Schwietert, assistant traffic director, Chicago Asso- 
ciation of Commerce, chairman of the club’s public affairs 
committee, presided. 


CAR SURPLUS REPORT 
Class I railways in the period February 15-28 had an aver- 
age daily surplus of 320,509 freight cars, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 121,332; auto box, 22,880; 
total box, 144,212; flat, 9,513; gondola, 69,646; hoppers, 60,947; 
total, coal, 130,593; coke, 550; S. D. stock, 23,577; D. D. stock, 
3,771; refrigerator, 7,108; tank, 477; miscellaneous, 708. Ca- 
nadian roads reported a surplus of 14,679 cars, made up of 
11,897 plain box, 950 auto box, 600 flat, 175 gondola, 375 S. D. 
stock, 100 refrigerator and 582 miscellaneous, 
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TRUCKS IN PICK-UP AND DELIVERY 


_ Alleging the failure of the Commission to take and exer- 
cise its jurisdiction in MC 2744, application of Scott Bros., 
Inc., collection and delivery service, violated both the letter 
and spirit of the motor carrier act, American Trucking Asso- 
ciations, Inc., has asked for rehearing and reargument in that 
case. (See Traffic World, March 12, p. 587.) 

The failure of the Commission, the petition asserts, vio- 
lated both the letter and spirit in that motor carriers gen- 
erally were bound by all of the provisions, restrictions and 
penalties of the act, and were subject to expenses incidental 
thereto. But under this decision, says the petition, their direct 
competitors have been unlawfully exempted from regulation 
and such discrimination results in great and irreparable injury 
to the motor carriers represented through this petition. 

The Commission misconceived its duty and obligation and 
the rights of the parties, declares the petition, in that it was 
suggested that amendments might be sought which would sub- 
ject to regulation the operations which the Commission had 
sought to exempt from regulation; whereas regulation was 
now provided by the motor carrier act, for all such operations. 
If any amendments are in order, says the petition, they would 
be amendments creating exemptions rather than providing 
additional phrases for regulation. 

The Commission, by its decision of February 28, miscon- 
ceives certain fundamental facts on which the conclusions are 
based, asserts the petition. The decision is contrary to the 
provisions of the motor carrier act, says the petition, and 
results in failure to take jurisdiction and failure to administer 
those sections in accordance with the intent and requirements 
of Congress. It disregards, adds the petition, a fundamental 
rule of statutory construction in that all of the provisions of 
the act, and related acts, are to be construed in “pari materia” 
and all general terms must yield to specific terms. And so 
construed, continues the petition, “servcie by” and “operations 
of” motor vehicles are not embraced within the general provi- 
sions of section 1(3) of part I; and therefore jurisdiction is con- 
fined to the specific provisions of part II covering “motor 
carriers,” “motor vehicles,” “motor vehicle operations” and 
“motor vehicle service,’ as none of these terms appear either 
in section 1(3) or any other section of part I. 

The petition construes the sections of the motor carrier 
act deemed to bear on the issue. Section 202, the petition says, 
directs the Commission to recognize the trucking industry as 
a separate and distinct national transportation agency, “where- 
as the decision has treated it merely as a_ transportation 
facility to be dismembered, parceled out, and allocated as a 
convenience incidental to railroads.” That construing of the 
statute is followed by the declaration that, “the failure of the 
Commission to take and exercise its jurisdiction, violates both 
the letter and the spirit of the motor carrier act,’ and the 
further declaration that “the Commission misconceived its 
duty and obligations and the rights of the parties,” herein- 
before set forth. 


TRUCK CLASSIFICATION 


The Connecticut Utilities Commission has postponed until 
January 1, 1939, the effective date of its order of June 4, 1937, 
as amended, requiring revision of the Official Motor Freight 
Classification and the Coordinated Motor Freight Classication. 
That order adopted the Official Motor Freight Classification, 
with the proviso that it would, from time to time, and as soon 
as practicable, be modified to “conform strictly and solely to 
the weight and volume characteristics of commodities and that 
it shall be completely so revised not later than January 1, 
1938.” 


Postponement of the effective date of the order to the 
first of next year changes the date in the preceding paragraph 
to January 1, 1939. 

The order directed that each new classification, as might 
be filed after the issuance of the order, conform strictly and 
solely to the elements of weight and volume characteristics 
of commodities. The order said that other classifications might 
remain in use until January 1, 1938, with the proviso that data 
supplemental to each such classification should be filed with 
the commission, on or before October 1, 1937 (now made 1938), 
which would inform the commission as to the difference be- 
tween such classification and the Official Motor Freight Classi- 
fication, and thus permit a ready comparison of rates. 

The record in the proceeding before the Connecticut body 
shows that the Official Motor Freight Classification and the 
Coordinated Motor Freight Classification are now identical 
publications. Issuance of a classification was undertaken by 
the Eastern Motor Freight Bureau, Inc., and the Motor Rate 
Bureau of Massachusetts, Inc. Disagreement as to manage- 
ment and control caused two publications to be issued and 
the showing of variations in a few months of separate publi- 
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cation. The two bureaus, according to a report of the Con- 
necticut commission, have again arrived at uniformity in classi- 
fications, as shown in supplements issued after uniformity had 
again been reached. The commission approved the Official. 
Its order putting off the effective date to January 1, 1939, uses 
both names. 

The Connecticut commission’s order prescribing a classifi- 
cation says that weight and volume are the only definitely 
determinable elements of commodities which affect the cost of 
truck transportation. It asserts that all other elements are 
generally not exactly determinable except by estimate or by 
experience and that they do not affect the cost of truck trans- 
portation but do affect the cost of performing truck trans- 
portation service. 

Value and all elements other than weight and volume, in 
so far as they affect the cost of truck transportation, says the 
report of the Connecticut commission, should be taken into 
account in the determination of general class rates and by 
making provision for percentage or supplementary charges on 
shipments in connection with which the need arises, such as 
those having especially high declared weight value. It is then 
reasonable, says the report, to ignore such consideration en- 
tirely in making a classification. 

An organization known as the Uniform Motor Freight 
Classification Conference of which Arthur W. Cowles of Hart- 
ford, Conn., is the secretary, has devoted time and attention 
to this classification matter. The organization was originally 
known as the New England Motor Truck Classification Study 
Committee. It was organized for the purpose of furthering 
the accomplishment of uniform, and in its opinion, sound motor 
freight classification based on and protective of motor truck 
factors. The conference hopes for the cooperation of indi- 
vidual motor carriers and traffic representatives of shippers. 


GREYHOUND EQUIPMENT LOANS 


Various units of the Greyhound Corporation system of 
motor bus lines have filed applications with the Commission 
to issue equipment mortgage notes, the proceeds of which are 
to be used in the acquisition of new equipment. The applica- 
tions are: 


MC-F 519, Atlantic Greyhound Corporation, asks authority to issue 
$480,000 four-year serial equipment mortgage notes to be used in 
financing the purchase of 40 new standard busses at a cost of approxi- 
mately $16,400 each. 

MC-F 520, Capitol Greyhound Lines ask authority to issue $72,000 
of four-year serial equipment mortgage notes, the proceeds of which 
are to be used in acquiring 6 new busses. 

MC-F 521, Central Greyhound Lines, Inc., ask authority to issue 
$180,000 four-year serial equipment mortgage notes, the proceeds of 
which are to be used in acquiring 15 new standard passenger super- 
coaches at a cost of about $16,400 each. 

MC-F 522, Central Greyhound Lines, Inc., of New York. asks 
authority to issue $276,000 four-year serial equipment mortgage notes 
the proceeds of which are to be used to acquire 23 new standard pas- 
senger super-coaches. 

MC-F 523, Dixie Greyhound Lines, Inc., asks authority to issue 
$300,000 of four-year serial equipment mortgage notes the proceeds 
of which are to be used to acquire 25 new standard passenger super- 
coaches. 

MC-F 524, Illinois Greyhound Lines, Inc., asks authority to issue 
$72,000 four-year serial equipment mortgage notes, the proceeds of 
which are to be used to acquire 6 new standard super-coaches. 

MC-F 525, New England Greyhound Lines, Inc., asks authority to 
issue $120,000 four-year serial equipment mortgage notes, the proceeds 
of which are to be used to acquire 10 new standard super-coaches. 

MC-F 526. Northland Greyhound Lines, Inc., asks authority to 
issue $480,000 three and one-half percent five-year installment notes, 
the proceeds to be applied on the price of 40 busses. 

MC-F 527. Ohio Greyhound Lines, Inc., asks authority to issue 
$60,000 four-year serial equipment mortgage notes, the proceeds to be 
used in purchasing five new super-coaches. 

MC-F 528. Pennsylvania Greyhound Lines, Inc., asks authority to 
issue $720,000 four-year serial equipment mortgage notes the proceeds 
to be applied on the purchase of 60 busses. 

MC-F 529. Southwestern Greyhound Lines, Inc., asks authority 
to issue $480,000 four-year serial equipment mortgage notes, the pro- 
ceeds of which are to be used in acquiring 40 super-coaches. 

MC-F 530. Teche Lines, Inc., asks authority to issue $120,000 
four-year serial equipment mortgage notes the proceeds of which are 
to be used in acquiring 8 super-coaches. 

MC-F 531. Pacific Greyhound Lines ask authority to issue $720,000 
promissory note secured by chattle mortgage, the proeeeds of which 
are to be used in acquiring 60 new busses. 

MC-F 532. Greyhound Corporation asks authority to guarantee the 
equipment notes proposed to be issued by its affiliated companies in 
execution of their program to acquire new equipment. 


MOTOR ORDERS EFFECTIVE 
The following recommended orders have become effective 
as shown: 
MC 12007, Lyon Van & Storage Co., broker application, 
as of March 2; MC 17673, Charles B. Hibbs, contract carrier 
application, as of March 9; MC 17673, Sub. No. 1, Charles B. 
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Hibbs, extension of operations, as of March 9; MC 50577, Penn- 
Continent Corporation, contract carrier application, as of Feb. 
24; MC50577, Sub. No. 1, Penn-Continent Corporation, exten- 
sion of operations, as of Feb. 24; MC 50981, Henry Clinton 
Warner, contract carrier application, as of Feb. 28; MC 76047, 
Luper Transportation Co., contract carrier application, as of 
Feb. 23; MC 86022, Gerold S. Whitlatch, contract carrier appli- 
cation, as of March 1; MC 86198, B. M. Stewart, common carrier 
application, as of March 2; MC 86412, Earl R. Kuhn, common 
carrier application, as of March 3; MC 86426, Carl Frederiksen, 
common carrier application, as of March 4; MC 86460, C. J. 
Bigler, contract carrier application, as of March 3; MC 86661, 
Greely Truck Line, common carrier application, as of March 2; 
MC 86682, Robert Preston Smith, contract carrier application, 
as of March 3; MC 86734, George Hansen, common carrier 
application, as of March 2; MC 86787, Sherman Floistad, con- 
tract carrier application, as of March 3; MC 86853, Leo Loid 
Brooks, common carrier application, as of March 4; MC 88518, 
Arkansas Motor Coaches Limited, Inc., extension of operations, 
as of March 3; MC F-117, C. B. Whitehead, lease, E. P. and 
W. A. Orts, as of March 8; MC M-298, Penn-Ohio Coach Lines 
Co., purchase, Cadiz Bus Line Co., H. E. Dutt, receiver, as of 
March 7; MC F-379, Bowen Motor Coaches, purchase, Winfield 
Morten, as of March 7; MC F-171, Pacific Freight Lines, pur- 
chase, Arizona Refrigerator Transportation Co., Inc., Ltd., as of 
March 9; I.&S.M-211, commodity rates of Oklahoma and Texas 
Transfer Co., as of March 9; MC 12019, Converse G. Fenn, 
broker application, as of March 10; MC 19331, Sub. No. 1, 
Peter J. Stenseth, contract carrier application, as of March 9; 
MC 50345, Elton D. Johnson, contract carrier application, as 
of March 8; MC 50894, Beny Yasiulewicz, common carrier 
application, as of March 8; MC 77708, V. M. Drayer, common 
carrier application, as of March 8; MC 86071, Ray Dean Pursel, 
common carrier application, as of March 10; MC 86204, Hupp 
Brothers’ Trucking Co., common carrier application, as of 
March 8; MC 86292, Levy P. Morrow, common carrier appli- 
cation, as of -March 9; MC 86514, Geo. B. Thomas, common 
carrier application, as of March 8. 





MOTOR ACT VIOLATIONS 

Judge Sweeney, in the federal court for Massachusetts, in 
Interstate Commerce Commission vs. Sherman H. Bowles, has 
issued a preliminary injunction forbidding Bowles, his em- 
ployes and representatives and all persons in active concert or 
participation with him, to transport property by motor vehicle 
for compensation, until he has obtained a certificate as a com- 
mon carrier or has acquired grandfather rights under the rules 
of the Commission; also, until he has filed rates and charges 
with the Commission. The injunction, according to advices 
received by the Commission, also forbids him to act as a con- 
tract carrier until he has complied with the law. 


According to a statement by Secretary Bartel, Bowles, a 
resident of Springfield, Mass., has been operating as the B and 
B Line and Lenner Motor Transportation, in Rhode Island, 
Massachusetts, New York and Connecticut. 


A fine of $500 and costs has been imposed on the Chase 
Candy Co. of St. Joseph, Mo., by Judge Otis of the federal 
court for the western district of Missouri, on a plea of nolo 
contendere to an information accusing it of knowingly solicit- 
ing, accepting, and receiving rebates from Watson Bros. Trans- 
portation Co., Inc., a common carrier by motor vehicle, accord- 
ing to advice received by the Commission. The information, 
filed last September as a result of an investigation by the 
Commission’s Bureau of Motor Carriers, charged that rebates 
of five cents a hundred pounds under the guise of a delivery 
charge allowance, were received by the candy company from 
the carrier in connection with various shipments of candy from 
St. Joseph to points in Iowa and Nebraska. 

The Commission has been advised that the federal court 
for the northern district of Texas at Dallas has imposed fines 
totaling $5,600 on W. A. Johnson, doing business as Johnson 
Motor Freight Lines, under an information in 56 counts, ac- 
cusing him of granting rebates to Butler Brothers, a wholesale 
shipper at Dallas. The fine was imposed when Johnson 
changed a plea of not guilty to one of nolo contendere. The 
judge assessed a fine of $100 on each of the 56 counts. He 
required the payment of $1,000 and the remainder of the 
fine was suspended on probation for one year conditioned on 
the defendant’s refraining from further violations of the motor 
carrier act. A statement by Secretary Bartel said the rebat- 
ing was carried on under the practice of payment by the 
defendant to the shipper of 2% cents a 100 pounds as com- 
pensation for placing the weight of each package on the ship- 
per’s shipping order; and of payment, also by the defendant 
to the shipper, of 5 cents a 100 pounds as pick-up and delivery 
charge when, in fact, the pick-up and delivery was performed 
by the defendant carrier and not by the shipper. 

Secretary Bartel, of the Commission, has announced that 
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the Commission has been advised that Judge Charles C. Cava- 
nah, in the district court of the United States for the district 
of Idaho, eastern division at Pocatello, March 15, fined David 
J. Williams, doing business as Williams Transportation, Malad 
City, Ida., $270 on a plea of guilty to an information charg- 
ing defendant with transporting wheat, bran and seed, at less 
than lawful tariff rates, between Malad City, Ida., and points 
in Utah. 


MOTOR CARRIER AMENDMENTS 


The executive committee of the American Trucking Asso- 
ciations, Inc., has taken a position in opposition to amendments 
to the motor carrier act authorizing the Commission to suspend 
certificates and permits of motor carriers without hearing, for 
failure to comply with insurance and tariff filing provisions of 
the act, as proposed by the Commission in its recommenda- 
tions to Congress. 

Instead, the committee went on record as suggesting an 
amendment to the act which would allow the Commission to 
exercise the power of suspension after thirty days’ notice, for 
pie violation of the insurance provision, or failure to file 
tariffs. 

Senator Shipstead has proposed the following amendment 
to S. 3606, the bill embodying the changes recommended by 
the Commission in the motor carrier act: 


Section 8. Subsection (a) of section 207 of said act is hereby 
amended by inserting at the end thereof the following new proviso: 
“And provided further, That if a carrier other than a motor carrier 
is an applicant, or any person which is controlled by such a carrier 
other than a motor carrier or affiliated therewith within the meaning 
of section 5 (8) of part I, the Commission shall not issue such a cer- 
tificate unless it finds that the transaction proposed will promote the 
public interest by enabling such carrier other than a motor carrier to 
use service by motor vehicle to public advantage in its operations and 
will not unduly restrain competition.”’ 


MOTOR ORDERS STAYED 

The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 22291, application of Stephen de Vries, dba De Vries 
Transfer, Orange City, Ia.; MC 7256, application of Providence 
Teaming Co., Inc., Cranston, R. I.; MC 171, application of 
Cohoes Trucking Co., Inc., Cohoes, N. Y.; MC 49257, applica- 
tion of Frederick A. Wilder, dba F. A. Wilder, Hancock, N. H.; 
MC F-484, Columbia Terminals Co., purchase, G. P. Inman 
Trucking Co., Inc.; MC 1648, Fidelity Van and Storage Co., 
common carrier application; MC 7450, Sub. No. 2, Abram 
Jerome Novick, extension of operations; MC 8128, Sub. No. 1, 
David T. Hamilton and C. L. McCallum, contract carrier ap- 
plication; MC 17593, Sub. No. 1, Pierce Auto Freight Lines, 
Inc., extension of operation; MC 25603, E. B. Britt, common 
carrier application; MC 65068, Harry G. Braun, common car- 
rier application; MC 65067, Harry G. Braun, contract carrier 
application; MC 8813, Sub. No. 1, Willard M. Tribby, contract 
carrier application. 


SIZE AND WEIGHT OF VEHICLES 


The Supreme Court of the United States has denied a 
petition for rehearing in No. 161, South Carolina State High- 
way Department et al., appellants, vs. Barnwell Brothers, Inc., 
et al., in which it upheld the constitutionality of the South 
Carolina law limiting the size and weight of commercial ve- 
—— —_ the state’s highways (see Traffic World, Feb. 19, 
p. ; 


SUPER-HIGHWAYS 


The National Highway Users’ Conference says that super- 
highways on which tolls would be charged are not the imme- 
diate answer to the problem of highway safety “despite the 
claims of proponents that such highways are necessary to 
reduce the enormous loss of life and property.” 

“There is overwhelming evidence to show that most acci- 
dents are due to the human element and that excessive speed 
is one of the important contributing causes,” it says. ‘Scien- 
tific investigations indicate that the majority of drivers are 
not ordinarily capable of driving safely at speeds in excess of 
50 m. p. h.” 

With respect to utilizing “excess condemnation” to help 
pay for super-highways, the conference says that the profit that 
might be obtained from sale or lease of land adjoining the 
super-highways would not be large. 

“The appealing idea of a grid of ‘self liquidating’ super- 
highways from coast-to-coast and from border-to-border is not 
meeting with general public favor,” says the Chamber of Com- 
merce of the United States. 

“Two reasons are advanced for the lukewarm public at- 
titude: the unwillingness of highway users in this country to 
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accept further direct or indirect taxation and the failure of 
such projects in Europe. 

“The attitude of highway users does not extend to tolls 
for special structures such as large bridges and tunnels and 
might not apply to relatively short lengths of super-highways 
in densely populated areas.” 


MICHIGAN TRUCKING NEWS MOTOR GUIDE 


The Michigan Trucking News has compiled a new motor 
freight guide which will be ready for distribution March 26, 
according to an announcement by Don B. Smith, general man- 
ager, Michigan Trucking Association. The guide is the only 
one listing every operator in Michigan, and the points served 
by them, according to Mr. Smith. 


Cc. F. A. TRUCK RATES 


The Central States Motor Freight Bureau has prepared for 
filing with the Commission the necessary connecting link tariffs 
tying its existing publications in with the master tariff of the 
American Trucking Associations naming increases in truck 
rates parallel with those granted the railroads in Ex Parte 123. 
In an attempt to get unanimous agreement to the increased 
rates in C. F. A. Territory, C. A. Moore, managing director of 
the bureau, held a number of meetings to which lines not 
members of the bureau were invited, in an effort to obtain 
their pledges to accept the bureau’s publication and the con- 
necting links. Meetings were held at Chicago March 14, Indian- 
apolis March 15, Cleveland March 16 and Detroit March 17. 

The bureau’s executive committee has decided, as its next 
step toward stabilizing the truck rate structure in the territory, 
to apply to the Commission for a minimum rate order naming 
the rates contained in the bureau’s area commodity tariffs, 
plus the connecting link increases, as reasonable minimums. A 
petition for such an order was in preparation by the bureau 
and was expected to be ready for filing some time in the week 
of March 21. 


MIDDLE ATLANTIC MOTOR RATES 


With a view to meeting rail competition, Baltimore Trans- 
fer Co. and Seaboard Freight Lines, Inc., by their Agent, D. T. 
Waring, in Ex Parte MC 14, have asked authority to publish 
reduced rates. They have asked that the Commission reopen 
the proceeding for modification so far as it applies to rates 
on batteries moving between various points. 

The desire of the petitioners is to publish a rate of 53 cents, 
L. T. L., and 38 cents truckload rate, minimum 20,000 pounds, 
to apply between New York, N. Y., and Baltimore, Md., and 55 
cents less truckload and 40 cents a truckload, minimum 20,000 
pounds, to apply between New York, N. Y., and Washington, 
D. C. They also ask authority to publish a rate of 47 cents, 
L. C. L., and 34 cents, minimum 20,000 pounds, truckload, to 
apply between New Brunswick, N. J., and Baltimore, Md., 51 
cents, less truckload and 37 cents truckload, minimum 20,000 
pounds to apply between New Brunswick and Washington, 
D. C., on electrical appliances, namely, batteries, electric; stor- 
age, assembled; storage assembled, N. O. I., in boxes or crates. 
The rates are also to permit the mixing of one hydrometer 
syringe in each separate shipping package of storage batteries 
with or without chemicals. 

The Waring petition asserts that the proponents of the 
rates declare that these rates are necessary to enable them to 
meet rail competition as to truckload shipments and that the 
proposed rates, reflecting third class on less truckload ship- 
ments, are necessary to bring the rates into harmony with the 
general rate structure on batteries which the proponents de- 
clare to be third class in the south, Central Freight Association 
territory, Western Classification territory, and the predominat- 
ing basis in Official Classification territory. 


ALL FREIGHT, CHICAGO AND ST. LOUIS TO 
BIRMINGHAM 


The Commission, division 3, in a report written by Com- 
missioner Miller in I. and S. 4315, all freight, Chicago and 
St. Louis to Birmingham, Ala., and fourth section application 
16778, has found justified proposed all freight commodity rates 
on merchandise from Chicago and St. Louis to Birmingham. 
It has vacated the order of suspension and discontinued the 
proceeding. 


RAIL INCOME STATISTICS 


Class I railways for the twelve months ended with Decem- 
ber had aggregate net income of $98,526,717, as against $165,- 
483,528 for the corresponding period of 1936, and a net income 
of $5,947,105 for December, 1937, as compared with $49,149,632 
for December, 1936, according to the Commission’s monthly 
statement prepared by its Bureau of Statistics on selected in- 
come and balance sheet items. Detailed statistics follow: 
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Income Items 1937 

1. Net railway operating income ........ $ 590,180,565 
ee eee 179,307,977 
3. EN os 5 aco anecnneeeuee 769,488,542 
4. Miscellaneous deductions from income. 24,975,755 
5. _ Income available for fixed charges ..$ 744,512,787 
6. Fixed charges: 

6-01. Rent for leased roads ...... 157,579,783 

6-02. Interest deductions ......... 473,048,111 

6-03. Other deductions ........... 2,670,194 

6-04. Total fixed charges ..... 633,298,088 
% Income after fixed charges ....... $ 111,214,699 
8. Contingent charges ...... ugetaeenees 12,687,982 
9. TUOD MONRO. vcldsinc uk dite wenearies $ 98,526,717 
10. Depreciation (Way and structures and 

RENNIN 6c Riciceendiwadsidatuaes 197,019,815 

1k.. Federal Income taxes .....ccccccscecss 31,995,595 
12. Dividend appropriations: 

12-01. On common stock ......... 140,288,393 

12-02. On preferred stock ......... 27,485,576 


Selected Asset Items 
13. Investments in stocks, bonds, etc., other 


than those of affiliated companies (To- 


1937 





$ 
$ 
$ 
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For the twelve months of 
1936 


667,174,159 
184,343,328 
851,517,487 

21,310,931 
830,206,556 


168,478,088 
480,797,957 
2,684,001 
651,960,046 
178,246,510 
12,762,982 
165,483,528 


193,472,311 
30,362,326 


142,269,862 
27,559,429 


Balance at end of December 


1936 





Bi DOOPUNG TUE ~hosceiccanockeceas $ 664,985,271 $ 680,506,912 
lies IN 5c 5 'n1o- a 'ea ce ok orm aha orn a nibteraiae wiacalerets $ 352,917,655 $ 529,571,103 
15. Demand loans and deposits .......... 5,245,991 6,670,342 
16. Time drafts and deposits ............. 34,321,881 43,820,840 
1 er rrr ene 92,725,514 93,536,263 
18. Loans and bills receivable ............ 4,127,542 2,572,117 
19. Traffic and car-service balances receiv- 
CT ccs witeceaeniadiseeceneunnecae 57,649,963 76,359,518 
20. Net balance receivable from agents and 
CI oo. w se carwsctd wv balrwdaaacucas 38,604,773 51,458,016 
21. Miscellaneous accounts receivable .... 142,235,457 147,503,605 
22. Materials and supplies ............... 385,056,932 306,962,654 
23. Interest and dividends receivable ..... 24,075,007 25,850,142 
D4; FRGMIE TOCCIWODIE ic cccccccccccccwccens 1,965,843 1,572,209 
ZS. Other Current Assets cc ccccveccsccceces 5,208,650 6,534,591 
26. Total current assets (items 14 
QR o Wectioidcsectanavanawa $1,144,135,208 $1,292,411,400 








Balance at end of December 




















Selected Liability Items 1937 1936 
27. Funded debt maturing within 6 
MN a cidwugs wan eee nbadinecmaawees $ 90,327,424 $ 169,181,429 
28. Loans and bills payablef ............. $ 216,222,949 $ 211,890,168 
LS car-service balances paya- 
_ = ne 75,859,640 95,050,393 
30. Audited accounts and wages payable . 238,762,279 227,623,044 
31. Miscellaneous accounts payable ...... 76,199,540 117,536,662 
32. Interest matured unpaid ............. 677,218,951 553,041,852 
33. Dividends matured unpaid ........... 12,881,038 12,501,058 
34. Funded debt matured unpaid ........ 464,909,717 475,066,753 
35. Unmatured dividends declared ....... 4,873,165 5,654,953 
36. Unmatured interest accrued .......... 83,142,081 89,417,031 
37. Unmatured rents accrued ............ 27,127,865 25,946,666 
38. Other current liabilities .............. 24,226,175 30,421,978 
39. Total current liabilities (items 
POO ee dievncadeancesian $1,901,423,400 $1,844,150,558 
40. Tax liability (Account 771): 
40-01. U. S. Government taxes ...... 66,436,495 106,048,352 
40-02. Other than U. S. Government 
ME, acaabeneVieeds tbkawimenans 136,767,693 133,600,628 


*Includes payments which will become due on account of principal 
of long-term debt (other than that in account 764, funded debt matured 
unpaid) within six months after close of month of report. 

+Includes obligations which mature not more than 2 years after 
date of issue. 


tThe net income as reported includes charges of $3,199,112 for 
December, 1937, and $39,585,126 for the twelve months of 1937, $2,030,- 
915 for December, 1936, and $18,220,269 for the twelve months of 1936 
on account of accruals for excise taxes levied under the social security 
act of 1935; also includes charges and credits resulting in a net charge 
of $1,810,205 for December, 1937, and $25,163,049 for the twelve months 
of 1937, because of provisions of the ‘‘carriers’ taxing act of 1937,” 
approved June 29, 1937, and repeal of the act of August 29, 1935, 
levying an excise tax upon carriers and an income tax upon their 
employes, and for other purpose (Public No. 400), 74th Congress). 
The charges and credits were not handled in a uniform manner by 
all the carriers and separate totals are not available. The net income 
for December, 1936, includes charges of $11,025,163 and for the twelve 
months of 1936 of $47,257,655 under the requirements of an act ap- 
proved August 29, 1935, levying an excise tax upon carriers and an 
income tax upon their employes, and for other purposes (Public No. 
400, 74th Congress). 
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WATER CARRIER AGREEMENTS 


The following described action has been taken by the Mari- 
time Commission on agreements filed pursuant to the provisions 
of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 

5620-A between Gdynia-America Shipping Lines, Ltd., and Lykes 
Bros.-Ripley Steamship Co., Inc., Norddeutscher Lloyd, Waterman 
Steamship Corporation, Wilh. Wilhelmsen, and other carriers compris- 
ing the membership of the Florida Continental North and Baltic Seas 
Phosphate Conference, recording agreement of Gdynia American Ship- 
ping Lines, Ltd., to observe conference rates, rules, regulations, and 
decisions in return for privilege of participating in conference contracts 
with shippers. 

5907 between American Scantic Line, Inc., and American-Hawaiian 
Steamship Company provides for the transportation of cargo, except 
Bentwood furniture, set up, under through bills of lading from Copen- 
hagen, Helsinki, Stockholm, and Gdynia to United States Pacific Coast 
ports, with transhipment at New York. 

5908 between American-Hawaiian Steamship Company and Union 
Steam Ship Co. of New Zealand, Ltd., provides for the transportation of 
cargo under through bills of lading from specified United States Pacific 
Coast ports to ports in Australia and New Zealand, with transhipment 
at San Francisco cr Los Angeles Harbor. 

5949 between American-Hawaiian Steamship Company and H. C. 
Horn (Horn Linie) provides for the transportation of cargo under 
through bills of lading from United States Pacific Coast ports to King- 
ston, Jamaica, and to Port au Prince and Cap Haitien, Haiti, with 
transhipment at San Juan, Puerto Rico. 

5986 between Coastwise Line and Silver Line, Ltd., provides for the 
transportation of cargo under through bills of lading from United States 
Pacific Coast ports to ports in China (Hongkong and Shanghai), Philip- 
pine Islands, Straits Settlements, British India, Ceylon, Dutch East 
Indies, and the Federated Malay States, with transhipment at specified 
United States Pacific Coast ports. 

5987 between Silver Line, Ltd., and Coastwise Line provides for the 
transportation of cargo under through bills of lading from China (Hong- 
kong and Shanghai), Philippine Islands, Straits Settlements, British 
India, Ceylon, Dutch East Indies, and the Federated Malay States to 
United States Pacific Coast ports, with transhipment at specified United 
States Pacific Coast ports. 

6125 between Isthmian Steamship Company and The California 
Transportation Company and Sacramento & San Joaquin River Lines, 
Inc., provides for the transportation of cargo under through bills of 
lading between United States Atlantic Coast ports and Sacramento and 
Stockton, with transhipment at San Francisco. 

6126 between Dollar Steamship Lines, Inc., Ltd., American Line 
Steamship Corporation—The Atlantic Transport Company of West Vir- 
ginia (Panama Pacific Line), Pacific-Atlantic Steamship Company 
(Quaker Line), States Steamship Company (California-Eastern Line), 
Panama Mail Steamship Company (Grace Line), American-Hawaiian 
Steamship Company, Pacific Coast Direct Line, Inc., Weyerhaeuser 
Steamship Company, Isthmian Steamship Company, and Coastwise Line 
provides for the transportation of cargo under through bills of lading 
between United States Atlantic Coast ports and United States Pacific 
Coast ports, with transhipment at Los Angeles Harbor or San Francisco. 

6143 between Seatrain Lines, Inc., Dollar Steamship Lines, Inc., 
Ltd., American Export Lines, Inc., Fern Line (Joint Service of Fearnley 
& Eger and A. F. Klaveness & Co. A/S), ‘‘Italia’’ Societa Anonima di 
Navigazione (Italian Line), and Linea Sud Americana, Inc., provides 
for the transportation of cargo under through bills of lading from 
Genoa to New Orleans, with transhipment at New York. 

6172 between Johnston Warren Lines, Ltd. (Furness Line), and 
American-Hawaiian Steamship Company and Dollar Steamship Lines, 
Inc., Ltd., provides for the transportation of lingon berries, fox berries, 
and canned fruits under through bills of lading from St. John’s New- 
foundland, to United States Pacific Coast ports, with transhipment at 
Boston. 


Agreements Cancelled 


1702, as amended, between Isbrandtsen-Moller Company, Inc., and 
Williams Steamship Corporation provides for the transportation of 
cargo under through bills of lading from Hongkong, Shanghai, and other 
Oriental ports to United States Atlantic Coast ports and San Juan. 
Ponce and Mayaguez, Puerto Rico, with transhipment at Los Angeles 
Harbor or San Francisco. 

3758 between Furness, Withy & Company, Ltd. (Furness Lines), 
and American-Hawaiian Steamship Company, which has been super- 
seded by 6172. 

3780, as amended, between Bank Line, Ltd., Wilhelm Wilhelmsen, 
Lancashire Shipping Company, Ltd., Ellerman & Bucknall Steamship 
Company, Ltd., The Ocean Steam Ship Company, Ltd., The China 
Mutual Steam Navigation Company, Ltd., Nederlandsche Stoomvaart 
Maatschappij ‘‘Oceaan,’’ Isthmian Steamship Company, Prince Line, 
Ltd., United States of America-United States Maritime Commission 
(American Pioneer Line), and Silver Line, Ltd., provides for the appor- 
tionment of sailings and the pooling of freight revenues in the trade 
from United States Atlantic ports to the Philippine Islands and China. 

3941 between Kawasaki Kisen Kaisha (‘‘K’’ Line) and Williams 
Steamship Corporation provides for the transportation of cargo under 
through bills of lading from Japan and China to Puerto Rico, with 
transhipment at Seattle, San Francisco, or Los Angeles Harbor. 

3941-A between Kawasaki Kisen Kaisha (‘‘K’’ Line) and American- 
Hawaiian Steamship Company provides for the transportation of cargo 
under through bills of lading from Japan and China to Puerto Rico, 
with transhipment at Seattle, San Francisco, or Los Angeles Harbor. 

4188-A, as amended, between United Fruit Company, Standard Fruit 
and Steamship Company, and Seatrain Lines, Inc., recording the under- 
standing of the parties in respect to percentage participation in trans- 
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portation of cargo from New Orleans to Havana, this agreement having 
been superseded by 4188-C. 

4189-A, as amended, between Edward P. Farley and Morton L. 
Fearey, trustees for Munargo Steamship Corporation, New York and 
Cuba Mail Steamship Company, United Fruit Company, and Seatrain 
Lines, Inc., recording the understanding of the parties in respect to 
percentage participation in transportation of cargo from New York to: 
Havana, this agreement having been superseded by 4189-E. 

4222 between Nelson Steamshp Company and Chamberlin Steamship 
Company, Ltd., provides for the transportation of cargo under through 
bills of lading between United States Atlantic Coast ports and United 
States Pacific Coast ports, with transhipment at San Francisco or Los: 
Angeles Harbor. 

4262 between Luckenbach Steamship Company, Inc., and Freighters, 
Inc., provides for the transportation of cargo under through bills of 
lading between United States Atlantic Coast ports and Oakland, Ala- 
meda, or Richmond, with transhipment at San Francisco, Oakland, 
Alameda, or Richmond. 

4263 between Luckenbach Gulf Steamship Company, Inc., and 
Freighters, Inc., provides for the transportation of cargo under through 
bills of lading between United States Gulf of Mexico ports and Oakland, 
Alameda, or Richmond, with transhipment at San Francisco, Oakland, 
Alameda, or Richmond. 

4285 between Calmar Steamship Corporation and Freighters, Inc., 
provides for the transportation of cargo under through bills of lading 
between United States Atlantic Coast ports and Oakland, Alameda, or 
Richmond, with transhipment at San Francisco, Oakland, Alameda, or 
Richmond. 

4357 between Pacific-Atlantic Steamship Company (Quaker Line) 
and Freighters, Inc., provides for the transportation of cargo under 
through bills of lading between United States Atlantic Coast ports and 
Oakland, Alameda, or Richmond, with transhipment at San Francisco, 
Oakland, Alameda, or Richmond. 

4358 between States Steamship Company (California-Eastern Line) 
and Freighters, Inc., provides for the transportation of cargo under 
through bills of lading between the United States Atlantic Coast ports 
and Oakland, Alameda, or Richmond, with transhipment at San Fran- 
cisco, Oakland, Alameda, or Richmond. 

4384 between Pacific-Atlantic Steamship Company (Quaker Line) 
and Freighters, Inc., provides for the transportation of cargo under 
through bills of lading between United States Atlantic Coast ports and 
Sacramento and Stockton, with transhipment at San Francisco. 

4807 between Pacific Coast Direct Lines, Inc., and Freighters, Inc., 
provides for the transportation of cargo under through bills of lading 
from United States Atlantic Coast ports to Sacramento and Stockton, 
with transhipment at San Francisco. 

4838 between Sudden & Christenson (Arrow Line) and Freighters, 
Inc., provides for the transportation of cargo under through bills of 
lading between United States Atlantic Coast ports and Sacramento and 
Stockton, with transhipment at San Francisco. 

4856 between Luckenbach Steamship Company, Inc., and Freighters, 
Inc., provides for the transportation of cargo under through bills of 
lading between United States Atlantic Coast ports and Sacramento and 
Stockton, with transhipment at San Francisco. 

4857 between Freighters, Inc., and Luckenbach Gulf Steamship Com- 
pany, Inc., provides for the transportation of cargo under through bills 
of lading from Stockton, Calif., to United States Gulf of Mexico ports, 
with transhipment at San Francisco. 

4874 between Luckenbach Gulf Steamship Company, Inc., and 
Freighters, Inc., provides for the transportation of cargo under through 
bills of lading from United States Gulf of Mexico ports to Sacramento 
and Stockton, with transhipment at San Francisco. 

4885 between Calmar Steamship Corporation and Freighters, Inc., 
provides for the transportation of cargo under through bills of lading 
between United States Atlantic-Coast ports and Stockton and from 


Sacramento to United States Atlantic Coast ports, with transhipment 
at San Francisco. 


5060 between Dollar Steamship Lines, Inc., Ltd., and Freighters, 
Inc., provides for the transportation of cargo under through bills of 


lading between United States Atlantic Coast ports and Sacramento and 
Stockton, with transhipment at San Francisco. 


6034 between Dollar Steamship Lines, Inc., Ltd., Panama Mail 


Steamship Company (Grace Line), and Coastwise Line, which has been 
superseded by 6126. 


INTERCOASTAL SHIPPING AID 


Representative Welch, of California, has introduced H. J. 
Res. 613 in the House, proposed legislation similar to that pro- 
posed in the Senate by Senator McAdoo, for government opera- 
tion for a year of the intercoastal ships, California, Pennsyl- 
vania and Virginia. 

The House committee on merchant marine and fisheries 
reported the Welch resolution providing for government opera- 
tion of the California, Pennsylvania and Virginia for passage 


NEW YORK PORT CONFERENCE 


The Port of New York Authority has issued a call for a 
port conference at its offices beginning April 18. More than 
fifty New York and New England civic, commercial, and other 
organizations have been invited. It was called at the request 
of the Maritime Commission to develop facts and suggestions 
regarding existing and proposed ocean steamship service; the 
possible development of essential trade routes; facts bearing on 
the general development of the American merchant marine, 


and the manner in which the merchant marine may best serve 
port commerce. 
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S. D. Shell, assistant to the chairman of the Maritime 
Commission, will preside, and Dudley B. Donald, of the com- 
mission’s trade route survey committee, will attend. There 
will be a harbor inspection trip the afternoon of April 18. The 
conference will convene again the next morning and will con- 
tinue on April 20 if necessary in order to permit all interested 
parties to be heard. 

The Maritime Commission will hold similar meetings at 
other north Atlantic points in April. 


INTERCOASTAL SHIPPING AID 


The Senate commerce committee by a vote of 6 to 6 has 
declined to act favorably on the McAdoo resolution. It was 
stated the committee might take up the resolution again. 


MERCHANT MARINE LEGISLATION 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has submitted to the House for passage 
the bill, H. R. 9710, amending the merchant marine act, 1936, 
and the shipping acts, which was recently approved by the 
committee (see Traffic World, March 5, p. 553). The report 
on the bill is No. 1950. 


U. S. BARGE LINE EXTENSION 


A subcommittee of the House committee on interstate and 
foreign commerce headed by Representative Bulwinkle, of 
North Carolina, will hold a hearing April 5 on H. R. 8738, a 
bill to extend the services of the Inland Waterways Corpora- 
tion, the government barge line agency, to Pensacola, Fla., 


= on H. R. 9073, to extend the services to the Cape Fear 
iver. 


CANADIAN VESSEL SERVICE 


A favorable report on H. J. Res. 463, permitting the trans- 
portation of passengers by Canadian passenger vessels between 
the port of Rochester, N. Y., and the port of Alexandria Bay, 
N. Y., on Lake Ontario and the St. Lawrence River, has been 
made to the House by Chairman Bland, of the House com- 
mittee on merchant marine and fisheries. The legislation is 
necessary, if the vessels are to operate between the ports 
named, because the coastwise laws prohibit foreign vessels 
operating in the U. S. coastwise trades. ‘The permission to 
operate is to continue so long as there are no American flag 
ships affording the same service. 


TEMPORARY SHIP SUBSIDY 


The Maritime Commission has announced approval of the 
application of the American Mail Line, Ltd., of Seattle, Wash., 
for a 90-day extension of its temporary operating subsidy 
contract. This contract, made last September for a period of 
6 months, would have expired on March 24. 

In approving the application, the Commission warned the 
company that “further extensions of the subsidy agreement 
may not be granted unless a satisfactory solution of your basic 
problems, including that of replacement, is developed during 
the 90-day extension period.” 

The American Mail Line operates between Seattle and 
ports in China, Japan, and the Philippine Islands. 


CANAL CARRIER REGULATION 


Representative Hart, of New Jersey, has introduced H. R. 
9835, a bill amending section 1 of the shipping act, 1916, to 
bring within the definition of common carrier by water “a com- 
mon or contract carrier on or via the New York State Canal 
System,” except contract carriers engaged in the transporta- 
tion of inflammable and combustible liquid cargoes in bulk in 
tank vessels. The bill provides that Great Lakes contract car- 
riers, whose vessels do not operate on the New York State 
Barge Canal, shall not be regarded as contract carriers within 
the meaning of the paragraph. The term “common carrier by 
water” is defined as meaning a common carrier by water in 
foreign commerce or a common carrier by water in interstate 
commerce. The bill amends the second and third paragraphs 
of section 1 of the shipping act. 


WATER SERVICE TO TWIN CITIES 


The Secretary of War has transmitted to Congress a report 
by Major General Julian L. Schley, chief of engineers, U. S. 
army, together with a report from the Board of Engineers for 
Rivers and Harbors, in which the board approves the plan for 
extension of the nine-foot channel of the Mississippi River above 
St. Anthonys Falls, at Minneapolis, Minn., authorized in the 
river and harbor act approved August 26, 1937. 

In his report, General Schley approves the plans presented 
by the board for extension of the 9-foot channel of the Missis- 
sippi River above St. Anthonys Falls by dredging a channel 


The Traffic World 


PAGE 677 





generally 150 feet wide, alteration to bridges and other struc- 
tures, and the construction of two single locks having chambers 
56 feet wide by 400 feet long and lifts of approximately 24 
feet and 50 feet, at an estimated cost to the United States 
of $7,779,000 for new work, with $67,000 annually for main- 
tenance; provided local interests give assurances satisfactory 
to the Secretary of War that they will bear the cost of neces- 
sary bridge modifications and adjustments to utility structures 
estimated at $1,774,000, and furnish free of cost to the United 
States all lands needed for the improvement and suitable spoil 
disposal areas for new work and for subsequent maintenance 
as required. The board concludes that the plan presented will 
provide adequately for development of terminals in the city 
of Minneapolis desired by local interests. 


STEAMSHIP ROUTE HEARINGS 


Hearings on the essentiality of the Gulf, West Indies-East 
Coast Colombia service, operated by the Lykes Bros.’-Ripley 
Steamship Company, Inc., of Houston, Texas, will be held by 
the Maritime Commission at Houston, March 31 and at New 
Orleans, April 4. 

This service, which was one of several operated out of 
Gulf ports by the Lykes Bros. Company, was granted an op- 
erating subsidy for six months only pending a further study 
by the commission to determine whether the service is of suf- 
ficient importance to the development of foreign trade and the 
national defense to justify a permanent subsidy. 

The hearings on the essentiality of this route, which serves 
the West Indies, the Panama Canal Zone, East Coast of Colom- 
bia and Venezuela will be held in conjunction with the port 
authority conferences which the commission will conduct in 
Houston and New Orleans on these dates. 


WEST COAST TRUCK MEETINGS 


West coast members of the American Trucking Associa- 
tions, Inc., are planning a regional meeting at Los Angeles 
April 29 and 30. Arrangements are in the hands of J. P. 
Spaenhower, president, Stockton Delivery Company, Stockton, 
Cal., third vice-president of the national organization. The 
dates mentioned were selected because the Truck Insurance 
Exchange is holding its annual convention at Los Angeles be- 
ginning April 28 and will have as one of its guests Ted V. 
Rodgers, president of the A. T. A. The meeting will follow 
closely on that of the Washington Motor Freight Association, 
which will be held at Seattle, Wash., April 23, 24 and 25. 


AMERICAN-HAWAIIAN REPORT 


The consolidated report of American-Hawaiian Steamship 
Company and wholly owned subsidiary shows that the operat- 
ing profit before depreciation for January, 1938, was $118,476.94, 
as compared to a loss of $11,782.10 in January, 1937. The net 
profit, after depreciation and nonrecurring items, but before 
federal income taxes, was $45,206.03 for January, 1938, as 
compared to a loss of $133,720.13 in January, 1937. 


SCRAP PAPER TO GULF PORTS 

In a proposed report in No. 448, The Celotex Corporation 
vs. Mooremack Gulf Lines, Inc., and Pan-Atlantic Steamship 
Corporation, Examiner C. W. Robinson, of the Maritime Com- 
mission, has recommended that the commission find that a 
rate of 27 cents on scrap paper from north Atlantic to Gulf 
ports is not unjust, unreasonable or unduly prejudicial or dis- 
advantageous. He has further recommended that the com- 
mission find that the carload rate on wallboard from Gulf to 
north Atlantic ports is and for the future will be unjust and 
unreasonable to the extent it exceeds 30 cents but is not unduly 
prejudicial or disadvantageous. As to the reasonableness of 
a split delivery charge of 2% cents the examiner recommended 
that the commission defer its decision pending its decision in 
No. 459, eastbound intercoastal segregation rules and charges. 


DECREASE IN LAID-UP TONNAGE 


The world’s laid-up vessel tonnage decreased by more than 
52 per cent in 1937, and that of the United States by 62 per 
cent, according to a report issued by the Bureau of Foreign 
and Domestic Commerce, Department of Commerce. It said 
the laid-up steam and motor tonnage on January 1, 1938, for 
all countries, totaled 2,078,000 gross tons as compared with 
4,375,000 tons on the corresponding date in 1937; while for 
the United States the figures were, respectively, 1,348,000 and 
3,509,000 tons. 

“This trend of idle tonnage in 1937 clearly reflects the 
improvement which took place in the employment of shipping 
during the year,” it said. ‘Most of the reduction, naturally, 
is accounted for by the United States, inasmuch as most ton- 
nage has been laid up in this country. The larger part of the 
decrease of 2,161,000 gross tonnage for the United States oc- 
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curred in the privately owned fleets, although there was a 
substantial decrease also in the fleet of the Maritime Com- 
mission, this being traceable in large measure to sales for 
scrapping. In foreign countries the aggregate reduction— 
136,000 gross tons, or 16 per cent—was comparatively small, 
there remaining little secondhand tonnage awaiting employ- 
ment. 


DISCIPLINE ABOARD SHIP 


An appeal to the government to back ship operators was 
made by Captain Edward C. Holden, Jr., of the Council of 
American Master Mariners, in the course of an address in New 
York this week, to the end that discipline be enforced aboard 
American ships. Masters on board American vessels had great 
difficulty in enforcing discipline on their crews because they 
feel “‘that they have little assistance afforded them by the vari- 
ous government authorities,” he said. Besides this lack of 
assistance, he said, “the combinations of seamen daily makes 
the master’s position more difficult.” In some instances, he 
added, violations of discipline were waived by shipowners in 
order to prevent delays in the sailing of their vessels and to 
avoid heavy financial losses; some “seamen agitators” used this 
condition as a club over the heads of the owners. 

“We should never compromise in cases where subversive 
influences cause breach of discipline,” he said. 


DECREASES IN OCEAN RATES 


Announcement is made by the Pacific Coast-European 
Conference, which comprises 21 steamship lines, of decreases 
in cargo charges for all wheat and lumber shipped from Pacific 
coast ports to British and Continental points. Lumber rates 
were cut to 5 shillings a thousand foot cargo. To British ports 
the schedule was decreased from 65 to 60. To Continental 
ports the lumber schedule was reduced from 80 to 75. Bulk 
grain rates were reduced from 30 a long ton to both the United 
Kingdom and the Continent, to 25 to principal English ports, 
and 27-6 to the Continent, effective immediately. 


CENSUS OF NEW YORK INBOUND PASSENGERS 


The Port of New York Authority will take a census of rail- 
road passengers inbound to New York City from New Jersey 
on March 23 and 24. A count will be made of passengers on 
inbound trains of the Erie Railroad; the West Shore route of 
the New York Central, together with local West Shore ferry 
passengers; the Central of New Jersey; the Boonton branch of 
the Delaware, Lackawanna and Western, and local ferry pas- 
sengers from 14th Street, Hoboken. The work will be done in 
response to a resolution adopted by the New Jersey legislature, 
as part of the preliminary work for a study of a physical plan 
for a North Jersey transit system in which existing and rec- 
ommended future railroads will be united. The object of the 
studies under the resolution is to prepare legislation “for adop- 
tion by the two states (New Jersey and New York) in such 
form as may be necessary or desirable to permit the financing, 
establishment, maintenance and operation of the initial state of 
the North Jersey system by or under the control of the Port 
of New York Authority and to provide for meeting any losses 
if any should occur.” 





Digest of New Complaints 





No. 27987, Montana-Dakota Utilities Co. et al., Minneapolis, Minn., vs. 
B. O. et al. 

Rate, wrought iron and steel pipe, Lorain and Youngstown, O., 
to Baker, Mont., in violation of section 1. Asks rates and repara- 
tion. (F. R. Gamble, 2nd Ave. So. and 9th St., Minneapolis, Minn.) 

No. 27988, Sprout Waldron & Co., Muncy, Pa., vs. C. of N. J. et al. 

Rate and charges, sand, Cedar Lake, N. J., to Muncy, Pa., in 
March and May, 1935, in violation of section 1. Asks reparation. 
(Abner Pollack, 1148 Manor Ave., New York, N. Y.) 

No. 27989, C. H. Norton Co., North Westchester, Conn., vs. N. Y. N. 
H. & H. et al. 

Rates and charges, woodpulp screenings, Berlin, N. H., to West- 
chester, Conn., in violation of section 1. Asks rates and repara- 
tion. (J. H. Sturtevant, 101 Milk St., Boston, Mass.) 

No. 27990, Atlas Lumber Co., Cincinnati, O., et al. vs. Baltimore & 
Ohio et al. 

Rates, lumber and allied forest products, points in West Virginia, 
Virginia, Kentucky, Pennsylvania, Maryland and North Carolina 
to destinations in Connecticut, Delaware, District of Columbia, 
Illinois, Indiana, Iowa, Kentucky, Maine, Maryland, Massachusetts, 
Michigan, Missouri, New Jersey, New York, Ohio, Rhode Island, 
Vermont, the Virginias and Wisconsin, in violation of section 1. 
Ask reparation. (C. J. Edelmann and R. D. Grubbs, P. O, Box 
768, Cincinnati, O.) 
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Doings of the Traffic Clubs 





J. F. Doolan, operating assistant, New York, New Haven 
and Hartford, New Haven, Conn., will speak on railroad prob- 
lems at a railroad night meeting of the Bridgeport, Conn., 
Traffic Association at the Stratfield Hotel March 21. Motion 
pictures of Sun Valley winter sports, furnished by the Union 
Pacific, will be shown. Charles F. Goodwin, freight agent, 
N. Y., N. H. & H., is in charge of arrangements. There will be 
a discussion of future activities for the association. 





Ed Staples, secretary, St. Louis Cardinals, National League 
baseball club, was the speaker at a luncheon meeting of the 
Traffic Club of St. Louis at the De Soto Hotel March 14. 
There was a program of songs by the Cardinal quartette. The 
program was broadcast over station WIL. The club will elect 
a nominating committee at a luncheon meeting to be held at 
the Hotel Statler March 21. 





The board of directors of the Tri-City Traffic Club (Moline 
and Rock Island, Ill., and Davenport, Iowa) has approved a 
program of meetings and other events for the coming year. 
The program includes local meetings on April 14, May 12, 
September 15 and October 13; an outing on July 7; a dinner- 
dance on November 17, and the annual meeting and election 
of officers on January 21, 1939. 





E. J. Plover, newly elected president of the Transportation 
Club of Peoria, Ill., was born in Peoria and educated in the 
schools there. His first work was as 
receiving clerk for the Chicago, Bur- 
lington and Quincy, from which posi- 
tion he advanced to claim clerk and 
later to assistant chief rate clerk of 
the Peoria and Pekin Union joint 
agency. He then became chief clerk 
to the commercial agent of the Illinois 
Central and later chief clerk to the 
general agent of the Chicago and IIli- 
nois Midland. All of these positions 
were at Peoria. In 1928 he was ap- 
pointed assistant traffic manager for 
the American Distilling Company, and 
in 1933 was promoted to be general 
traffic manager, which position he now 
holds. He has been active in the 
affairs of the Peoria club for a num- 
ber of years, serving as its second 
vice-president in 1936 and its first vice-president in 1937. 





H. V. Adams, speakers’ bureau, Security First National 
Bank, spoke on “America’s Upward Spiral” at a luncheon 
meeting of the Los Angeles Transportation Club at the Pacific 
Electric Building March 15. 





A prize-winning amateur color sound motion picture, 
“Canadian Rockies Holiday,’’ was shown by its photographer, 
Hamilton Jones, through the courtesy of the Canadian National 
Railways, at a luncheon meeting of the Transportation Club of 
St. Paul at the Hotel Lowry March 15. 

The Traffic Club of New York held a St. Patrick’s day 
party in the club quarters at the Hotel Biltmore March 19. 
Dinner was served and there was dancing. 

L. D. Smith, traffic manager, Consolidated Chemical In- 
dustries, Inc., spoke on “The Transportation Situation from a 
Shipper’s Viewpoint,” at a luncheon meeting of the Traffic Club 
of Houston March 15. S. G. Reed was in charge of the pro- 
gram. 





Ladies were guests at a St. Patrick’s Day luncheon and 
party of the Traffic Club of Minneapolis at the Hotel Nicollet 
March 17. There was a program of entertainment. A. J. 
Kelley, treasurer, D. C. Andrews and Company, Chicago, spoke 
on “Imports and Exports” at one of the club’s traffic talks at 
the club quarters in the Hotel Nicollet March 14. 





The Traffic Club of Jacksonville, Fla., held a St. Patrick’s 
Day dance at the Morocco Temple March 19. Henry S. Wil- 
liams was chairman of the committee in charge of the affair. 

The New Haven, Conn., Traffic Club and the manufac- 
turers’ division of the New Haven Chamber of Commerce will 
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BEHIND CLOSED DOORS! 


You can't see the signs of Concealed Damage 
until the shipping container is unpacked — 
which is why most shippers never know the 
harm it is doing until damaged and battered 
packages have lost customer preference and 
dealer good-will. 


Concealed Damage costs shippers millions 


[Crear en ee 


of dollars a year — most of which is unneces- 
sary! Container Corporation of America's 
unique “Packaging by Prescription'’ method 
assures the one correct container for each ship- 
ping job—built to special rigidity standards 
suitable to its particular product and the ship- 
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ping trials it is to undergo. Ask our represen- 
tative to explain how our wide experience with 
both containers and cartons can help you avoid 
Concealed Damage. 


Both "acceptable" BUT— 


the canned goods in shipping case "A" can't com- 
pete at their regular price, for Concealed Damage 
has dented their sides and defaced their labels. 
Case "B,"' conforming to special rigidity specifi- 
cations, unpacks 100% in good condition. 
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e « « A HEARTY WELCOME awaits you at 
Container Corporation of America's headquarters 
at the Packaging Exposition (Booths 401-402). 


CONTAINER CORPORATION OF AMERICA 


General Offices: 111 W. Washington St., Chicago, Ill. Mills, Factories and Sales Offices at Strategic Locations 
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hold a joint dinner meeting in the assembly hall of the Y. W. 
C. A. March 28. A. E. Marshall, Corning Glass Company, 
Corning, N. Y., will speak on “New Developments in the Glass 
Industry.” The New Haven Railroad Glee Club will sing. 





The Central Ohio Traffic Club will hold its annual dinner 
meeting and election of officers at the Harding Hotel, Marion, 
O., April 20. 





J. H. Butler, traffic executive, Railway Express Agency, 
New York City, will speak on “Express Operations and Loss 
and Damage Prevention” at a forum meeting of the Traffic 
Club of Cleveland at the Cleveland Hotel March 28. M. C. 
Newell, package engineer, General Electric Company, Cleve- 
land, will speak on “Packing for Loss and Damage Preven- 
tion.” ° 





Members of the Traffic Club of Dallas repaid a visit made 
to their meeting of February 28 by members of the Traffic 
Club of Fort Worth by attending a meeting of the Southwest- 
ern Live Stock Exposition at Fort Worth March 14. Dinner 
was served and there was a program of entertainment. Ninety- 
seven Dallas club members made the trip. The Fort Worth 
Traffic Club has extended an invitation to delegates and visi- 
tors to the spring meeting of the Associated Traffic Clubs of 
America, to be held at Dallas April 26 and 27 to visit Fort 
Worth on their trips. 





Frank Beckman, Beckman, Hollister and Company, gave 
a travelogue with motion pictures of the Holy Land at a meet- 
ing of the Tuesday traffic forum of the Pacific Traffic Associa- 
tion of San Francisco March 15. 





Carl Taylor, secretary, Wisconsin League of Building and 
Loan Companies, will speak on ‘“‘What Makes America Great?” 
at a luncheon meeting of the Milwaukee Traffic Club at the 
Wisconsin Hotel March 21. 





Edward F. Flynn, assistant to the general counsel and 
director of public relations, Great Northern Railway, St. Paul, 
Minn., was the speaker at an employers’ night meeting of the 
Women’s Traffic Club of Pittsburgh at Horne’s Tea Room 
March 16. P. H. Yorke, general agent, Great Northern, Pitts- 
burgh, introduced the speaker. Sarah O. Seamer, New York 
City, was a guest and spoke briefly. The club elected Sara 
Caughey, Atchison, Topeka and Santa Fe, and Clarice Murphy, 
Pennsylvania Railroads, as its delegates to the spring meeting 
of the Associated Traffic Clubs of America at Dallas, Texas. 





The Oakland, Cal., Traffic Club will hold a discussion group 
meeting at the Athens Athletic Club March 22. The following 
will be discussion leaders: W. J. Kane, the justification of 
maintaining a rail commodity rate higher than a class rate; 
Herb Moore, limitation of motor carrier liability; Elmer Gar- 
bis, refunding of drayage charges caused by misrouting, and 
Malcolm Meyer, demurrage. Harvey Mulder is chairman of 
the committee in charge. 





The Chattanooga, Tenn., Traffic and Transportation Club 
will hold a gridiron dinner at the Hotel Patten March 23. G. 
W. Frank is chairman of the committee in charge. 





Anna L. M. Forrester, traffic department, Lehigh Valley 
Railroad, has been selected to represent the Women’s Traffic 
Club of Philadelphia at the spring meeting of the Associated 
Traffic Clubs of America in Dallas, Texas. 


NIAGARA TRAFFIC LEAGUE MEETING 


Much of the time of the meeting of the Niagara Frontier 
Industrial Traffic League, at MacDoel’s restaurant, Buffalo, 
N. Y., March 14, was devoted to a discussion of the Commission’s 
decision in Ex Parte 123. Earnest A. Momberger, chairman of 
the league’s rate committee, led the discussion. William B. 
Faulkner, chairman of the legislative committee, reported on 
the current status of waterway legislation, the train length 
limit bill, the Pettengill bill and the bill to regulate commerce 
on the New York state barge canal. F. M. Renshaw discussed 
the southern governors’ rate case. 

W. G. Clayton, reporting for a special committee appointed 
to study proposals for New York state motor carrier regulation, 
said that while several amendments could be suggested to the 
Rapp bill, now before the state assembly, the view of the com- 
mittee was that attempts to amend the bill might result in its 


og gd delay. The league voted to go on record as favoring 
the bill. 
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Questions and Answers 


N this column will be answered questions of both legal and practica) 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





State Versus Interstate Traffic 


Pennsylvania.—Question: If an industrial company oper- 
ates commodity cars in Interstate Commerce and shipments 
actually originate in the same state beyond the point of origin 
of such cars, is it legal to use a rate factor for the assessment 
of charges beyond the point of origin of the commodity car 
if such rate factor is not on file with the Interstate Commerce 
Commission ? 

Answer: Regardless of the fact that the contents of the 
commodity car, as you term it, originated in the same state 
as the point from which the commodity car moves, if the move- 
ment of the commodity car involves transportation from a point 
in one state to a point in another state, as appears to be the 
case, a rate filed with the Interstate Commerce Commission 
must be assessed thereon, if, as we assume, you have refer- 
ence to shipments moving via common carriers and not to the 
movement of goods in equipment owned and operated by the 
owners of the goods being transported. If the latter, such 
transportation is not subject to the jurisdiction of the Inter- 
state Commerce Commission, except to the extent of regula- 
tions for safety as provided for in Section 204(a)(3) of the 
Motor Carrier Act, 1935. 


Delivery by Carrier—What Constitutes 


Pennsylvania.—Question: Referring to my letter to you of 
February 1 and your kind reply in the February 19 issue of 
the Traffic World to the question raised: 

Will you further advise if and after the consignee accepts 
delivery of the car placed for delivery on a public team track, 
pays all charges due and breaks bulk of the car, the carrier 
has any jurisdiction or authority over the lading in the car? 
For instance, could the carrier instruct or delegate any par- 
ticular icing company to accomplish icing service on the car? 
It should be understood that any charges for such icing service 
would, of course, be borne by the consignee. 

I will appreciate your version as to the authority of a rail 
carrier to take such action. 

Answer: Inasmuch as the car, during the period of free 
time, is in the custody of the carrier and the carrier is liable 
for loss or damage to the contents thereof, it may, to preserve 
the contents of the car, have ice placed therein by it, or by 
any party acting as its agent. Of course, the carrier would 
be responsible for the acts of its servants or agents in accom- 
plishing the icing service. 


State Versus Interstate Traffic 


New York.—Question: Will you please give us your opin- 
ion as to whether export shipments, originating in New York 
state and consigned to a broker or forwarder at New York 
City, would be considered as intrastate or interstate? 

Answer: Where there is an original and continuing inten- 
tion that the goods shall move through from point of origin 
to an interstate destination or to a foreign destination, the 
transportation is interstate or foreign commerce in character. 

It is not the method of transportation but the continuity 
of the movement from a point in one state to a point in an- 
other state which determines whether traffic is interstate. See 
B. & O. S. W. R. Co. vs. Settle, 260 U. S. 166, 43 S. Ct. 28, 
and Hughes Bros.’ Lumber Co. vs. Minnesota, 272 U. S. 469, 
47 S. Ct. 170. 

Ordinarily, unless at the time a shipment moved from 
point of origin, the final destination has been fixed as the 
foreign destination point, the movement from the origin of the 
shipment to a point in the same state is not an interstate 
movement. The intention of the parties at the time the ship- 
ment moves from point of origin governs and not the subse- 
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quent disposition of the shipment after its arrival at the 
original destination. Sinclair Refining Company vs. F. W. & 
R. G. Co., 148 I. C. C. 582; C. M. & St. P. Ry. Co. vs. Iowa, 
233 U.S. 334, 3% S. Ct. 592; B. & O. S. W. R. R. Co. vs. 
Settle, 260 U. S. 166, 43 S. Ct. 28; A. C. L. Ry. vs. Standard 
Oil Co., 275 U. S. 257, 48 S. Ct. 107. 

If there is an existing and continuing intention at the 
time the shipment is delivered to the carrier at point of origin, 
to make a through shipment to the final destination thereof, 
and the shipment does not come to rest prior to the final 
steamship haul, under the Commission’s opinions in Tampa 
Fuel Co. vs. A. C. L., 43 I. C. C. 231; International Agricul- 
tural Corporation vs. Director-General, 74 I. C. C. 726; Du 
Pont de Nemours & Co. vs. Director-General, 74 I. C. C. 191; 
Germain Co. vs. L. & N., 85 I. C. C. 449; Schloss & Kahn 
Grocery Co. vs. L. & N, 95 I. C. C. 618; Hammersley Mfg. Co. 
vs. Erie R. R. Co., 126 I. C. C. 491, 148 I. C. C. 47 (affirmed 
in United States vs. Erie, 280 U. S. 98, 50 S. Ct. 51), the inter- 
state rate is applicable for the movement to the port. 


Set-Offs 


New York.—Question: A shipment was moved in inter- 
state commerce via motor truck and charges paid by shipper 
as assessed. 

Some time later, the rate was found to be in excess of a 
lower rate published in tariffs filed with the Interstate Com- 
merce Commission and to which the carrier was a party. 

An overcharge claim was filed with the carrier which was 
not acknowledged and carrier was requested to acknowledge 
or pay the claim by a registered letter forty-five days after 
claim was filed, which was also ignored. 


Investigation develops that carrier is in financial diffi- 
culties and shippers deducted the amount of the claim from 
the amount of freight charges due the carrier, paying carrier 
the balance due him. 


Do you know if shipper can legally follow the above pro- 
cedure? If he is in error, can you state what part of the 
Interstate Commerce Act and other transportation acts are 
violated? If the courts have ruled on this question, will you 
advise ? 

Answer: In Chicago & Northwestern Ry. Co. vs. Lindell, 
281 U. S. 14, 50 S. Ct. 200, the Supreme Court of the United 
States held that the practice of determining claims of shippers 
for loss or damage in suits brought by carriers to collect trans- 
portation charges is not repugnant to the rule prohibiting the 
payment of such charges otherwise than in money; that the 
adjudication in one suit of the respective claims of plaintiff 
and defendant is the practical equivalent of charging a judg- 
ment obtained in one action against that secured in another; 
that neither is to be distinguished from payment in money. 

In the course of its decision the court said that the pur- 
pose of the act to prevent discrimination has been emphasized 
by this court and is well known; that, since its enactment, 
carriers may not accept service, advertising, property or a 
release of claim for damages in payment of transportation; 
that they are required to collect the established rates, charges, 
and fares from all alike in cash. Louisville & Nashville R. Co. 
vs. Mottley, 219 U. S. 467, 31 S. Ct. 265; Chicago, Ind. & L. Ry. 
Co. vs. United States, 218 U. S. 486, 31 S. Ct. 272; Lake & 
Export Coal Corp. vs. Chesapeake & Ohio Ry. Co., 1 Fed. (2d) 
968, and State vs. Union Pacific R. Co., 87 Neb. 29 are cited. 


Tariff Interpretation—Application of Rule 15 of Classification 


New York.—Question: Can you cite any cases where car- 
riers have refunded money when the carload rate was higher 
than the less than carload rate on a car loaded to the full 
visible capacity offered to the carriers as a carload? 

Answer: In its decisions in Miller-Rose Co. vs. Chicago & 
N. W. Ry. Co., 136 I. C. C. 593 and Klein-Simpson Fruit Co. 
vs. Director-General, 98 I. C. C. 547, the Commission applied 
to certain shipments the provisions of what is now Section 1, 
of Rule 15 of Consolidated Classification No. 12, which pro- 
vides that a charge for a car fully loaded must not exceed 
the charge for the same lot of freight if taken as a L. C. L. 
shipment. 


NEW C. & N. W. LOCOMOTIVES 


The first of nine new streamline Class E-4 steam locomo- 
tives on order by the Chicago and North Western has been 
delivered, according to an announcement by the railroad. The 
entire fleet will be delivered before the end of March. The 
locomotives are said to be the most powerful 4-6-4 passenger 
locomtives ever built. Each weighs 772,000 pounds with its 
tender, which has a capacity of 20,000 gallons of water and 
25 tons of coal. They are powered to haul 15-car trains at 
80 miles an hour and are capable of speeds up to. 120 miles 
an hour. Each generates a tractive power of 55,000 pounds 
and develops 3,450 horsepower at 50 miles an hour. 
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Personal Notes 





R. L. Beiswenger has been appointed general agent for 
the Missouri-Kansas-Texas Railroad at Pittsburgh, Pa. J. D. 
Feeley has been appointed special representative at Pittsbrugh. 


Ira H. Hubbel, who retired as assistant to the general 
freight traffic manager of the New York Central in June, 1935, 
died at New York City March 10. Since his retirement he has 
been acting as special representative for the vice-president in 
charge of traffic. Ralph A. Feldes, assistant to the vice-presi- 
dent, New York Central, Chicago, died March 10. He was the 
first commander of Commodore Vanderbilt Post, American 
Legion, composed of employes of the New York Central. 


Joseph Christman has been appointed manager of the newly 
opened terminal of the Monark Motor Freight System in New 
York City. 

Gordon Shook, district traffic manager, Braniff Airways, 
San Antonio, Texas, has been named an honorary pilot by 
Ray Shrader, flight supervisor of the line. 


The Chicago, Burlington and Quincy has announced the 
following appointments: A. G. Mathews, general agent, Detroit, 
Mich.; S. S. Hankis, general agent, Pittsburgh, Pa.; Robert 
Berman, general agent, Cleveland, O.; J. V. Maxwell, commer- 
cial agent, Detroit. 


Carleton S. Smith has been appointed freight traffic man- 
ager of California Consolidators, New York City. 


Joseph C. Colquitt, attorney and Commission practitioner, 
has become associated with Leslie C. Garnett, formerly United 
States attorney, and Samuel F. Beach, formerly assistant United 
States attorney for the district of Columbia, in the general 
practice of law. 


Ray C. Culter has been appointed general agent for the 
St. Louis-San Francisco Railway at San Francisco. 


P. F. Swart, Jr., assistant secretary of the Guaranty Trust 
Company of New York, spoke on “Export Letters of Credit 
and the Banker’s Relation to the Exporter,” at a meeting of 
the Export Managers’ Club of New York at the Hotel Penn- 
sylvania March 15. Grover A. Whalen, president, New York 
World’s Fair 1939, will be the speaker at a dinner meeting of 
the club at the Hotel Pennsylvania March 29. 


U. S. Senator Royal S. Copeland, speaking at the annual 
dinner of the Foreign Commerce Club of New York at the Hotel 
Astor March 15, said the Pettengill bill for the repeal of the 
long-and-short-haul clause of the fourth section, now in Con- 
gress, was a “disturbing factor.” Its adoption, he said, would 
eliminate at least 250 vessels of 1,000,000 tons from Atlantic 
and Gulf trade, and 193 vessels of 2,000,000 tons from inter- 
coastal trade. It would create no new traffic, he said. E. C. 
Morse, president, export division, Chrysler Corporation, Detroit, 
spoke on “The Importance of Foreign Trade in the United 
States.” Charles E. Daugherty, president of the club, spoke 
briefly. 

The annual beefsteak dinner of the Warehousemen’s Asso- 
ciation of New York will be held March 29 in the Holtz Post- 
keller, Wooiworth Building. 


NEW ENGINES FOR CENTURY 


The first of ten Hudson type streamlined steam locomo- 
tives, designed to conform with the new Twentieth Century 
Limited trains now under construction, has been delivered to 
the New York Central. It is classed as a J-3A and has 4-6-4 
wheel arrangements. It was designed especially for use in 
hauling fast trains over level track or low grades such as 
exist on the route of the Twentieth Century between New 
York and Chicago. In road tests, it developed a cylinder horse- 
power of more than 4,700 at 75 miles an hour. At 80 miles 
an hour it developed drawbar pull of 17,500 pounds, approxi- 
mately 30 per cent higher than that of earlier Hudson type 
locomotives at the same speed, according to an announcement 
by the New York Central. 


Although of considerably greater power, the new locomo- 
tive weights 2% tons less than the railroad’s Commodore Van- 
derbilt, its first streamlined Hudson type locomotive. The re- 
duction in weight of revolving and reciprocating parts, it is 
said, will decrease the dynamic augment, or pound on the rail 
of the driving wheels, by more than 50 per cent. When the 
delivery of the ten new locomotives is completed, the New 
— Central’s fleet of Hudson type locomotives will number 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


March 21—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
Ex Part MC 18—Pool-truck and stop-off rules of motor carriers in 
the south. 
1. & S. M-252—Canned goods in southern territory. 


March 21—Chicago, Ill.—Morrison Hotel—Examiner Disque: 
27875—Home Oil and Refining Co. vs. B. A. & P. et al. 
27682—Tankar Gas, Inc., vs. A. & S. et al. 
27907—Wisconsin Petroleum Assn. et al. vs. A. & S. et al. 
27858—Anderson-Prichard Oil Corporation et al. vs. A. & S. et al. 
27822 and Sub. 1—Indiana Independent Petroleum Assn., Inc., et al. 

vs. A. & S. et al. 
27868—lIllinois Petroleum Marketers Association et al. vs. A. & S. et al. 
27973—Producers Oil, Inc., et al. vs. Arkansas R. R. et al. 
27981—Nathan R. Feldman et al. vs. Alton & Southern et al. 

* 27682, Sub. 1—Penn-O-Tex Oil Co. et al. vs. A. & S. et al. 


March 21—Chicago, Ill.—Sherman Hotel—Examiner Parker: 
Ex Parte MC 9—In the matter of filing of contracts by contract car- 
riers by motor vehicles. 
Ex Parte MC 12—Contracts of contract carriers. 


March 21—Cleveland, O.—Hollenden Hotel—Examiner Borroughs: 
MC 7806—Application of John Klann Moving & Trucking Co., Cleve- 
land, O., for certificate or permit. 
MC 59547—Application of John Klann, Cleveland, O., for certificate 
or permit. 


March 21—El Paso, Tex.—Paso del Norte Hotel—Joint Board 77: 
MC 88123—Application of John Waits, Odessa, Tex., for certificate. 
MC 88167—Application of J. J. Cormas, McCamey, Tex., for certificate. 
MC 88207—Application of Glenn Hughes, McCamey, Tex., for cer- 
tificate. 
March 21—Madison, Wis.—Public Service Com.—Joint Board 96: 
MC 29555, Sub. 1—Application of Briggs Transfer Co., Whitehall, 
Wis., for certificate to extend operations. 
MC 72285, Sub. 1—Application of Motor Transport Co., Milwaukee, 
Wis., for certificate to extend operations. 


March 21—Norfolk, Va.—Monticello Hotel—Examiner McCaslin: 
1. & S. M-296—Allowances for unloading at N. C. points. 


March 21—Washington, D. C.—Examiner Boyden and Jameson: 
Finance 10882—Chicago, Milwaukee, St. Paul & Pacific reorganization. 
March 21—Washington, D. C.—Argument: 
MC 13333—Application of Oliver Lee Buckingham, carrier application. 
Finance 11723—Carolina & Northwestern abandonment. 


March 21—Washington, D. C.—Examiner Kirby: 
* Finance 10810—Copper Range Railroad Co. reorganization. 


March 22—Atlanta, Ga.—Henry Grady Hotel—Joint Board 131: 
MC 34675, Sub. 1—Application of A. A. A. Highway Express, Inc., 
Atlanta, Ga., for certificate to extend operations. 
MC 88603—Application of East & West Motor Lines, Inc., Atlanta. 
Ga., for certificate. 


March 22—Birmingham, Ala.—Thomas Jefferson Hotel—Commissioner 
Caskie: 


MC 88091—Application of Berwyn National Ice & Coal, Berwyn, IIl., 
for certificate. 


March 22—Chicago, I!1.—Sherman Hotel—Joint Board 13: 
MC-C 55—Chicago-Milwaukee Motor Carriers, Inc., vs. Florence Meyer, 
dba Meyer Transport Co. 
MC C-55, Sub. No. 1—Chicago-Milwaukee Motor Carriers, Inc., vs. 
John Wrenzie, dba J. W. Cartage. 


March 22—Cleveland, O.—Hollenden Hotel—Examiner Borroughs: 
MC 34325, Sub. 1—Application of Allmen Transfer & Moving Co., 
Cleveland, O., for certificate to extend operations. 
MC 59358, Sub. 1—Application of Elmer C. Breuer, Inc., Cleveland, 
O., for permit to extend operations. 
March 22—Kansas City, Mo.—Hotel President—Examiner Simmons: 
1. & S. M-300—Paper articles, ratings, Ill. to southwest. 
March 22—Madison, Wis.—Public Service Com.—Joint Board 96: 
MC 1509, Sub. 6—Application of Greyhound Lines, Minneapolis, Minn., 
for certificate to extend operations. 
MC 6264, Sub. 1—Application of Thiessa Dray Line, Glen Haven, 
Wis., for certificate to extend operations. 
March 22—Portland, Me.—Federal Bldg.—Joint Board 70: 
* MC-F 490—Fox & Ginn, Inc., purchase, Norris E. Richardson. 
March 22—Salt Lake City, Utah—State Com.—Joint Board 241: 
MC 41302 and Sub. 1—William Bolovious Patterson, dba Patterson 
Truck Line. 
MC 41302, Sub. 2—Application of Patterson Truck Line, Salt Lake 
City, Utah, for certificate to extend operations. 
March 22—Washington, D. C.—Examiner Nye: 
Air Mail Docket 35—Petition of Boston-Maine Airways, Inc., for ad- 
justment of base-rate mileage for air mail route No. 27. 
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March 22—Washington, D. C.—Argument: 
MC 2968—Homer S. Brewer, contract carrier application. 
MC 5466—Liberty Return Loads Association, Inc., common carrier 
application. 
MC 48871—William Gregg, Cleveland, O., contract carrier application. 


March 22—Washington, D. C.—Examiner Curtis: 
27880—Rockingham Chemical Lime Corporation vs. Southern et al. 


March 23—Boston—Hotel Manger—Jt. Bd. 18 and Examiner Walter: 
MC-F 487—Johnson Bus Lines, Inc., merger, Medway & Dedham 
Bus Lines, Inc., et al. 
MC-F 507—Greyhound Corporation, purchase, Old Colony Coach 
Lines, Inc. 


March 23—Chicago, II1.—Hotel Sherman—Joint Boards 13 and 149: 
MC 88235 and MC 91020—Lincoln Return Loads Bureau. 


March 23—Cleveland, O.—Hollenden Hotel—Examiner Borroughs: 
MC 86963—Application of Chas. L. Stead, Macedonia, O., for permit. 
MC 86965—Application of Louis S. DuBay, Cleveland, O., for permit. 
MC 88030—Application of John Prayner, Bedford, O., for permit. 
MC 88126—Application of Edward E. Slavin, Cleveland, O., for permit. 


March 23—Madison, Wis.—Public Service Com.—Jt. Bds. 142 and 95: 
MC 1419, Sub. 1.—Application of A. & W. Trucking Co., Mosinee, 
Wis., for permit to extend operations. 
MC 3194, Sub. 1—Application of Calvetti Transportation Co., Inc., 
Hurley, Wis., for certificate to extend operations. 
March 23—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan and 
Joint Boards 255 and 67: 
MC 4409, Sub. 1—Application of R. & H. Corporation, New Ken- 
sington, Pa., for certificate or permit and to extend operations. 
MC 52290—Application of Diamond Transfer and Storage Co., New 
Kensington, Pa., for certificate or permit. 

MC 88759—Application of Samuel Berger, Philadelphia, Pa., for 
permit. 

March 23—Richmond, Va.—State Com.—Examiner McCaslin: 

MC 14333—Application of L. T. Puryear & Co., Inc., Danville, Va.., 
for license. 

MC 41263—Application of L. T. Puryear & Co., Inc., Danville, Va., 
for certificate. 


MC 41264—Application of L. T. Puryear & Co., Inc., Danville, Va.. 
for permit. 


March 23—Washington, D. C.—Examiner Trezise: 
27669—Property Owners Committee et al. vs. C. & O. et al. 
March 23—Washington, D. C.—Argument: 
Finance 10772—Chicago Great Western reorganization. 
1. & S. M-166—Cotton clothing and underwear in south. 
MC 39288—Central States Freight Service, Inc., broker application. 
MC 15091—Central States Transit Co., broker application. 


March 24—Chicago, IIl.—Hotel Sherman—Joint Boards 111 and 17: 
MC 59685, Sub. 1—Application of Distributor Service Co., Chicago, 
Ill., for permit to extend operations. 


MC 88184—Application of Hans Larsen Motor Service, Chicago, IIl., 
for certificate. 


March 24—Cleveland, O.—Hollenden Hotel—Examiner Borroughs: 
MC 34890 and Sub. 1—Application of Warren Freight Lines, Warren. 
O., for certificate or permit and to extend operations. 


March 24—Madison, Wis.—Public Service Com.—Joint Board 13: 
MC 63207, Sub. 1—Application of Kubly Trucking Co., Monroe, Wis., 
for certificate to extend operations. 
MC 86919—Application of Theodore O. Stauffacher, Monroe, Wis., 
for permit. 


MC 88347—Application of John G. Dewar, Bonduel, Wis., for cer- 
tificate. 


March 24—Washington, D. C.—Argument: 
Finance 10896—Southern Railway Co. abandonment. 
* Finance 11691—Minneapolis, Red Lake & Manitoba abandonment. 


March 25—Amarillo, Tex.—U. S. Court Rooms—Examiner Colvin: 
MC 88285—Application of Wesley L. Bruce, Borger, Tex., for certificate. 


March 25—Chicago, I!!I|.—Hotel Sherman—Joint Board 21: 
MC 1402 and Sub. 1—Application of Robert Blaske Co., Chicago, IIl., 
for certificate or permit and to extend operations. 
MC 86044—George D. Keller. 


March 25—Cleveland, O.—Hollenden Hotel—Examiner Borroughs: 
MC 48200—Application of Blue & Grey Trucking Co., Cleveland, O., 
for certificate. 


March 25—Madison, Wis.—Public Service Com.—Examiner Peterson: 
MC 18467 and Sub. 1—Application of Brys Trucking, Milwaukee, 
Wis., for certificate or permit and to extend operations. 
March 25—Nashville, Tenn.—State Com.—Joint Board 107: 
MC 33502, Sub. 1—Application of Joe L. Powell, Chattanooga, Tenn.. 
for certificate to extend operations. 
MC 38541, Sub. 1—Application of White Motor Express, LaFayette, 
Tenn., for certificate to extend operations. 
March 25—Scranton, Pa.—Federal Bldg.—Joint Board 67: 
MC 6637 and Sub. 1—Application of George D. Miller, Scranton, Pa., 
for permit and to extend operations. 
March 25—Washington, D. C.—Argument: 
MC-F 423—Southeastern Greyhound Lines, issuance of stock. 


March 25—Washington, D. C.—Examiner Conway: 
* Finance 11971—Fort Dodge, Des Moines & Southern reorganization. 


March 26—Amarillo, Tex.—U. S. Court Rooms—Joint Board 77: 
MC 67651—Application of Amarillo Truck Terminal, Amarillo, Tex., 
for license. 
March 26—Chicago, II1.—Hotel Sherman—Joint Boards 21 and 149: 
MC 2941—Application of Tucker Freight Lines, Inc., South Bend, 
Ind., for certificate or permit. 
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Where Will You Be °*.:.. 7.7; 


Still in your present work? At the same old salary? You hope 
not. By 1939 or 1944 you hope to be far ahead. But there’s a 
surer way than “hoping’’—the way of expert training in Traffic 
Management, which helps you get the greater ability bigger 
jobs and better salaries always require. Make surer of what 
you want by the spare-time training that has enabled hundreds 
to reach bigger pay in Transportation. Our 64-page FREE 
book gives you the entire story. No obligation. Write for it— 
as your first step toward a future full of larger opportunities! 


Address Dept. 395-T 


LASALLE EXTENSION, CHICAGO, ILL. 








Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Penna. and 
Houston, Texas 
SAILINGS: 

From Philadelphia . . . . . Wednesdays and Saturdays 
From Houston to Philadelphia . Mondays and Thursdays 


Low Rates Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


Quick Dispatch 
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Outstanding as its dominance over New York’s West Side 


midtown skyline, the STARRETT-LEHIGH BUILDING offers the 
manufacturer and distributor superior advantages: 













eLehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor facilities 
throughout 


e@Floor areas, 52,000 to 124,000 sq. feet. Smaller units may 
be leased 


eHigh safety standards—low insurance rates 
eLive steam for manufacturing purposes 
e@Fast passenger elevators; restaurant; barber shop 


INVEST IG ATE — learn ay etied, nationally-known occupants are 


Starrett-Lehigh Building 


West 26th—West 27th Sts.—11th to 13th Avenues 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 






GOVERNMENT 
REGULATION 
OF 
TRANSPORTATION 


By EMORY R. JOHNSON 


The author’s most important and compre- 
hensive book, crowning a lifetime of scholar- 
ship and experience in public service. Dr. 
Johnson covers the principles and workings 
of both Federal and state regulation of all 
agencies of transportation—railroads, pipe- 
lines, waterways, highways, and airways. 
He shows how our present methods of 
regulation have grown up, what our experi- 
ence has been with them, how far they have 
solved the problems of the past, and wherein 
they are faulty for the conditions of the 
present. - - - = = = $5.00 


D. APPLETON-CENTURY COMPANY 
35 West 32nd Street, New York 
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WHATEVER vou sui! 
WHEREVER you snip! 


MARK IT 


ROUTE 


VIA PORT HOUSTON 


FAST 
RELIABLE 
EFFICIENT 


WE WOULD APPRECIATE AN 
OPPORTUNITY TO SERVE YOU 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 





MOOREMACK GULF LINES 


——— = 


BOSTON, PHILADELPHIA, BALTIMORE NEW ORLEANS, HOUSTON, 
CORPUS CHRISTI, BROWNSVI LLE 


PHILADELPHIA, NEW'O ORLEANS and MIAMI 
PHILADELPHIA and TAMPA 
NEW ORLEANS, HOUSTON, CORPUS CHRISTI and BROWNSVILLE 
MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 py 
BALTIMORE, 2 uth St. 

BOSTO! hy of a: Bids. 
BROWNSVILLE, First National Bank 
CHICAGO, 704 Marquette Bids. 
CORPUS CHRISTI, Municipal Docks 
DALLAS, Cotton Exchange Bids. 
DETROIT, 556 Book Bids. 

HOU STON, Municipal Dock No. 13 


MEMPHIS, Cotton Exchange Bidg. 
MIAMI, 314 Postal Bldg. 

NEW ORLE ANS, Whitrey Bldg. 
PHILADELPHIA, Bourse Bids. 
PITTSBURGH, Oliver Bidg. 
ROCHESTER, 1408 Temple Bidg. 
SAN ANTONIO, 1123 Majestic Bidg. 
ST. LOUIS, 742 Paul Brown Bidg. 
TAMPA, 309 Morgan St. 
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MC 12054—Application of Hollander Storage & Moving Co., Inc., Chi- 
cago, Ill., for license. 


MC 30504—Application of Tucker Freight Lines, Inc., South Bend, 
Ind., for certificate or permit. 


March 26—Harrisburg, Pa.—State Com.—Joint Board 256: 
MC 88317—Application of John F. Bradford, Jr., Lewistown, Pa., 
for permit. 
March 26—Madison, Wis.—Public Service Com.—Examiner Peterson: 
MC 26907—Application of Erwin L. Bartell, Ripon, Wis., for permit. 
March 28—Amarillo, Tex.—U. S. Court—Jt. Bds. 16 and 77: 
MC 8742, Sub. 1.—Application of Panhandle Stages, Inc., Amarillo, 
Tex., for certificate to extend operations. 


MC 8742—Application of Panhandle Stages, Inc., Amarillo, Tex., for 
certificate. 


March 28—Chicago—Hotel Sherman—Jt. Bd. 149 and Examiner Later: 
MC 42614 and Sub. 4—Application of Charles P. Megan, trustee of 
property of Chicago & North Western, Chicago, Ill., for certificate 
and to extend operations. 
March 28—Milwaukee, Wis.—Hotel Wisconsin—Joint Board 13: 
MC 53087—Clipper City Transit Co. 
March 28—Milwaukee, Wis.—Hotel Wisconsin—Examiner Peterson: 
MC 9802—Application of Wisconsin Motor Express Co., Inc., Mil- 
waukee, Wis., for certificate. 
March 28—Pittsburgh, Pa.—Federal Bldg.—Examiner Borroughs: 
MC 93891—Charles P. Luck. 
March 28—Washington, D. C.—Examiner Koch and Burslem: 
27266—Lake coal demurrage. 
March 28—Washington, D. C.—Examiner Way: 


Fourth section application 16840—Paper to New Orleans, La.—Filed 
by J. G. Kerr. 


March 29—Amarillo, Tex.—U. S. Court—Jt. Bds. 16 and 77: 
MC 38090 and Sub. 1—Application of North Plains Motor Freight 


Line, Amarillo, Tex., for certificate or permit and to extend opera- 
tions. 


MC 41—Application of North Plains Motor Freight Lines, Amarillo, 
Tex., for certificate or permit. 
March 29—Chicago—Hotel Sherman—Examiner Later and Jt. Bd. 149: 
MC 45761—Application of Great Northern Transportation Co., Chi- 
cago, Ill., for license. 


MC 71514, Sub. 1—Application of Henry Ahrendt, Chicago, Ill., for 
certificate to extend operations. 


MC 88447—Application of Jacob’s Van Line, Chicago, IIll., for certif- 
icate. 


HE LIKES THE DECISION 


Editor The Traffic World: 

Your accusation that the Commission was stupid in de- 
ciding Ex Parte 123 is rather serious. 

The railroads sought increased revenues to cover increased 
expenses. Using their own figures, the increased expenses and 
taxes amounted to $247,000,000. The actual freight revenue 
in 1936, the last year available, was $3,308,000,000. Dividing 
the one figure by the other produces a percentage of 7.65. Yet 
the railroads sought 15 per cent. An increase of 15 per cent 
would have produced $496,000,000, or $249,000,000 more than 
they needed, according to their own figures, to meet all in- 
creased expenses and taxes. A flat 10 per cent increase would 
have given them $330,800,000, or $83,800,000 more than they 
needed. The decision of the Commission to grant them a gen- 
eral 10 per cent increase but with certain exemptions and limi- 
tations, was far from stupid, but, on the contrary, a most sen- 
sible and fair disposition of the matter. 

Wilbur LaRoe, Jr. 

Washington, D. C., March 16, 1938. 


RAIL WAGE STATISTICS 


Class I railways, excluding switching and terminal com- 
panies, in 1937 had an average number of employes of 1,115,077, 
an increase of 49,107, or 4.61 per cent, compared with the 
total for the year 1936, according to a compilation made by 
the Bureau of Statistics of the Commission. 

The total compensation was $1,985,323,363 for 1937, an 
increase of 7.40 per cent over 1936. In the period January to 
March, 1935, inclusive, one-half of the ten per cent wage cut 
of February 1, 1932, remained in effect, said the Commission. 
The cut was entirely eliminated on April 1, 1935, and as of 
August 1, 1937, a wage increase of 5 cents an hour was granted 
to certain classes of non-operating employes, and as of October 
1, 1937, an increase of 44 cents a day was granted to trans- 
portation employes, said the Commission. 


The average number of employes who received pay in the 
month, as distinguished from the number at the middle of 
the month, increased from 1,192,957 in 1936, to 1,233,816 in 
1937, or 3.43 per cent. 


Including switching and terminal companies, the total 
compensation paid railroad employes in 1937 was reported as 
$2,042,436,172. The total number of employes, including 
switching and terminal companies, was 1,146,111, representing 
the average number at the middle of the month, while the 
average number who received pay in the month was 1,267,953. 
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Guide to Motor Transport Lines 


(This Guide is published in the third issue of each calendar month) 


Purpose of Guide 
This Guide has been prepared to provide traffic managers 
with eonveniently organized information about respon- 
sible motor transport lines. The dependability of each 
advertiser has been investigated. Each has been highly 
recommended by well known shippers and has provided 
satisfactory evidence as to financial responsibility. 


Although THE TRAFFIC WORLD has taken every 
perenne. precaution to restrict this Guide to respon- 
sible, dependable and capable motor transport operators, 
it assumes no responsibility for dealings or service. /t 
requests, however, tra managers report any unsatis- 
factory experiences or ings, should they arise. The 
source of such reports will not be divulged even in cases 
that warrant the dropping of advertisers. 


Two Indexes Make Guide Easy to Use 
Te simplify the finding of a service to fit wen 4 shipper’s 
requirements, two indexes have been prepared: ‘ 
Alphabetical Index: When a specific company is 
wanted, refer to the alphabetical index. 


Index of Motor Transport Lines by Key Distribution 
Areas: This index enables the user to find the service or 
services available between any two points without resort 
to a complicated system of codes or cross references. 
Each motor transport line is listed under all of the = 4 
cities it serves. Before each listing is a symbol whic 
shows the direction of the company’s service into and 
out of the city. This system of directional symbols 
is illustrated by the following examples: : 
© This indicates a local cartage company serving 
Key City and Suburbs only. 
© This indicates that the intercity service offered 
by the company is entirely within the Key 
Distribution Area served by the Key City—See 
“Key Distribution Area”’ wall map. 


~ This indicates that four routes are operated to 
points beyond the Key City: east, south, south- 
west, and northwest. The BOLD FACE 
signifies that the operations over these routes are 
intrastate in character. 


This indicates that three routes are operated to 
points beyond the Key City: south, west, and 
north. he LIGH FACE indicates that 
operations over these routes are interstate in 
character. 


ee 
oe 


A 
ee 


__ Alphabetical Index to Companies That Provide the Best in Motor Transportation 


COMPANY Page 


Cases in which the services from a Key City are 
both Interstate and Intrastate the predominant 
character of these services determines whether light 
or bold face symbols are used. ; 


Shipments originate, with few exceptions, from major 
distribution a. The use of these cities makes 
possible the following quick, simple procedures for the 
selection of motor transport services: 

Routes from One Key City to Another: 

1. Look under both cities for the name or names of 
motor transport lines that serve both cities, then 
check maps in the advertisements of these com- 
panies for details of the character of service offered. 

2. If no company offers a through service, check maps of 
those companies which are prefaced by directional 
symbols indicating that they offer a service going in 
the direction wanted and make the selection of the 
companies to be used on the basis of the most 
efficient connections. 


Routes to or from Key Cities to Other Points: 

Check directional symbols under the Key City for com- 
panies operating services in the direction of the other 
point, then refer to individual maps. 

Routes Between Points Other than Key Cities: 

Refer to the motor transport lines listed under the Key 
Cities nearest the points to be served. The direc- 
tional symbols provide the means of determining 
which companies offer services in the directions 
wanted. The recording of major highway numbers 
makes possible the selection of an assured service 
between any two points listed on a highway map 
even when those points are not shown on the 
advertiser's map. 


Arrangement of Advertisements 

Data for companies serving adjacent or overlapping 

regions are grouped. It is thus possible to plan a co- 

ordinated system of distribution by studying the avail- 
able services by regions. 

Data Regarding Advertisers: The facts listed for each 

motor line follows a uniform arrangement: 

1. General facts. 

2. Address, telephone and teletype numbers, and person 
with whom to communicate at general office, and, 
when space permits, this data is also shown for 
branch offices 


3. Equipment—character, number of units, ownership. 


4. Insurance—types and amounts carried. When 
amount is shown, it relates in all cases to unit cover- 
age per vehicle or whatever other standard unit is 
applicable. All insurance data is verified at time 
advertiser is accepted. Important—When a star (*®) 
is used it signifies that E TRAFFIC WORLD 
has established an arrangement with the under- 
writer or its agent by which it will be informed of 
any lapse in the insurance or bonds. 


5. Schedules of operations—number of runs daily, 
whether day or night runs, and average time of runs 
between major terminals, etc.—are shown when 
space permits. 


6. Special services and facilities—data regarding ac- 
ceptance of . shipments, special terminal 
facilities, local services, etc. 


7. Association memberships are reported since some 
traffic managers use this as a measure of the standing 
of a company. 


Character of Highway Service Offered by Motor 
Transport Lines: The individual maps that accom- 
pany advertisements have been uniformly prepared. 
After once becoming familiar with the significance of the 
various types of route lines shown, one can tell at a 
glance the character of service offered via each route 
operated by each motor line. 


qummmmmes Daily INTER- and INTRAstate service. 
Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 








ems Service 2 or 3 times weekly. 
Irregular or special service routes. 





secsueen: Connecting lines. 


2 eeceece Ferries. 
© O Principal points served. [ Terminal cities. 


Unless otherwise noted on maps, motor lines offer- 
ing an intrastate service are also interstate 
operators when their routes extend into other states. 





COMPANY Page COMPANY Page COMPANY Page 
Brashear Freight Lines......... 4 Denver-Chicago Trucking Co... 6 Merchants Fast Freight Service.. 5 Shirks Motor Express Corp...... 2 
Carr’s Transfer..............-- 3 Gateway City Transfer Co...... 5 The Norwalk Truck Line Co..... 4 Tidewater Express Lines, Inc.... 3 
Consolidated Freight Lines, Inc. 6 ——2. Washe a Novick Transfer Company..... 3 Wolverine Express, Inc.......... 5 
Decatur Cartage Co............ 5 Inland Motor Freight.......... 5 On Time Transfer Company.... 5 York Motor Express Co......... 2 





Index of Motor Transport Lines by Key Distribution Areas 





ARIZONA DIST. OF COL. PEORIA IOWA KENTUCKY MICHIGAN MINNESOTA 
PHOENIX WASHINGTON .¢ Denver-Chicago CEDAR RAPIDS 
' Denver-Chicago a Cane vt Trucking Co. .6 LOUISVILLE BAY CITY MINNEAPOLIS 


. Trucking Co..6 °° 


DoD -Chi 
Transfer..... 3 ay 3 aguas args «2% Ve pata 


s Trucking Co. .6 


Consolidated Frt. 
TUCSON >!¢ Novick Transfer — _.. On Time Trans- -°* Depobene vir” Norwalk Truck os Lines — : ae 
». Denver-Chicago Company....3 QU ; "> See aopasaee: I ia ’ Riese <csies3 4 a Cin 
ai Trucking Co. .6 .¢ Shirks Motor Ex- ¢ Denver-Chicago < teway City 
’ onl Tee oP? is | Trucking Co..6 DAVENPORT DETROIT aaa 
CALIFORNIA of ‘Tie a aceais 5 *t eer ae eee. ..% Denver-Chicago LOUISIANA ST. PAUL 
LOS ANGELES « York Motor Ex- Trucking Co. .6 _ Naswalle Trucks . J 
Denver-Chicago . press Co... . .2 ROCKFORD . Eine 4 (See Minneapolis ) 
+” Trucking Co..6 ae Denver-Chicage DES MOINES ALEXANDRIA ~=7~'__ Lime......... 
. rucking Co.. _Chi 
SAN ee nn a IDAHO ' Gateway City ..- ypree-Shlesge ¢ Merchants Fast FLINT WINONA 
° : : 8 . Transfer..... 5 rucking Co..6 ° 
Trucking Co..6 BOISE ROCK ISLAND - . Freight ....... 5 >! Gateway City 
SAN FRANCISCO —y, Consolidated Frt. —————E2€€ t Norwalk Truck “"s Tranefer.....5 
i . . i eds -Chi s B.cccccces 
‘i... ines ine-----@ SPRINGFIELD pon ener cate SHREVEPORT MISSOURI 
COLORADO weniegnes 7" ees chants Fast JACKSON 
rucking Co.. M ts t 
COLORADO SPGS. CHICAGO 3 genes Cartage KANSAS ee Freight - _ ; 3 tiie KANSAS CITY 
‘  Denver-Chicago Brashear Frt. eo ‘ orwa ruc. B h F 
. i Os sss 50s DODGE CITY % _BeAcnneras 4- sacnees Fst. 
aa ee ee INDIANA “= aa 00 Sine eas 
a ee 5 ose MSRvera ee MARYLAND Denver-Chicago 
o- ee ™, Py Denver-Chicage eT tee Trucking Co. .6 Pee a LANSING aoe PN eling Cone 
~ Denver-Chicago ” ee ae _— a 4 HUTCHINSON TIM 
+ Trucking Co..6 *! Se sents 


PUEBLO ee Norwalk Truck 


Transfer..... 5 GARY-HAMMOND 
(See Chicago) = 


Denver-Chicago , 
“Trucking Co..6 4° Cop's 


Norwalk Truck sj, JOSEPH 
© Lite... occ ccce 4 


-Chi : eee «Chi 
a  ecking Co.-6 On Tine ‘Trans, INDIANAPOLIS SALINA jena - Wockace’ Co.6 
= , — —s Brashear Frt. = Novick Transfer wUSKEGON 
DELAWARE ; iia , ae. Prise < es Begebess ~~ ? Company... .3 sr. Louis 
7 » tu tag BMOB.. 2 oe. ‘ . 
weg os pom tae.-5 2 ‘Co. : 7 a _ -.5 .,. Denver-Chicago '¢ Shirks Motor Ex- !¢ Wolverine 


’ hed = Line..3 DANVILLE 


Novick Transfer 3: _ Decatur Cartage 
-* Company....3 49 ee ee. 
ie Sie Corp...2 DECATUR 
».¢ York Motor Ex- 33° Decatur Cartage »! 
, press Co... . .2 rh. _ PE 5 


SOUTH BEND 
Norwalk Truck TOPEKA 


Pe 4 
TERRE HAUTE 


Decatur Costagy 


Trucking Co..6 press... 


3i¢ Tidewater 
.. Brashear Frt. Li 
Ries oe scd 4 


o.. 


. Denver-Chicago +! York Motor Ex- 
Trucking Co..6 * press Co. 2 


eeu , oo Express, Inc. .5 oit Brashear Frt. 
Lines 


3 SAGINAW 


inte ee ae 


Norwalk Truck 


.¢ Denver-Chicago 
o® = -_ Lime... nce eee 4 


Trucking Co. .6 
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MONTANA 
BILLINGS 
_ Consolidated ™, 
ib Lines Inc.....6 
BUTTE 
»'4 Consolidated Frt. 
°° Lines Inc. ...6 


GREAT FALLS 
»_«¢ Consolidated Frt. 
°< Lines Inc.....6 


NEBRASKA 


GRAND ISLAND 


_ Denver- chipowe 
Trucking Co.. 


HASTINGS 


_ Denver-Chicago 
Trucking Co. .6 


LINCOLN 


_ Denver- CMeone 
Trucking Co. 


ef On Time 
Transfer..... 5 


OMAHA 


_ Denver-Chicago 
Trucking Co. .6 


~~ On Time 
, Transfer. .... 5 
NEVADA 
RENO 
f sy Frt. 
-° Lines Inc.....6 


NEW JERSEY 


NEWARK 
(See New York) 


NEW MEXICO 


ALBUQUERQUE 


0 Dyprer<hieeee 
Trucking Co. .6 


NEW YORK 


BUFFALO 


.¢ Shirks Motor o. 
aes press Corp... 


NEW YORK 


. Hampton Roads- 
, Wright Line. .5 


>, Novick Transfer 


? Company... .3 

. York <a Ex- 

4 press mE 
ROCHESTER 

Shirks Motor Ex- 

a) press Corp....2 


NORTH DAKOTA 


BISMARCK 

_.~ Consolidated _ 
Lines Inc... . .6 

FARGO 


Consolidated ~~ 
. Lines Inc.....6 


OHIO 


AKRON 
>! Norwalk Truck 
Line 


eee eeeee 


PORTLAND 


< Consolidated ~. 
s Lines Inc.....6 


~ Inland Motor 
F 


CLEVELAND 
g° Norwalk Tenet PENNSYLVANIA 


.¢ Shirks Motor Ex- 


. press Corp....2 ALLENTOWN 


Novick Transfer 


TOLEDO : Company... .3 
ate Norwalk vont . York Motor = 
ile es i press 1 
YOUNGSTOWN ERIE 


+, Shirks Motor -—" 


s press Corp.. .¢ Shirks Motor Ex- 


er press Corp... .2 
OKLAHOMA = HARRISBURG 
TULSA Novick Transfer 
.¢ Brashear Frt. POY.» +33 
ite seinae »'¢ Shirks Motor Ex- 
press Corp....2 
OREGON 


ba 7 age ae, 


' Ee vsescan 


York Motor >, 
press Co. 


KLAMATH FALLS 


' _ Consolidated Frt. 
Lines Inc.....6 


e- 
* 


ee eeee 


PENDLETON JOHNSTOWN 
Consolidated Frt. 


s Lines Inc.....6 ‘ 


Novick Transfer 
Company... .3 


Index of Motor Transport Lines by Key Distribution Areas (Continued) 


PHILADELPHIA 


.¢ Hampton Roads- 
' Wright Line. .3 


‘+ Novick Transfer 
Company... .3 


.! 


Shirks Motor Ex- 
press Corp....2 


ste 


» 
- 
- 


'¢ York Motor = 
Co. 


press 


eee eee 


READING 


... Novick Transfer 
Company... .3 


..  Shirks Motor Ex- 
¢ *% press Corp....2 


.¢ York Motor 
“. press 


SCRANTON 


Novick Transfer 
, Company... .3 


WILLIAMSPORT 


$ Shirks Motor Ex- 
' press Corp... .2 





VIRGINIA TACOMA 
LYNCHBURG ' Consolidated Frt. 
' es Inc.....6 
ts Novick Transfer 
oi Company... .3 
WALLA WALLA 


NORFOLK- ic inigad Motor 
NEWPORT NEWS reight 


2$ Hampton Roads- 
¢  WrightLine..3 WENATCHEE 
_.. Consolidated Frt. 
RICHMOND i< es Inc.....6 


-. Hampton Roads- 


$8 Wright Line..3 YAKIMA 


»,< Consolidated Frt. 
© Lines Inc.. 


ROANOKE is sosaned 
.¢ Novick Transfer WISCONSIN 
Company... .3 
LA CROSSE 
WASHINGTON >! Ga gtowey Cit 
tS Transfer..... 4 
SEATTLE 
. - Consolidated Frt. an 
ss Lines Inc.....6 el Ggsowey City 
. ‘sie s ransfer.....5 
e = Freight...... 5 
MILWAUKEE 
SPOKANE 


>, Gateway 


_ Consolidated Frt. ' ‘Transfer... 5 
s Lines Inc.....6 


~ Inland Motor 
Freight 


=e 
¢ 


SUPERIOR 
(See Duluth) 


:. 










COMMON CARRIER 
ICC Certif. No. 1658 


ix? Shirks Motor Express Corp. 


Daniel Wetahold, » Pres. 


Fed Rochester 






Inc. 


(Del.) 
MANHEIM PIKE 


Telephone 5591 
J. F. Baird, Gen. Traf. Mgr. 


cohon a 


York pootar Empress Company 


Established 1921 


RRIER Incorporated (Penna.) 


“YORK, PENNA. Sherman & Hay Sts. 


L. S. Reidel, Pres. & Gen. Mgr. 



















EQUIPMENT: 7 Trac- . Both No ¥.| LANCASTER, PA. 
Tracks, 13 van, i te 
a company 





SERVICE FEATURES: 
Daily serv. all routes. 
Pick-up and delivery (wet rcwomo—cw 
atall points. Cartage service at Lancaster. 
BRANCH OFFICES 


Baltimore—Singer Transfer&S Co. 
Buffalo—Otander & pgimeeaie 


Cleveland—Shirks Motor Express. 

Philadelphia—General Express. 
meenee—Kagstone Cos Carting Co. 

Wilmington—Wooleyhan Transport Co. 


aw muito rom ancast 
YouO 





peer ety Oo, sie. ,000. ™ *Pub. 
a ),000-$. .» Varnage, |‘ 
$10,000-$80 0,000. %Workmen’ *s Comp. 
















A Dependable Service 


“We do not know of anyone or any organization that 
has a better set-up for assembling the data and informa- 
tion required to compile and publish a motor truck guide 
or directory than the organization you have, nor do we 
know of any organization in whose publication we would 
place the reliance that we would in a publication of this 
kind compiled and published by the Traffic Service 
Corporation.” 
(petroleum company) 


Tulsa, Oklahoma 


TARIFF AGENCY—Middle Atlantic States Motor Carrier ct Inc. 


TERMINALS 
Baltimore—Hillen & East Sts. 
(Tel. Vernon 1234) 
New York City—West & Morton Sts. 
(Tel. Rector 2-4877-78-79-80-81) 
Jersey City—247-249 Coles St. 
(Tel. Delaware 6-2717-2718) 
Philadel hia—Franklin & Spring Garden 
Sts. arket 6274) 
ush & Early Sts. (Tel. 2-2626) 
aw EN 1 and Av.& Morgantown Rd. 


ae TTY ‘ith St. & Linden Ave. 
Lancaster—Fountain Ave. (Tel. 2-5674) 
Cameron “9 


Harrisburg—728 8. 4-32 
Hanover—536 Broadway. el. 514) 
York—11 E. Boundry. (Tel. 5 5591) 





EQUIPMENT: Tractors, 64; Semi- 
trailers, 72. Trucks, vans, 77; J gg  % 
All ptemrert ¢ company ow: 
CE: Cargo, $25,000 P flliance 
. Co. of Phila.). Public Liab., $5/- 
10,000 (Traveler's Ins. Co.). Prop. 
Dam., $5,000 re '™ns. Co.). 
Workmen’s Com 
POOL CAR DISTRIBUTION: York, 
Lancaster, Harrisburg, Reading. 
i cy Daily ov. t opera- 
ions between all points shown on map. 
SPECIAL SERVICES: In a > 
neral cargo we specialize in - 
Stag of oil end tentiles. 
MEMBER: ex Penna. State C. of 
C.; Nat. Fed. of Textiles, Inc.; Certif’d 
Motor Carriers of Penna. 








ar 


rt. 
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ATLANTIC COAST 


Tidewater Express Lines, Inc. 


COMMON CARRIER=ICC Docket No. 1034 204-30 Key Highway 
EE (MD) Established 1933 


BALTIMORE, MD. 
Telephone-SOuth 1551-2 
. T. Bennett 
Traffic Manager 
BRANCH OFFICES 
Aberdeen, Md., Bel Air Ave. 
Walter 8. Wilson (Tel. 21W) 
Frederick, Md., 300 East St. 
Norman Murray (Tel. 557) 
Lg Pa., Charles & Howard Sts. 
H. Brown Ay 6122) 
Washington, D . C., 2613 E. St., 


J. v3 Ward, (Tel. MET. 9345) 
Lancaster, Pa., 517 N. Mulberry 
St. 


mene Exp. 5° Stge. Co. 
(Tel. 

mM... sf 1539 Walnut St. 
Hill Express (Tel. 83-6121) 


TARIFF AGENCIES 
Individual: D. T. Waring, W. M. 
Miller 
Through bills of ladings and 
rates with principal steamship 
lines, serving Chesapeake Bay, S. 
Atlantic and Gulf ports. 


LOCAL FACILITIES 
Terminals with rail sidings: 











HARRISB ure’ 


Lemoyne AN 





“® Red Lion DENNSYLVANIA 








ry A ES ds. 


EREDEI RICK 
A SBALT IMORE Hoyle): 


Damascus O 











SS 


vicina © I 
WASHINGTON? 





EQUIPMENT 
2 tractors, 2 trailers. Trucks, 
vans (12 carry ice for refrigeration 


when needed); 2 open bodies. All Baltimore, Frederick. 


company owned. SCHEDULES 
INSURANCE 


*%Cargo, $5,000 plus $2,500 Daily common carrier service to 
(Northern Assur. Co. of London) all points with irregular service on 
+ Dutt Seaniiy. | 0,000 & —_ load lots. a over 

000; roperty UVamage, highways in Maryland (intra- 
Comoe ate Ween state and interstate); Pennsyl- 
men’s Compensation (Lumber- Vania and District of Columbia 
man’s Mutual Casualty). (interstate), 


Hampton Roads Transportation Co. 


Established 1921 I. C. C. Docket No. 19532 Incorporated (Va.) 


The Wright Line NEW YORK/ 


New: = 
Est.1932 1.C.C. Doc. Ne 51116 —iInc. Wa.) Tp 


Brunswick // ete 
12 Nebraska St., NORFOLK, VA. PENNSYLVANIA ~ ro} fy 7H 
Telet cours 65 Telephone—2-5758 V4 
cows po he sue Genser Manager 
T.M. J.C. eaver, G. F. A. 
COMMON AN AND CONTRACT CARRIERS Zo 
TARIFF AGENCIES: Mid. Atlantic ef 
States; So. Motor Carriers’ Rate Confer- e New Cal WA - Ae JERSEY 
ences; ladividoal Tariffs. PP: Wis renewville * 
BRANCH ong women City, N. C., 9 aa Ne? 
Hampton, Va., Va., Newport Peco \ \ \ 
News, Va., New yor y Tome ey i \ 
Pa.. Richmond, Va., Sra bhai Va., Suffol . 5. Dover) ws 
Va., Virginia B each, Va., Wilmington, Da. N i : \\ wT 1 4 se 
EQUIPMENT: 20 Tractors, 20 Trailers, 7 Vans. |S¥) ){, Vee 44 Yj 
INSURANCE: Cargo, $6,000-$ 7,500; y : Ys 
Pub. Liab., $10, 000-$2 — sh Dam., 
orkmen’s Com 





$5,000; 
SPECIAL SERVICES: '‘Norfolk—Pool 
car dist.; consol. of cars; local cartage. 
Suffolk—local cartage. Connections with IMG , 
ines aang all states east of Mississippi. RA \. GC Mf 
ery A.T.A.; Va. vy Users; AWW EF Sefi// ATLANTIC 


Cc. of &. Norfolk; Richmond, uffolk. 


yo a TO 
SOUTH HILL 


Service yb 


== The Wright Line 
Interstate Service 

mus Hampton Roads 
Transportation Co. 


Interstate and Intrastate Service 
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Carr’s Transfer 


COMMON CARRIER—J.C.C. Doc. No. 3799 
Established 1925 


2613 E St., N.W., Washington, D. C. 
Telephone—West 0767 


L. C. Carr, Owner 


ee Apes sal Tidewater 
press hway (South 
1551-2); (2) tia a eeite Terminal, 
423-425 Sharp St. (Plaza 4116-17-18). 
EQUIPMENT: 7 Tractors, 5 trailers; 
trucks, 5 van, 2 open; 2 refrigerator Washington-Harrisburg (via Winches- 
trucks. All company owned. ter) 
INSURANCE: Cargo, $2,000 (Mass. Washington-Warrenton-Culpeper 
Fire & Marine Ins. Co.); *Pub. Liab., Washington-New York 
$3:000; - $20,000; eP: rop. Damage, (via connecting line). 


000; * Workm’n’s Comp.., all opera- ; : ° 
tions (U.S. Fidelity & Guar. Co. of Hern otha Piling Renta Tee 


REGULAR SCHEDULES: Daily pick-up IRREGULAR ROUTES: Permits for use of 
and delivery service between: all highways in Virginia, Pennsylvania, 
Baltimore- Washington Maryland, Delaware, D.C. 


Washington-Leesburg MEMBER: American Trucking Assn. 


© 700 N. Cameron St. WINCHESTER, VA. 
Novick k cig NEW YORK Phones—430 & 78 


Transfer Company Teletype—582 


B. Belchic, Traf. Mgr. 


EQUIPMENT: 26 
tractors, 26 trailers. 
Trucks, 14 vans. 


town 2g 
Gomi ft aA gat 
esas INSURE 
= me eile 
Cumberland Vi Hager — LP cose ; ron "teh, "$25/ 
[Amelie Te - ANE Fer? §W ilmington / 50,000. Prop. 
pace Pe lag fimieh, JERSEY J Dam., $5,000. 
WEST “iene CAN, Fhe 4: ore Workmen's Comp. 
VIRGINIA (ihe: CONNECTING LINES: New York City 
wens ‘: ahr SS kh ton to New England & New York State 
re wae - vel Alexandiogy r points. Roanoke to Virginia, North 
: £d Harrisonburg ka, SO Carolina, Tennessee & W. Virginia 
& Sm Staunton Ba Wie — Winchester to Pittsburgh & 
* Fongs aby yas Waynesboro COs ichmond. 
Covinstos Omer gen “oe = VIRGINIA 714 SERVICE: Daily schedules. 
ars coesarcatey| fe| POOL CAR DISTRIBUTION: Winchester. 
7 SZ ‘Lynchburg aay Ys 4 MEMBER: Va. Highway Users Assn.; 
ae 4 Highway Transport. Assn., N.Y.; A.T.A. 








= Fedlord 





Shippers Use the Guide 
Because They Find It— 


Accurate— 


“Because of the continual changes in motor transportation, the 
up-to-the-minute information . . . in the Guide is often referred to.” 


(mail order company) 


Denver, Colorado 
Reliable— 


“Reliable information—such as you furnish, is badly needed in 
view of conditions that exist today. The main information should be 
as to reliability. Your Guide as to responsibility is a great help.” 


(building supply company) 
Davenport, Iowa 


Time Saving— 


‘*The Guide saves us time in investigation of new contacts which 
are necessary in expanding business.” 


(pharmaceutical manufacturer) 
North Chicago, Illinois 


Economical— 


*“Guide used because of the investigation made of advertisers. 
These are taken at face value, and thus eliminate much costly expense 
on our part.” 

(steel company) 
Chicago, Illinois 
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The Norwalk Truck Line Co. 


J. E. Ernsthausen COMMON CARRIER Established 1921 
President I1.C.C. Docket No. 71096 Incorporated (Ohio) 
C. W. Hoke 36 Woodlawn Ave. 


Vice-President NORWALK, OHIO 


TARIFF AGENCIES 
Central Motor Freight Assn., Inc. 


Telephone—71 or 244 


Policy includes all standard Cargo 
coverages and, in addition, Theft of an 
Ohio Motor Frt. Tariff Bureau. entire shipping package, Tornado, Riot, 


EQUIPMENT Strike, etc. ; ; 
115 Tractors (75 company owned), Shippers are iven complete insurance 
127 trailers (125 company owned); protection—all policies are with large, 
30 truck bodies (all company owned). strong American stock companies. 


INSURANCE SERVICE & SCHEDULES 

4 Cargo, $10/25,000 (The Connecticut Daily service over all lines—over night 
Fire Ins. Co.). % Public Liability, delivery via our own lines. 

* Property Damage, * Work- 
men’s Compensation, and Liability 
Insurance on All Terminals (The Service Member, A.T.A.; Akron 
Travelers Insurance Co. & The Travelers Motor Transportation; Chicago Assn. 
Liability Co.). % Blanket Employees of Com.; and Chambers of Com. in 
Bond (Mass. Bonding Co.). Also South Bend, Fort Wayne, Detroit, 
bonded by new A. T. A. bond. Cargo Toledo and Cleveland. 


MEMBER 


To Milweukes\\\ 
& Medison 


. ie bi if 
. cy i\, Lake Michigan yy 
evenport WC} Evanston Hy 
2Omebe = {Chicago yy 
PA \\ 
i Se 


2 
< Hervey O Se 


COMMON CARRIER—/CC Docket No. 26876 
GENERAL OFFICES 


ST. LOUIS, MO. 





J. A. Graf 


Traffic Manager 


LL 


—— 
—— os 


COLORADO KANSAS ay al 
Hutchinson ~~“ 5) 
b Wichita 


Brashear Freight Lines, Inc. 


527 S. Theresa Ave. 


Tel.—NEwstead 2250 


Twenty-five Years Without Change of Management 


seniors polis |= rowu, owo 
* a H “ PENNSYLVANIA POINTS 


Topeka \ missy w 
Fe = ae 
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CENTRAL 





“ce o . 

rCustomerswith OHIO TERMINALS 
Satisfy yourC with oH zm LS 
Norwalk Truck Line Service’? Cleveland, 33rd & Hamilton (Prospect 5350) 
Elyria, 124 N. Maple St. (Phone $484) 
Fremont MAia 2825) 






















Norwalk, 36 Woodlawn (Phone 244) 
Sandusky, 1000 Maple 8t. (Phone 1325) 
Toledo, 145 S. St. Clair St. (Adams 4291) 
MICHIGAN TERMINALS 
Bay Gity, Foot of ist St. (Phone 2622-R) 
Detroit, 117 N. June. Ave. (Vimewd 2-1435) 
Flint, 1220 Stever St. (Phone 3-5518) 
Jackson, 404 Water St. (Phone 4028) 
Lansing, 925 S. Grand Ave. (Phone 5-3449) 
Monroe, 317 W. Front St. (Phone 1032-J) 
Pontiac, 675 8. Saginaw St. (Phone 23-0115) 
Saginaw, 303 W. Genessee Ave. (Phone 8181) 
INDIANA TERMINALS 
Auburn, 334 W. 9th St. (Phone 618-J) 
Elkhart, 1401 W. Beardsley Ave. (Phone 466) 
Fort Wayne, 805 High St. (ANthony 4363) 
Goshen, 9th & Nye St. (Phone 511) 
Detroit 34 Hammond, 1055 Ind. Blvd. (WHiting 783) 
F< | Kendallville, 1018 Garden St. (Phone 378-J) 
Porte, 619 Washington St. (Phone 2364) 
Michigan City, 2nd & Pine Sts. (Phone $21) 
ILLINOIS TERMINAL 
Chicago, 2440 W. Cermak Rd. (CANal 1320) 
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Established 1912 — Incorporated (Mo. 
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OKLAHOMA V4 y Daily Service Between ST. LOUIS and 
Tulse’ sutiogee| KANSAS CITY TULSA CHICAGO 
iii? | | INDIANAPOLIS DENVER LOUISVILLE 
le / TARIFF PUBLISHING AGENCIES: WHEN LOOKING FOR RELIABLE, 
‘ } | ississippi Valley Motor Freight Bureau, YEAR-ROUND SERVICE, CALL OR 
q F ‘ ot. Louis. Conse States Motor Freight ROUTE BRASHEAR FREIGHT 
! / | EQUIPMENT: 6$ Tractors, 45 trailers. LINES. Special circulars showing points 








- 2 
Ft. Worth d } Dallas 
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Trucks, 20 ven, 5 open bodies. 16 served direct or through connecting lines 
Refrigerator units. 10 Heated units. *Vailable upon request. 

pany owned except 10 tractors, com- SPECIAL ST. LOUIS SERVICE— 

4 Pool Car Distribution—Local Carta 

NSURANCE: Cargo, $10/20,000. = 4 se 
Public Liability, $50/100,000.. Prop. Trucks available at all times for. local 
erty Dama $5,000. Worki n’s cartage and prices gladly furnished upon 

Gompennien. Self insurer. request. 
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Wolverine Express, Inc. 
COMMON CARRIER—ICC Certificate No. 2998 
Established 1928 Incorporated (Mich.) 1930 


659 W. Western Ave., Muskegon, Mich. 
Telephone—22-681 
B. F. Deyman, President 


George A. Johnson, General Manager 
TARIFF AGENCY, Central Mot. Frt. Assn., Chicago. 


BRANCH OFFICES—Grand Haven, Oscar 
Ehrmann (Tel.—526)., Chicago, 738 S. Clinton, 
Art Gerkie (Tel.—Wabash 4738). 
EQUIPMENT~—31 Tractors, 22 Trailers. Trucks; 
17 open; 9 refrigerator. Total, 79 units—67 com- 
pany owned. 

INSURANCE—Cargo, $10,000 and $5,000. 
Public Liab. $50,600—$100,000. Property 
Dam., $50,000—$100,000 with additional $5,000— 
$10,000. Workingmen’s Comp. 

=| ASSOCIATIONS—Mich. Truck. Assn.; 
Ind. Mot. Frt.; Chicago A. of A. 


A.T.A. 











Decatur Cartage Co. 


COMMON & CONTRACT CARRIER 
SOGiiy (1.C.C. Doc. Nos. 68909 & 76099) 


Established 1926 Inc. (Ilil.) 


20th St. & Wentworth Ave. 
Telephone—Victory 6000 
CHICAGO, ILL. 


TARIFF AGENCY — Central 
States Motor Frt. Bur. 
EQUIPMENT — Compan 
| owned except as una 
\s | 90 Tractors (30 leased); 
| 74 trailers (30 leased); 
“| 52 Trucks; 16 Refrig- 
| erator orheated trailers; 
| 16 Armored trucks; 
- —— 6 heavy duty trucks. 
INSURANCE—& Cargo, $15/100,000. %Pub. 
Liab., $25/50,000. * Prop. Dam., $5/50,000. 
SERVICE FEATURES—Pool car dist.; Local cartage. 
| WATCH DISPLAY ADVERTISEMENTS 
OPPOSITE THE INDEX PAGE 
















INCORPORATED (Neb. ° COMMON CARRIER 
Established 1917 , On Time Transfer Co. ICC Docket No. 59840 


Wm. Pruner OM. aa A, NEB. 1302 Izard St. 


Commercial Agent Tel. Atlantic 4919 


20 
Years 
of 
Depend- 
able 


Service 


BRANCH OFFICES: Chicago, 2299 S. Lumber St- 
(Canal 2206); Lincoln, 130 N. 8th St. Hg —B-6224)- 
INSURANCE: *%Cargo, $10,000; »*%Pub. 
Liab., $10,000-$20,000; * Prop. Dam., $5,000; 
pte 2 s Comp. *xLiquor Transp’ n 
Bond, $10,000 

POOL CAR DIST.: At Omaha, Neb., located 
on Union Pacific trackage. Distribution to out- 
state points by reliable connecting lines. 


ASSN.: Omaha C. of C. (Mem. of Transp’n Com.) 


Valen’ atin sy Ss. D.{ 
‘eghr 


! Allicnce 
Gea 
%, * . oF 
CoN 


Scotts bit One, 


TARIFF AGENCY: 
Motor Freight Assn. 
EQUIPMENT: 12 Tractors, 
12 trailers (refrigerator bodies); 
20 trucks. 


Central 





Motor Line Indexes Make Selection 
of Services Easy 


To simplify the finding of a service to fit any shipper’s requirements, 
two indexes have been prepared: 


Alphabetical Index: When a specific company is wanted, refer to 
the alphabetical index. 


Index of Motor Transport Lines by Key Distribution Areas: 
This index enables the user to find the service or services available 
between any two points without resort to a complicated system of 
codes or cross references. Each motor transport line is listed under 
all of the key cities it serves. Before each listing is a symbol which 
shows the direction of the company’s service into and out of the city. 
The symbols, see first page of Motor Section, are simple and 
easy to use. 
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Gateway City Transfer Co. 


INCORPORATED (WIS.) COMMON CARRIER 
Established 1896 I.C.C. Docket—80430 


John F. McGrath LA CROSSE, WIS. 417-431 No. Third St. 


Vice-Pres. & Traf. Mgr. Teletype—28104 Telephone—179 & 199 
TARIFF AGENCIES: Northwest Tariff Bureau; Central States Bureau 
To Grand Forks, Grafton, je Bemidji 
Ada and Crookston t 
aa ae 


Satuney City Transfer Co., Inc. 


Intrastate Operations 


Between Milwaukee ond 
Chippewa Falls, including 
points north of Tomah on 12 
with no intermediate (local 
service between Tomah 
Milwaukee. 


Between Milwaukee and Coon |= 


‘oth 
Seuk Center “2h. . Valley, including points north |Z 
‘ . % of Richland Center on 14. 


5 Goat Stes 3 | CHIPPEWA 
Willmar 5S? eee py) PAUL, FALLS 


Sha 

Olivia Glens weg kop, oF “I 

‘Granite Falls 5 Jeg pee AU CLAIRE 
tw ee Falls 


2.8 
Bird Farstngton 
Swi tehsil 


4 
[Pork Rapids 
Detroit Lakes } 


N.D. \en WT waden Brainerd 


Breckenridge vi rN 
“ Falls * ~. Longh, 6 & 
-—- a A Little Falls 


pea rie : 
Sauk Ravids 


emer ee 
7s. 


SS) 


land Center on Highway 14, 
including intermediate points. 
Between Madison and Coon 
Valley, including points north 
of Richland Center on 14. 


Montevideo 


), Men = nee 





“Island Le Sueur fo! 

. ct BON 
IN Fai 

| MINN: — dtetog i ANG) &) WINO 

: Reif Waseca oN. a 

| Win nee A Owe? Cy 


it ee © Albert Lea 


BRANCH OFFICES: Chicago, 
2433-53 W. 18th St. (Haymarket 
4411); Milwaukee, 1208 South 
sai St. (Mitchell 4949); St. 
Paul, 366 Ferdinand Ave. (Nes- 
tor 2806); Eau Claire, 429 
Gibson St. ‘Tel.—9833); Chip- 
pewa Falls, 818 High St. (Tel.— 
161); Winona, 76-78 E. 2nd St. 
(Tel.— 3665); La Crosse, 417-431 N. 
3rd (Tel. 179). 


EQUIPMENT: 29 tractors, 26 trailers, 
32 straight trucks. All company owned. 


INSURANCE: Cargo, $10,000-$25- 
000 (Ins. Co. of No. Am.) . * Public 
Liability, $25,000-$50,000, ‘*%Property 
— * $5,000 (Royal Indemnity Co.) 

. k Workingmen’s Comp., complete 
coverage (Employers Mutual of Wausau, 
Wis.) . . . Fidelity Bonds (Am. 
Bonding Co.). 


Wise isconsin Dells 
Bon Valley ~ afeere we 


A Rochester oy ; 
Preston 
Kate a FAIR Mea Suv aunt 
DECORAHEK@ a enol Mate << 
Prair se du Chi jen say? Dodgev: nad 
Lancaster us lle Janesvil a Of 
.— 2 —_ 


IOWA Ny 
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LOCAL SERVICES: La Crosse—Pool 
car dist.; cartage; rail siding; affliated 
with Murphy Brothers Weschessn. 
Winona—Pool car dist.; cartage. 
SPECIAL SERVICES: C.O.D. collec- 
tions. P. & D. included in rates. 
AGENTS FOR: Universal Carloading 
& Distributing Company. 

MEMBERS: A.T.A.; Assn. of Com.— 
Chicago, Milwaukee, St. Paul. 
REFERENCE: Dun & Bradstreet. 


Merchants Fast Freight Service, Inc. 
Inc. (La.) COMMON CARRIER—I. C. C. Docket Nes. 19690 & 28801 Est. 1925 
219 Walnut St. 
Telephone—780 & 781; Teletype—5 


MONROE, LA. 


N. E. Dawson 

Vice-Pres. & Gen. Mgr. 
TARIFF BUREAU:S.W. Motor Freight Bur., Dallas. 
BRANCH OFFICES: Alexandria, Tel. 584; Baton 
Rouge; Shreveport, Tel. 4939. 
EQUIPMENT: 12 tractors, 12 trailers. Trucks— 
4van, | open. | heavy duty. All company owned. 
INSURANCE: Cargo, $1,000-$5,000; *Public 
Liability, $10,000-$20,000; Property Damage, 


$5,000; Workmen’s Compensation, self-insured. 
Cc. O. D. Shipments accepted. 


CONNECTIONS: With responsible lines at 
Alexandria, Shreveport, Monroe, Baton Rouge. 


ASSOCIATIONS: National Safety Council; 
Louisiana Motor Freight Bureau, Inc. 
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Incorporated (Wash 


Established 1918 4 Inland Motor Freight ICE Den oe aber? 


















Cecil Gray SPOKANE, WASH. __ S. 110 Sheridan St. 
Rate Agent Teletype—94 Phone—Riverside 3194 
TARIFF AGENCY:, | Inland Empire pus - 

ot. rt ur., t PRS 3 eS er ee ee ay () ine 
Spokane, Wash. canton . an 23 Tonasket pees a poy ae 


BRANCH OFFICES 


Portland—1001 S. E. Water Ave. HINGTON/ Colville 


Ax MON 
i UN gupar’ 


Seattle—1565 Sixth Ave. S. ¥ Grand Couleeg © AG Bice 
Walla Walla—339 S. Second St. gh Seattle % PP Vilow yr . annem, 
Lewiston—739 F St. Cf Waterville O%-== S a fey A 
CouleeCenter(CouleeDam, Wash.) okanehdellog¢ 
Coeur d’Alene—214 Lake Side Ave. one wee 
EQUIPMENT: 6 tractors, 36 trail- Goligs ae Or 
ers. Trucks, 74 van, 5 open, 2 x i Anh EP Okesdne 
heavy duty. All company owned. . 6) 2 
INSURANCE: %* Cargo, $5,000-$10,000; fon 
*Pub. Liab., $25,000-$50,000; 


villa V Wa a \, iu, 


woot / 


*Prop.Dam.,$5,000;*Emp.Liab. | ¥ Hz mega’ 
POINTS IN SPOKANE AREA not 
served by us are served by carriers 


rating from our terminal—one 
of best in U. S., all under one roof. 






Portland™ Dale CON 
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CENTRAL AND WEST 


CANADA 


_-- Sueet Guo 
Ofedig 


ion Established 1929 


Fred C. Leibold 


V.-P. in charge of traffic 


SS Operon Lakes She of | 
A wadestpm= 


‘Butte : 
Livingston 41 4 INTERSTATE OPERATIONS 


Ns le Red 1 Lodged 
heer "am 


however, between these points 
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Mec 


OREGON Moustsin Home — 


Reno 


. 


"¥Secramento \ 


TQ LOS ANGELES TQ. LOS 
LOS ANGELES HARBOR, ise Ce oneetn HARBOR, 
AND LONG BEACH 


Francis 0, AND LONG BEACH <* 


a ‘ 
ee \ 
C.O.D. SERVICE: It is believed that Consolidated 
Freight Lines, Inc., again ranks first in procuring a $10,000 
C.O.D. bond for the protection of ALL INTERSTATE 
SHIPPERS. This special service feature furnishes com- 
plete assurance that C.O.D. shipments will be well taken 
care of if routed via CONSOLIDATED between the 
points in the eight states served from the Great Lakes to 
the Pacific Coast. 


EQUIPMENT: 248 straight trucks; 122 trailers; 17 semi- 
trailers; 26 tractors. 


COMMON CARRIER 


" “Ard, “ea 


- Dans Yee oe \ews ! 
he ‘ *, 

= DEdseton ss INTERMEDIATE LOCAL SERVICE 
OREGON: (1) South of Eugene; 


(2) East of Madras wie Wapinite Highway, 


(3) East of Hood River ve Old Oregon Trail Highway 
WASHINGTON: (1) Between Seattle and Tecoma, 


Ri — Aone 
Nate Pb. Dougles é Li 
a 


"| (2) All points east of Easton hom Seattle, 
(3) Al points east of Lyle trom Portland, 


ville (but not including Ritz 

powts east 

MONTANA: Between all pownts 
PRINCIPAL BRANCH OFFICES 
CHICAGO: 2400 W Madnon S 
A H Richards, DFA. (Haymarket 8702) 
SALT LAKE CITY, 17154 W Second St 
C.C Proctor, D FA. (Wesstch 2699) 
SAN FRANCISCO: 140 Bluzome S& 
JL. McConnell, ATM. (Ex beak $81) 


WYOMING 


MINNEAPOLIS. 2600 S 26th A 
G. J. Heslow, Agt 5 oe i 5434) 
r ! , OTHER OFFICES AND TERMINALS. 
UTAH See terminal pons shown on map 


a 4 
> INeghi Deand uae | a. 
‘ ' Limon Burlington 


a 
<< 


INSURANCE: Cargo, $20,000 per truck or trailer, limit 
$50,000; $5,000 theft; Public Liability exceeding State & 
Federal Requirements; Property Damage, limit $50,000. 


POOL CAR DISTRIBUTION: Shipments may be con- 
signed for distribution to the Consolidated Freight Lines, 
Inc., at points on its own lines. When such shipments are 
billed to Consolidated Freight Lines, Inc., for distribution to 
points on its own lines or beyond, shippers shall furnish 
carrier with the distribution sheets at the time of tendering 
shipments. Deliveries will be made in accordance with the 
distribution a, for which service a charge will be made 
to cover cost of unloading, segregating an “| reloading. 
MEMBER: Pacific Inland Tariff Bureau; Inter- 
mountain-Coast Motor Freight Tariff Bureau. 


COMMON CARRIER 


PORTLAND, ORE, 2029N. W. Quimby St. 


(4) Al points wet ol Heningin ond vou of Ra , 
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Guide to Motor Transport Lines 


Consolidated Freight Lines, Inc. 


ICC Doc. No. 42487 
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i Time and Expense 


BY PLACING ONE PHONE CALL 
FOR ALL YOUR TRUCK SHIPMENTS 


ESTABLISHED 1931 


ICC CERTIFICATE 
MC 29988 


Lawrence Cohen, Manager 
Felix Cohen, Traffic Manager 


Branch Offices and Terminals 


CHICAGO—Denver-Chicago Trucking Co. 
401 N. Ogden Ave. (Telephone—Seeley 0330; Teletype 1092) 


ST. LOUIS—Denver-Chicago Trucking Co. 
1125 So. 6th St. (Telephone—Chestnut 4586; Teletype | 46) 


LOS ANGELES—Denver-Los Angeles Trucking Co. 
1201 E. Fifth St. (Telephone—Michigan 4882; Teletype 101) 


Denver—Chicago 


SERVICE TO OFF ROUTE POINTS: COLORADO 
—Puints and places between Denver and Sterling within 
one mile of Colorado highway No. 81 and U. S. Highway 
No. 6. NEBRASKA—Omaha. ILLINOIS—Rock 
Island, Rock Falls, Rockford, Pekin, Aurora, Joliet. 
East bound service with company-owned equipment— 
west bound service through connecting carriers. 


a AR ‘e. | 
4 \, Wi Miams ! 


Prescott] 


Holbrook 
De hos Wickenburg 


Phoenix” 8 


Denver-Chicago Trucking Company 
ome OGtes Tariff Publishing Agency 

DENVER, COLORADO Intermountain Truck Tariff Bureau 
1351 Twelfth Street ALL COMPANY OWNED 
Telephone—Tabor 3347 —Telet ype—484 EQUIPMENT 

WIS. 


A Partnership 


LAKE | 


S.D. Denver-Chicago Trucking Co. 
> ? IOWA 

) 
| NEBRASKA 

h Rock Island“ 


MICHIGAN 
WAY Vi) Y) 
icag $0 
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-——- 133 Peoria ‘IND 
‘COLORADO -- . Pekin 


* 80} 
Denver. ro eo a.” i ILLINOIS | 


KANSAS 


Rocks 


Sh, 42 


WYOMING ' 
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\ 
Points marked with stars, ©, served east-bound with company- 


owned equipment and west-bound through connecting carriers.” THE TRAFFIC WORLO—CHICAGO 





-_~ 
Tractors 26, trailers 26. Trucks, van 8; open 7. All 
equipment company owned. 


Insurance 
* Cargo—$15/30,000 (Harmonia Fire Ins. Co. of Buffalo). 
*Public Liability—$10/40,000 (Commercial Standard 
Ins. Co.). *Property Damage—$10/40,000 (Com- 
mercial Standard Ins. Co.). Workingmen’s Compen- 
sation—(Group insurance). 


Service Features 
Daily direct service between all points as shown. Con- 
nections from all terminals to all points. 
Through rates on file with the Interstate Commerce 
Commission. Tariff furnished on request free of charge. 


CALIFORNIA 


CERTIFICATE MC 661 
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SPEED AND CAPACITY are two of many outstanding fa- 


cilities that this great Philadelphia terminal has to 
offer steamship companies, shippers and distributors. 
Modern, heavy-duty equipment, manned by skilled 
freight handlers, reduces loading and unloading time 
and costs to the very minimum. More than one mil- 
lion one hundred thousand square feet of covered 
storage space provides ample accommodation for 
short- or long-time storage of merchandise of every 
kind, whether bulk or packaged freight. 

There are five large sections of reinforced concrete- 
and-steel piers with ship-side railroad tracks running 
the full length of each pier and connecting with all 
trunk-line railroads entering Philadelphia. Twenty- 
nine steamship lines dock regularly at these piers. 


THE LARGEST LUMBER TERMINAL 
on the SEABOARD 


Here are accommodations for the storage of 4,000,000 board feet 
of kiln-dried and finished lumber, with unexcelled facilities for 
prompt and economical handling. Adjacent to the piers there is 
also a yard of twenty-five acres for the storage of rough lumber, 
ores and pig iron. 


Detailed information and rates will be sent on request. 
Address E. W. Stringfield, General Traffic Manager 


“Tidewater, Terminal 


opexate by 


PHILADELPHIA PIERS, INC. 
Corner 4th & Chestnut Sts. Philadelphia, Pa. 





CHEVROLET TRUCKS 


again prove their great performance 
and economy by this A.A.A. 


CERTIFIED TEST RUN 


SANCTION No. 3562 


422 ommeneenttenennennnnnnn: seenoen emanate amg 
or : 


1938 114-ton stock model Chevrolet truck demon- READ THESE AMAZING 
strates cost-saving performance in test run from PERFORMANCE FACTS 


the capital of Canada to the capital of Mexico 
Total mileage covered. . . 3,022.2 miles 
No tests are more rigidly supervised and 


less than TT oO cine than tests conducted under the Payload weight. . 


‘ CENT PER supervision of the Contest Board of the American Gross weight. . . 
TON MILE Automobile Association. All figures listed in the 
column at the right are facts—certified and convincing Average speed......... 31.04 mp.h. 
proof of the great performance qualities and dollar- Total gasoline consumed, 208.73 gallons 
14.48 MILES saving economy of Chevrolet trucks! Modernize 
PER GALLON your truck equipment now. Save money all ways with Miles per gallon of gasoline 14.48 
of gasoline Chevrolet trucks—with low first cost, low operating Oil consumed 
cost, low maintenance expense—and with rugged, 


durable Chevrolet construction that gives extra Total cost (gas, oil, lubrication) .$43.84 


lek mme) |: thousands of miles of capable, satisfying operation. Total per ton-mile cost $.00313 
CENT FOR CHEVROLET MOTOR DIVISION, General Motors Sales Corporation, dinates , 
DETROIT, MICHIGAN 


REPAIRS General Motors Instalment Plan—Convenient, Economical Monthly Payments. 
A General Motors Value. 


“THE THRIFT-CARRIERS FOR THE NATION” 








